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PROFITABLE WATER OPERATIONS 


In his utterances heretofore relating to inland water- 
way transportation, President Coolidge, in the main, has 
not reflected exaggerated claims—to put it mildly—as to 
the government barge lines being operated at a profit. In 
an address at Fredericksburg, Va., October 19, however, 
the President, after pointing out that national expendi- 
tures and authorizations for inland waterways had run 
into hundreds of millions of dollars, said: 

Some of this in the Mississippi Valley has already been demon- 
strated to be commercially profitable. 

If the reference was to the operations of the govern- 
ment barge lines on the Mississippi River, we fear that 
the President has been unduly influenced by the generalizing 
proponents of those operations. “Commercially profitable,” 
we assume, means a profitable operation under conditions 
that would have to be met by a privately operated water 
carrier. The figures are yet to be produced to show that 
the government barge lines on the Mississippi River are 
“commercially profitable.” It may be—and we trust that such 
is the case—that the President was referring to operation 
on the improved waterways of the Mississippi Valley of 
industrial companies that have their own barges. 

In connection with the inland waterway situation, we 
think the officials of the National Rivers and Harbors Con- 
gress are to be commended for suggesting, in their call for 
their annual convention, that some of the issues with re- 
spect to inland waterways are “things.to think about.” It is 
to be hoped that they will be thought about but if the think- 
ers begin with the assumption that there is something magic 
about inland waterway transportation and that it is entitled 
to preference by law against rail transportation, not much 
progress toward fair dealing will be made. The officials of 
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the rivers and harbors congress, in their statement, which 
is printed in another column, however, present the issues 
in such way that there is little doubt as to how they will 
think about them. Apparently for the purpose of arousing 
opposition to proposals for fair treatment of both rail and 
water carriers, they submit what seem to be the views of 
extremists. 

For example, the waterway organization’s officials say it 
has been declared that the Inland Waterways Corporation 
can not be considered a success, and, therefore, attractive 
to private capital, until it can pay interest on the total 
amount that has been expended, both for improvement and 
maintenance, not only on the Mississippi River but on all 
its tributaries. Of course, with that as the test of success, 
inland waterway transportation probably would never be 
a success. Reasonable advocates of fair treatment of both 
carriers by rail and carriers by water do not expect the 
carriers by water to pay interest on the many millions of 
dollars that have been spent for improving and maintaining 
the Mississippi River and its tributaries. Those expenditures 
have a bearing on the question of whether or not transporta- 
tion on the inland waterways is cheaper than on the rail- 
roads, but it has come to be the accepted national policy 
for the government to provide navigable harbors and rivers 
by expenditure of money received from the taxpayers of 
the country as a whole, and not to assess full charges against 
users of the harbors and rivers for improvement and main- 
tenance thereof. What the inland waterway operator has 
to do to succeed financially is to use the waterway as his 
highway or roadbed and earn a fair return, after meeting 
the expenses of operation of his service, including capital 
charges and taxes. We think he also ought to pay to the 
government a reasonable charge for his use of the water- 
way, owned by all the people alike and improved and main- 
tained in navigability by all the taxpayers. If he can do 
that, on the basis of fair competition with carriers by other 
methods of transportation, he is a success. If he “succeeds” 
only by being exempted from the cost of capital, from the 
usual taxes, by receiving preferential treatment by law and 
being aided by law to take business and money from other 
carriers, he is not a success, and, furthermore, is not eco- 
nomically justified. 


- GOVERNMENT IN BUSINESS 


When the federal government -undertakes to go into commercial 
business it must at once set up the organization and administration 
of that business, and it immediately finds itself in a aia every 
alley of which leads to the destruction of self-government. ... Once 
bureaucracy is installed it will go to the end of the road. 
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When the steam engine first came into actual use any old 
kind of a steam engine would do. 





Its shortcomings were excusable on the grounds that at 
its worst it was far ahead of no steam engine at all. 


And so with less-than-carload transportation by rail. At 
first its delays and losses were pardoned on the same grounds 
as the shortcomings of the early steam engine. 


Today each power plant and each phase of manufacture 
has its own type of steam engine equipment. Each phase of 
rail transportation has its special highly developed type of 
locomotive. 


And again soit is with less-than-carload transportation. 
An experience of over 16 years has proved conclusively that con- 
solidated cars and container cars are the most efficient methods 
of transporting less-than-carload merchandise. 


The Universal Carloading & Distributing Co. has pioneered 
both methods and offers you today Consolidated Car Service 
and Container Car Service that is unequaled. 
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Hoover in New York, October 22, on the subject of the gov- 
ernment in business is sound doctrine. But how does it 
square with the present policy of government ownership and 
operation of barge lines on inland waterways? How does it 
square with Mr. Hoover’s own plans for further develop- 
ment of inland waterway transportation? Will he qualify 
his advocacy of this method of transportation by stating that 
the government should occupy itself only with the develop- 
ment of waterways, where traffic demands indicate that they 
would be used, their use to be only by private operators? 
Will he, if elected, take the government out of its present 
operations on the Mississippi and Warrior rivers and dis- 
continue the administration advocacy of extensions of this 
service? Has not the truth of what he says of the tendency 
of bureaucracy to go to the end of the road been proved in 
the barge line case, and is it not an answer to those who 
insist that this government operation of river transporta- 
tion facilities is only an “experiment ?” 


CHILDE ON TRANSPORTATION 

In a recent address before the Associated Industries 
of Massachusetts, C. E. Childe, president of the National 
Industrial Traffic League, delivered himself of many 
and valuable thoughts with respect to the excess of 
transportation regulation with which the railroads are 
burdened and from which the country consequently 
suffers. We are thoroughly in accord with his idea that 
regulation should be confined to insuring that rates and 
service shall be reasonable and free from discrimination 
and the Commission should be relieved of the multi- 
plicity of duties connected with the function of manage- 
ment. We agree also that there might well be a greater 
degree of co-operation between carriers and shippers in 
the settlement of rate controversies—something, for in- 
stance, like the machinery that has been set up in the 
regional advisory boards with respect to problems of 
operation. Mr. Childe has long advocated such a plan 
and we and others have supported him, but without 
result. 

But it is difficult for us to believe that a man so 
fruitful in sound suggestions and so intelligent in his 
treatment generally of transportation problems can 
really be actuated by disinterested motives when he 
comes to the consideration of inland waterway and high- 
way transportation, which he discusses in a paragraph 
toward the end of his address, thus destroying, in great 
measure, the good effect of all of it. 

“These growing agencies of transportation,” he 
says, “are filling a real need in their fields, and are serv- 
ing the public and promise to serve the public in those 
fields better and cheaper than the railroads. We hear 
complaints, principally from railroad sources, that these 
are government-subsidized forms of transportation, that 
it is unfair for the government to furnish and maintain 
the right of way for water and highway transportation 
to enable these carriers to compete against the rail- 
roads, which. must provide their own tracks and facilities 
and pay taxes on them. There is some justice in this 
contention and, sooner or later, both water and highway 
carriers should be reasonably taxed to pay for the use 
of facilities which the government provides. But the 
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cure for the situation does not lie in the regulation of 
the rates of these carriers. Regulation has one justifica- 
tion only; that is to secure to the public reasonable and 
non-discriminatory service and charges. As long as 
such service and charges are available through competi- 
tion, regulation is a burden, not a benefit. Let us be 
slow in adopting regulation of the rates and practices 
of these common carriers and limit such regulation only 
to the correction of real abuses and not use it for an 
excuse for boosting rates for the benefit of railroads.” 

Of course, whatever may be the benefits to Mr. 
Childe’s employers or to other particular shippers from 
the use, actual or proposed, of inland waterways or 
motor trucks under comparatively low rates due to gov- 
ernment aid and lack of regulation, the fact that regu- 
lation, as at present imposed on the railroads, is over- 
done is no excuse for not imposing the same regulation 
on competing forms of transportation. Anything else is 
unfair to the railrods, who lose business in consequence 
of this favored competition, and to shippers who are not 
able to take advantage of waterway transportation, for 
instance, and are thus handicapped in competing with 
shippers who can do so. All this is so fundamental that 
we do not see how anyone who pretends to anything 
but the obtaining of business advantage, by whatever 
means, can take any other view. 

Whatever may be true as to the excess of regula- 
tion and the burdens on the Commission resulting there- 
from, it is no justification for permitting other transpor- 
tation agencies to operate without regulation to say that 
we have too much regulation of the railroads or that the 
Commission is too busy to take on any more work. One 
might as well say that an overworked and worried 
mother of eight children would be justified in sending 
six of them to school, making them keep their faces 
clean, and training them to behave well, while letting 
the other two go uneducated, untrained, and unwashed, 
even permitting them to steal the food of their brothers 
and sisters. Whatever regulation there is should be applied 
to all transportation agencies alike. If there is too much of 
it, that is another question. Mr. Childe admits that 
“there is some justice in this contention,” but he does 
not admit it hard enough or propose to do anything 
about even the little that he admits. 


BANKERS DISCUSS REGULATION 


The committee on railroad securities of the Investment 
Bankers’ Association of America submitted a report to the asso- 
ciation at its meeting at Atlantic City October 19 in which the 
Hoch-Smith resolution, political control of rates, and other simi- 
lar matters received attention. Following is the report: 


The federal authority which regulates the railroads of this coun- 
try traces its origin to the Congressional Act of 1887, which created 
the Interstate Commerce Commission, and to the Transportation Act 
of 1920, which amended the former act. It was not until about twenty 
years after the first of these enactments that government regulation 
in this country became at all oppressive, and it was with the advent 
of the United States into the World War that the present era of in- 
tensive governmental regulation began. In general, since 1920, the 
results of this regulation have been favorable. Particularly praise- 
worthy has been the inauguration of standard methods of accounting, 
which rmit a more accurate appraisal of railroad security values 
than of any other type of corporate issues. 

Under the laws as they at present exist, however, there is no 
clear line of demarcation between the powers of the United States 
government to regulate railroads and the powers of the corporation 
which own the railroads to operate and manage their own property. 
The regulatory body, that is, the Interstate Commerce Commission, 
has on different occasions shown a tendency to go beyond reasonable 
limits and assume managerial functions. Obviously such assumption 
may seriously embarrass responsible railroad executives in the proper 
execution of their duties. Further, as evidenced by the failure of the 
Senate to confirm the reappointment of Mr. Esch, that body has cre- 
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ated a precedent of using its power to confirm appointments for po- 
litical purposes. 

Such practice can of course lead to but one result. The personnel 
of the Interstate Commerce Commission will be materially reduced in 
quality and decisions of the Commission will be affected not by the 
logical findings in each case, but by political affiliations or prejudices. 
The solution of this problem appears to your committee to require, 
first, congressional action which will place the Interstate Commerce 
Commission as far as possible from the influence of political bodies, 
so that there can be only a minimum of partisan interference in 
decisions rendered; secondly, a definite judicial determination of the 
powers and duties of the Interstate Commerce Commission in rail- 
road regulation. | 

Railroad rates, as we all know, are very low and have tended 
downward for several years. Many of these reductions have been 
given voluntarily by the railroads on account of the pressure of com- 
petition with other kinds of transportation and many reductions which 
have been imposed upon the railroads by decisions given by this body 
were brought about by its interpretation of the Hoch-Smith resolution, 
the effect of which is to base rate making on the condition of indus- 
tries and the movement of the commodities affected, rather than on 
the cost of transportation. 

Freight rates paid by the shipper are in the final analysis an 
investment in transportation and the quality of this transportation is 
usually in direct proportion to the rate paid. The cheapest transpor- 
tation is not always the most economical. What the shipper wants is 
the most efficient and economical transportation and he should pay a 
rate which will enable the roads to give it to him and to pay a suf- 
ficient return to the owners that the road’s credit may be maintained 
and new capital produced upon the most favorable terms when needed. 
Because the tendency of average freight rates has been definitely 
downward, however, and because of the upward revision of wages and 
salaries, and further agitation for increase of wages, the prospects for 
obtaining a fair return on the property remain as remote as ever. 
Moreover, since the fair return is related to property values, the 
method of property valuation will remain a controversial subject, at 
least_until the Supreme Court has had an opportunity to pass upon 
the O’Fallon case. ; 

Oppose Competitive Bidding 

So far as the special interest of the Investment Bankers’ Associa- 
tion is concerned, the discussion of the interference of the govern- 
ment regulatory bodies in the managerial functions of railroad execu- 
tives is confined to the marketing of securities. In its report of 1924 
and 1926 the predecessor committees expressed themselves as opposed 
to the sale of railroad securities by competitive bidding. In spite of 
almost unanimous opposition to this practice among financial authori- 
ties and railroad executives, the Interstate Commerce Commission is 
continuing with its experiments and studies in this matter. Your 
committee views with regret that the Interstate Commerce Commis- 
sion deems it essential to the interests of the railroads to sell their 
securities at extremely high prices, because original issues of railroad 
securities seldom advance over their issue prices for long periods after 
their public offering, and this fact has tended to lessen the popularity 
of railroad securities in comparison with the American public utility 
and industrial bonds. Exceedingly high prices leave no margin for 
adequate distribution. The securities are not properly placed and the 
secondary market necessarily suffers from this depressing factor. 
This reacts adversely upon the credit of the particular road, and in 
turn adversely affects all railroad securities, with the result that in 
the end lower prices for all railroad securities are generally realized. 

Competitive bidding merely adds one more factor tending to in- 
duce this over-pricing of securities without any compensating advan- 
tages. The board of directors of the railroad is primarily responsible 
for the sale of its securities, and your committee believes that the 
board should have complete authority in determining the manner of 
sale of the securities. The public utilities and the industrials. have 
been left free to sell their securities in any way that they see fit, and 
practically none of these types of securities has been sold by com- 
petitive bidding. Numerous other items which the committee has 
taken into consideration, and which have led it to its present con- 

clusion, have been stated in earlier reports of your committee, notably 
those of 1924 and 1926. We believe at this time that it is sufficient to 
say that the committee reiterates the decision heretofore taken by 


the securities as not being in the ultimate interest of either the rail- 
roads or the investors. 


DUNN AND NOXON SPEAK 


‘“There is no fact of present economic importance more 
remarkable and inexplicable than the attitude of the public, of 
most public men, and even of many business men, toward the 
problem of making and keeping the railroads a prosperous in- 
dustry,” said Samuel O. Dunn, editor of the Railway Age, in an 
address before the National Association of Manufacturers at New 
York, October 22. In part he continued as follows: 


This attitude is strikingly illustrated in the present national 
political campaign. Our three greatest industries are agriculture, 
manufacturing and transportation. There is rivalry between the two 
great political parties in trying to convince the public that each of 
them will do more than the other to increase the prosperity of the 
farmers. They both claim to favor policies that will be helpful, or, 
at least, not harmful, to the manufacturing industry. On the other 
hand, some public men are advocating reductions of the rates of the 
railways; some are advocating government action to increase com- 
petition with them; but there has been no important declaration in 
favor of any policy designed to increase or even maintain the pros- 
perity of the great railroad industry, upon whose efficient functioning 
the prosperity of all other industries so largely depends.... 

Prospects are that, for some months to come, the net earnings 
of the railways will show increases, provided there are no large 
advances in wages or reductions of rates. There is, however, constant 
pressure for both advances in wages and reductions of rates. When 
Congress meets the demand will be renewed for legislation to abolish 
the passenger surcharge, which would be direct rate-making by 
Congress and would deprive the railways of $40,000,000 of revenues. 
There is constant pressure for reductions of freight rates, especially 
on farm products. Railway securities are now selling at compara- 
tively high prices, although the advance in their prices has been small 
as compared with the general advance in the prices of industrial and 
public utility securities .... 

The precedent being set by the government by its regulation of 
railway profits, and so generally acquiesced in by men in most lines 
of business, undoubtedly.is in some measure responsible for an an- 
nouncement recently made by Senator Smith W. Brookhart, of Iowa. 
This is that he will introduce a bill in Congress for the limitation of 
the profits of all industries. Business men who see no harm in the 
government’s policy of regulating the profits of the railways, and 
limiting them to less than a fair return, may well consider whether 
they would like to have that policy applied to other industries. 
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In concluding he said that business men should co-oper, 
to the end of bringing about a change in the present goye, 
mental policy which restricted the earnings of the railways 4, 
something less than what was recognized as a reasonable Tetun, 
The right of the railroads in that connection, he held, Stood q 
the same plane as that of railway employes to reasonable w 
the right of shippers to reasonable rates, and the right of othe, 
industries to reasonable profits. 

Frank W. Noxon, secretary of the Railway Business Agy 
ciation, discussed the relationship between railway activity jy 
construction and expansion and general business activity, 
that connection he referred to the Jones bill introduced in ty 
Senate last session proposing the establishment of a Teserye 
fund for federal construction work in times of depression, ay 
the benefit that it was said would result in stabilizing industry, 
According to figures he presented general construction contra, 
averaged a little less than 6.75 billion dollars annually for ty 
three years 1925 to 1927, inclusive. Capital expenditures ayj 
expenditures for maintenance of way, structures and equipmen 
of the railroads in the same years averaged approximately 3 
billion dollars, he said, showing the great economic importang 
of stabilization of them. 

Under the present situation, he explained, the expenditure; 
of the railroads closely followed their revenue receipts. It was 
his opinion that “the only course which may properly be advo. 
cated is the systematic endeavor so to plan capital and maip. 
tenance projects that such work will habitually tend towar 
stability.” But, he said, the so-called recapture clause containej 
in section 15a of the transportation act so circumscribed the car. 
riers that it was impossible for them to carry out a program 
that involved the establishment of a reserve fund such as would 
enable them to plan their expansion programs over long periods, 
He held that it was economically unwise for the government to 
require the railroads to give up part of their earnings in the 
event they were able to earn more than six per cent retum 
over a particular year, if that could be done on rates not u.- 
reasonable to the shipper, and that the repeal of the recapture 
clause would be equally advantageous to industry generally 
with the benefits sought under the Jones Dill. 

“Shippers can help themselves by rising above local and 
‘individual struggles over rates and in abandoning pressure, 
political or otherwise, upon the railways and upon the Interstate 
Commerce Commission for adjustments which ignore the rev- 
enue and income situation as a whole,” he said. 





















COOLIDGE ON TRANSPORTATION 


“A most important influence in our national progress has 
been the expansion and increased efficiency of transportation,” 
said President Coolidge in his address at Fredericksburg, Va., 
dedicating the Fredericksburg and Spotsylvania County Battle 
Fields Memorial, on the afternoon of October 19, continuing on 
that subject as follows: 


Prior to 1860 railroads were in small and detached units built on 
different gauges and freight charges were rarely less than 2 cents 
per ton mile. Beginning in 1869 consolidations were effected, gauges 
standardized, and uniformity of operation introduced, which have 
gradually reduced freight charges to about 1 cent per ton-mile. 
Business has so much increased that passenger traffic is three times 
and freight six times as large as they were in 1890. There has lately 
been a remarkable increase in railroad efficiency. In the five years 
prior to 1927 the average distance traveled by a freight car was in- 
creased four-twelfths, while the proportionate consumption of coal 
was reduced two-twelfths, and one-twelfth more employes moved 
four-twelfths more of freight. The movement from producer to con- 
sumer has increased 40 per cent in rapidity. The periodic car short- 
ages have been entirely eliminated. Goods are handled with so much 
care og the cost of paying for such damages has been reduced 70 
per cent. 

Our national expenditures and authorizations for inland water- 
ways have run into hundreds of millions of dollars. Some of this 
in the Mississippi Valley has already been demonstrated to be com- 
mercially profitable. The water-borne traffic on the Great Lakes 
has reached the enormous total of 116,000,000 tons in a single Season. 
Plans are being made for a deep channel waterway from the Great 
Lakes to the sea. 

Within the past 10 years one of our most remarkable improvements 
has been in highway construction, the expense of which has been 
borne in part ‘by the states and local units of government and in 
part by the national treasury. More than 72,000 miles of improved 
highways have been constructed, with over 222 miles of bridges, at 
a cost of over $1,439,000,000, of which the federal government has 
paid $633,000,000. On rural highways as a whole over $1,000,000,000 
is being expended annually. This movement for good roads, with the 
general use of the automobile, has greatly decreased the cost of 
the transporting of our production and given a mobility to our people 
that has expanded the whole horizon of life and brought beneficial 
results so great that they can not yet be enumerated. 

In our airways commercial aviation already covers many thousand 
miles each day. 





CLAYTON ACT CASE 


The Missouri-Kansas-Texas has filed a petition with the 
Commission asking that the Clayton act complaint against it be 
dismissed. The carrier said it had divested itself of the stock 
of the Cotton Belt. 





CAMPBELL CALLS ON COOLIDGE 


Chairman Campbell of the Interstate Commerce Commission 
called at the White House on October 25. The object of his 
call on the President was not disclosed. 
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Current Topics 
in Washington 










Old Man of the Sea Reparation.—Whether or not one agrees 
with the rules Commissioner Eastman thinks should be laid 
down to govern the Commission in the awarding or denying of 
reparation, it is believed that a majority of traffic men will 
assent to his foundation proposition that there should be con- 
sistency in the Commission’s decisions. The Commission has 
asked Congress to relieve it of the duty of making awards of 
reparation, not once, but several times. The law, however, re- 
mains unchanged. Therefore, the regulating body must pass 
on demands for reparation. If it set resolutely to work to 
become consistent, there would soon be a body of reparation 
law to govern those unwilling to waste their time, the money 
of their clients, and the time of the Commission by making 
demands for reparation, which, on their face, would not result 
in anything more than a curt declaration, “reparation denied.” 
The unwilling would continue waste of time and effort until it 
became expensive to do so. How vain demands for reparation 
could be made expensive without damage to the theory on 
which the Commission is founded, that of a free of cost court, 
no one has set forth, at least not with enough emphasis to 
have attracted attention in recent years. An award of repara- 
tion saves the time of the court called on to give judgment for 
the amount involved, when the railroads have refused to pay. 
The award of the Commission is made prima facie evidence that 
the railroad owes the money. The holder of an award is not 
required to prove that he has been damaged. The burden is 
on the carrier to show that the holder has not been damaged. 
Hardly anyone denies that the hope of reparation often is the 
reason for filing complaints that are perhaps just a bit more per- 
suasive than the hope of lower rates for the future. But a 
man’s reasons for going into any tribunal for redress is seldom 
a means of defense for the one accused of wrongdoing. It is 
only when one comes into the court of the chancellor, the keeper 
of the king’s conscience, that the rule about clean hands is 
put into operation. In the old days the chancellor was a cleric. 
Unclean hands were supposed to make it impossible for him 
to deal with cases coming from such men. The Commission is 
not a chancellor. In its quasi-judicial duties it is akin to a law 
court where dirty hands are not so abhorred as on the equity 
side. When the Supreme Court of the United States, in the 
Darnell-Taenzer case, told the Commission that it had no dis- 
cretion about awarding reparation when it found rates unrea- 
sonable in the past, that august tribunal checked the Commis- 
sion in the comfortable course it was pursuing—namely, that 
of deciding reparation questions on the theory that it might 
say whether, in its opinion, the shipper had actually suffered 
damage, by an examination, in substance, of his books to de- 
termine whether he had really lost anything by reason of the 
unreasonable rate or rates. The high court said the only ques- 
tion for the regulating body to determine was whether the car- 
rier had taken money out of the pocket of the man who paid 
the charge that should not have been required of him. Repara- 
tion is a well recognized method of making carriers bear the 
cost of rate litigation, with something over a good fee for the 
attorney if he obtains an unusually large award. Twenty years 
ago heavy awards were far more common than they have been 
in the last few years. However, the rewards for the successful 
prosecutors of complaints resulting in heavy reparation awards 
are not nearly so rare as white blackbirds. The Commission is 
doing what it can to keep down the return of money to shippers, 
even to the extent of devising the hybrid reparation basis set 
forth in its report in the Prairie pipe line case. But, as before 
suggested, regardless of the view for or against awards of rep- 
aration, it is believed that ‘the whole traffic community woul 
welcome uniformity. 





Curious Political Views About the I. C. C—The presidential 
campaign this year has produced so many absorbing freak argu- 
ments that the Commission has seldom been mentioned by the 
stump speakers. It may be that the minor speakers in West 
Virginia, Virginia, Kentucky, Ohio and Pennsylvania have had 
much to say about it on account of the lake cargo coal case. 
If they have, the newspapers, generally, have ignored them. 
Governor Byrd, of Virginia, however, in a controversy with Dr. 
Hepburn, the reverend head of the Virginia Anti-Saloon League, 
a short time ago put forth a novel idea in support of a declara- 
tion that the party of which he is not a member was a sectional 
party and not to be intrusted with power in the Old Dominion 
or to receive the support of Virginians on the head of the ticket, 
lest that party check the progress of Virginia. The governor 
insisted that Virginia had made progress under the Harding 
and Coolidge administrations despite the Republican party, and 
accused the Anti-Saloon League man of suggesting that Vir- 
ginia’s progress was due to that party. Dr. Hepburn asked the 
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governoor to explain why the progress of Virginia had not been 
retarded by the Harding and Coolidge administrations. “I cited 
as an instance of the sectionalism of the Republican party the 
lake cargo coal rate case where the Interstate Commerce 
Commission, appointed by President Coolidge, made a political 
decision to favor the Republican states of Pennsylvania and 
Ohio and enrich a member of the cabinet of Coolidge,” said 
Governor Byrd. “That decision will result in closing nearly 
one-half the coal mines of Virginia.” The commissioners, se- 
lected, originally, by Coolidge, are Woodlock, Taylor, Brainerd, 
Porter, and Farrell, four Democrats and one Republican. Tay- 
lor concurred in the decision that caused the uproar in Ken- 
tucky, the Virginias, and, to a lesser degree, in Tennessee. Wood- 
lock dissented. Brainerd, the Republican, who came in after 
the testimony was taken, did not vote. Porter and Farrell came 
in too late to take part in it. The decision was made by men 
appointed or reappointed by Republicans and a Democrat. If 
it was a political decision, it did not follow party lines. No 
decision ever made by the Commission has followed party lines. 
Those who have known the Commission, for more years than 
most of the speakers who so manhandle accuracy in discussions 
about Commission decisions have been more than precinct 
leaders, know that decisions take on a political tinge only after 
the politicians begin discussing them. 





Salt Decisions Seem to Be Salted Down.—One of Grover 
Cleveland’s friends (perhaps he was merely a friendly acquaint- 
ance) obtained national notoriety by asking the simple ques- 
tion: “What’s the Constitution between friends?’ That was 
the warm-hearted Irishman’s off-hand answer to the ponaerous 
objection Cleveland had raised as a bar against the appointment 
to office of a friend of Timothy Campbell, the New York con- 
gressman, to whom the question was attributed. The Commis- 
sion, so far as known, is not seeking any addition to its fame 
or notoriety. But Warren H. Wagner, one time assistant chief 
examiner, might expect the Commission some day to inquire 
of him: “What’s a conflicting decision of two between friends.” 
Wagner insists, formally and, mayhap, resolutely, but certainly 
many times, that the Commission has made conflicting decisions 
about salt from the Kansas points of origin of that useful 
commodity to Sioux Falls, S. D., to Mason City, Ia., and to 
Austin, Albert Lea, Faribault and South St. Paul, Minn. The 
cases in which the conflict on what Wagner says are “absolutely 
identical situations,” are No. 16834, John Morrell & Co. vs. 
Union Pacific et al., No. 16651, Decker & Sons vs. Same, and 
No. 17310, George A. Hormel & Co. vs. Chicago, Milwaukee & 
St. Paul et al. So insistent have Wagner and Harry W. Davis, 
the later general traffic manager for John Morrell & Co., been 
about this matter that four times they have been thrown out 
of the Commission’s offices with their petitions for reconsidera- 
tion, reargument, or any other form of relief the Commission 
might see fit to give them. The last denial was reported in 
The Traffic World, October 13, p. 817. The Morrell decision, by 
division 2, was reported in 120 I. C. C. 91; the Decker decision, 
by division 3, in 123 I. C. C. 621, and the Hormel, by division 5, 
on July 5 last, so recently that the volume and page numbers 
are not given. The issue is as to reparation on salt moving 
prior to May 23, 1925. The persistent Morrell men contend that 
“conflicting decisions by different divisions such as these should 
be corrected.” In the Decker and Hormel cases reparation was 
granted, but in the Morrell case it was denied. They think rep- 
aration should be granted to them. 





Government Road Pays Dividend—The Panama Railroad 
Company, the one business venture of the government that sel- 
dom, if ever, is subjected to criticism as being a thing in which 
the government should not have a finger, this week sent its 
dividend check to its stockholder, for $350,000. That was a 5 
per cent dividend on its stock, all of which is held by the 
government. The check was made out to the Secretary of War. 
Seeretary Davis indorsed it and sent it to the treasurer of the 
United States as the real owner of that tidy sum of money. 
The road is one of the assets acquired as an incident to the 
taking over of the unfinished French effort to cut the canal 
without first having found a way to defeat yellow fever. The 
canal needs the railroad. Whether it pays its way or has to be 
supported by the government is without significance. It would 
not do to have the railroad in any hands other than those of 
the government. The canal zone, to all intents and purposes, 
is a military reservation, even as the canal, primarily, is a factor 
in the strategy of national defense. Whether the railroad keeps 
its accounts as it would were it under the control of the Com- 
mission is not known. Questions as to the bookkeeping of the 
road would become of importance only in the event someone 
should point to it as evidence that the government was a good 
business man and should extend its activities to other things 
in which private citizens have engaged. The canal is on the 
road to being one of the most successful things, in a commercial 
sense, on earth. But, even if it did not pay more than oper- 
ating expenses, it would be deemed a great success. However, 
as a military work, there is no way to calculate its value and 
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the question of what it takes in and what it pays out, honestly, 
are things of utter indifference to those who oppose any form 
of state socialism.—A. E. H. 


RIVERS AND HARBORS CONGRESS 


The official call for the twenty-fourth convention of the 
National Rivers and Harbors Congress; to be held in Wash- 
ington at the New Willard Hotel, December 5 and 6, has been 
issued by Riley J. Wilson, president, and S. A. Thompson, sec- 
retary. Under the heading, “Things to Think About,” the offi- 
cials of the organization, with reference to the barge line and 
highway transportation, say: 


The new crusade that is under way, with ‘Equal Treatment” 
for its slogan. Spokesmen for the railroads cry aloud that no boat 
should carry traffic on public waterways—or motor truck on public 
highways—without first paying for the privilege and then submitting 
to regulation—of the same kind, to the same extent, and by the 
same commission, as the railroads. 

The heaviest guns are trained upon that “socialistic government 
enterprise,’”’ the Inland Waterways Corporation. It is declared, among 
other things, that this can not be considered a success, and therefore 
attractive to private capital, until it can pay interest on the total 
amount that has been expended, both for improvement and mainte- 
nance, not only on the Mississippi River but on all its tributaries. 

There was, of course, strong opposition to the authorization of a 
$10,000,000 increase in capitalization, and there will, of course, be 
strong opposition to the actual appropriation of this money, as well 
as to the country-wide extension of through routes and joint rates 
with railroads which the barge line has asked for. 


Secretary Thompson directs attention to the pending rivers 
and harbors bill that was reported to the House at the last 
session of Congress, particularly to “three items of prime im- 
portance,” as follows: 


(1) Deeping the channels of the Great Lakes to 24 feet, which 
will enable the deepest draft freighters to load to their full capacity; 

(2) Completion of the Mississippi River for through transportation, 
by improving the section between Grafton, Ill., and St. Louis; and 

(3) Declaration that it is the policy of Congress to complete all 
river and harbor projects within six years after their adoption, where 
it is physically possible t6 do so. 


Mr. Thompson says that, because of the tremendous pres- 
sure for legislation of every sort at a short session of Congress, 
“there is serious danger that the river and harbor bill will fail 
to pass—unless its friends shall rally strongly to its support.” 


AFTER AITCHISON? 


Senator Glass, of Virginia, in an address at Richmond, Va., 
October 23, used language in connection with his discussion of 
the lake cargo coal case which was taken by radio listeners 
as indicating that the senators who helped cause the defeat of 
John J. Esch on account of his vote in the second decision in 
that case are also intending to make a fight against the con- 
firmation of Commissioner Aitchison in the event President 
Coolidge nominates him to succeed himself at the expiration of 
his present term, which ends with the year. 

In the speech given to the newspapers before its delivery, 
Senator Glass attacked the Republican administration on account 
of what he said it had done against the interests of the south. 
The lake cargo coal case was mentioned. In the speech as 
published the senator said: “They (the Republicans) packed the 
Irtterstate Commerce Commission in order to bring from it a 
decision which amounted to the most dangerous and disgraceful 
usurpation of power ever attempted to be exercised by a quasi- 
judicial body in this country.” 

The senator, however, spoke more than he wrote. Radio 
listeners heard him say that two commissioners changed sides 
in the second decision which gave the complaining Ohio and 
Pennsylvania mine operators a 20 cents a ton reduction. He 
said senators from the southern states defeated Commissioner 
Esch, one of those who changed, when his name came before 
the senate on reappointment. He added that another of the 
two who had changed would be “got” if his name was sent 
to the Senate at the end of his term in December. 

Commissioner Aitchison’s name was not mentioned, but 
listeners familiar with the lake cargo coal case interpreted 
Senator Glass’ language as having reference to Commissioner 
Aitchison, because he is the only commissioner involved in the 
lake cargo coal controversy whose term expires in the coming 
December. 


RAILROAD SERVICE UNIT COSTS 


The Commission has made public a statement, No. 28152, of 
Unit Costs of Railroad Service, 1915-1927, the result of studies 
made by Director M. O. Lorenz, of its bureau of statistics. This 
statement brings down to 1927 the tables contained in state- 
ment No. 26169, issued in August, 1926, under the title set forth 
in the preceding sentence. Figures used to obtain ‘the conclu- 
sions set forth in the statement are contained in tables, not 
herewith reproduced, but referred to in the following explana- 
tory text: 


The purpose is to show the changes in operating expenses, taxes, 
and the share of the investor upon a unit basis. The general heading, 
“Unit Costs,’”’ is in some respects misleading, since only the -oper- 
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ating expenses and taxes aré costs in a strict sense. The net 
Way operating income above expenses and taxes (including ¢e 
rentals) is the investor’s residual share out of the rates and f 
paid by the public, and may be more or less than the cost of , 
annual use of the railway plant and facilities. The following , 
planation should be noted: regen J expenses are combined yy 
hire of equipment and joint facility rents; railway operating reveny, 
are as reported after the deduction of uncollectible railway revenyg 
the net railway operating income is what is left out of revenues af, 
deducting the expenses, rents and taxes. In two of the units yy 
there is no separation between services, the ‘“‘train-mile’’ and “ 
mile’ referring to all services—freight, passenger, and other—tak, 
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togther. In computing the ‘net freight ton-mile” and ‘‘passenp, In a 
train car-mile’’ averages, the opearting expenses were separatd Hagersto 
between freight service and passenger service (including allied sep. No 1534 
ices), the separation being as reported by the railways under the a & Pp 
formula in force. Taxes were apportioned on the basis of the a, Jan 
penses, and the net railway operating income was obtained ty of Comm 
deducting the sum of the preceding items from the revenues. It Wil sion, oD 
be noted that in computing the relative figures in Tbale B the ayy. 14 1. ¢ 
ages for the test period, which covers the three years ended June y 3, : 
1917, were taken as 100 per cent. In drawing conclusions from the Piedmon 
figures it should be kept in mind that the trainload and the carly ogheny ‘ 
have increased in size in the period covered. able an¢ 

It appears from Table A that for the United States as a who he cont 
and for each one of the districts, the operating expense per the 
freight ton-mile has fallen each year except 1927 since the 19; burg, Pa 
maximum. In 1921, taking the United States as a whole, the averay By 
was 113.6 per cent above the corresponding test period average, whik to the € 
in 1927 the excess was only 57.9 per cent. This is the combing 0 
result of a revival of traffic, lower unit material and labor costs, apj ment 0 
increased economy or efficiency. Taxes per net freight ton-mile jj most Di 
1927 were 87.8 per cent above the test period average. The investor; traffic 
share per net freight ton-mile was 27.4 per cent greater, while th . iti 
operating revenues paid by the public were 51.4 per cent greater, disrupt 
The ton-mile averages, expressed in mills, are shown below ly Commis 
districts: ‘ 

. —Mills per freight ton-mile— which | 

Eastern Southern Western tricts t 
District District District the lat 
*Test *Test *Test which 

Item period 1927 period 1927 period 192 t ) 
Operating expenses and rents....4.977 8.667 4.426 6.332 5.718 8 Rates 
OO ee er re 0.282 0.609 0.306 | 0.574 0.453 0.7 report 
Net railway operating income ee ie 

CUNVERCOE'S BUBTE) 2occesccives 1.500 2.040 1.761 2.359 2.551 2.93 in the 
Railway operating revenues...... 6.759 11.316 6.493 9.265 8.722 12.2% pom 

*Three years ended June 30, 1917. consid: 

The investor’s share per net freight ton-mile was greater in 192 to ma. 
than the test period average in each of the three districts, but the given 
increase was relatively less than for expenses, taxes, or revenues. reason 

Since 1921, the year of conspicuously depressed traffic, the taxes here 
per net freight ton-mile have increased in the east and south, but D 
have fallen in the west. The investor’s share on this unit basis has Cumb¢t 
increased since 1921 generally in all districts in spite of a reduction and tl 
in operating revenues per ton-mile. is rele 

The expense per passenger train car-mile for the United States T 
was 74.4 per cent greater in 1927 than in the test period, and the taxes 
109.7 per cent greater. As the revenues were only 28.1 per cent greater, the c 
the investor’s share was! less per passenger train car-mile in 192 own | 
than in the test period. The following is a summary of the averages, 
in cents, per passenger train car-mile for 1927 and the test period by I 
districts: Bridg 

Cents per passenger train car-mile rates 

Eastern Southern Western 

District District District & O! 
*Test *Test *Test the e 

Item period 1927 period 1927 period 1927 Carri 
Operating expenses and rents....19.491 34.030 15.701 29.191 17.308 29,432 
Ee eS eee 1.103 2.448 1.085 2.640 1.372 2.631 bring 
Net railway operating income : 

(investor’s share) .......... 7.882 4.562 7.955 71.456 7.822 72.303 furth 
Railway operating revenues...... 28.476 41.040 24.741 30.375 26.502 29.760 shou 

7Deficit. now 

*Three years ended June 30, 1917. in t] 

The expense per passenger train car-mile has decreased each in tl 
year since 1920 for the United States. In all districts the operating to tl 
revenues as well as the expenses for this unit in 1927 show a decrease mon 
since 1921. The investor’s share shows a small increase in the and 
eastern district and decreases in the southern and western districts, 
resulting in a failure to cover operating expenses and taxes in 1927, per 
in both of these districts. sho’ 

the! 
REVENUE TRAFFIC STATISTICS. We 

Passenger revenue of Class I railroads for the seven months is 4 
ended with July totaled $523,288,765, as compared with $569; Ohi 
532,792 for the same period of 1927, while freight revenue ag- an¢ 
gregated $2,564,519,859, as compared with $2,626,672,659 for the exc 
same period of 1927, according to revenue traffic statistics com- dis 
piled by the bureau of statistics of the Commission from reports Yo 
representing 169 steam railways, exclusive of switching and the 
terminal companies. Other statistics follow: ne’ 

Revenue tons _ carried—195,656,000 for July and 192,577,000 for Ce 
July, 1927; 1,269,135,000 for seven months ended with July and 1,335,- be: 
518,000 for same period of 1927. 

Revenue tons carried one mile—35,363,635,000 for July and 34,- b 
434,851,000 for July, 1927; 236,678.472,000 for seven months and 244,- ap 
670,577,000 for same period of 1927. tic 

Revenue per ton-mile—10.77 mills for July and 10.72 mills for July, Li 
1927; 10.84 mills for seven months and 10.74 mills for same period 1927. be 

Revenue per ton per road—$1.946 for July and $1.917 for July, 

1927; $2.021 for seven months and $1.967 for same ‘period of 1927. = 

Revenue passengers carried—66,523,000. for July and 70,158,000 its 
for July, 1927; 456,022,000 for seven months and 486,810,000 for same 
period of 1927. } 

Revenue per passenger-mile—2,678 cents for July and 2.731 cents e: 
for July, 1927; 2.868 cents for seven months and 2.917 cents for same m 
period of 1927. ba 

Freight revenue in July totaled $380,725,894, as against $369,183,453 tl 


in July, 1927. 


Passenger revenue in July totaled $82,375,309, as against $91,363,640 
in July, 1927. 
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In a report written by Chairman Campbell in No. 12726, 

Hagerstown Chamber of Commerce vs. Western Maryland et al., 
No. 15345, Tidewater Portland Cement Co. et al. vs. Cumber- 
jand & Pennsylvania et al., and No. 15354, Waynesboro Chamber 
of Commerce et al. vs. Western Maryland et al., the Commis- 
sion, on further hearing, has affirmed the findings of division 
3,74 1. C. C. 741, that rates on soft coal, from the Cumberland- 
Piedmont, Meyersdale, West Virginia, and Pittsburgh-Youghi- 
ogheny districts to Hagerstown and Security, Md., are unreason- 
able and unduly prejudicial to the extent of their excess over 
the contemporaneous rates to Martinsburg, W. Va., and Harris- 
urg, Pa. 
. oBy doing that the Commission adheres to its stand that, 
to the extent that those findings disrupt the eastbound adjust- 
ment of soft coal rates from the Clearfield, Pa., district, the 
most northerly of the basic soft coal districts on eastbound 
traffic, and the other districts mentioned, also basic districts, 
disruption should take place. The railroads argued that the 
Commission should not break up the eastbound adjustment, 
which generally makes the same rates from the five basic dis- 
tricts to the same points by putting Hagerstown and Security, 
the latter having the same rates, into the destination group in 
which Harrisburg, Pa., and Martinsburg, W. Va., are located. 
Rates from the basic groups, except on short-haul traffic, the 
report says, are generally the same. 

“The probable effect which the changes required or sought 
in the assailed rates would have upon the general group adjust- 
ment and the revenues of the carriers is entitled to careful 
consideration,” says the report. “However, the carriers’ desire 
to maintain the same rate from the various base groups to a 
given destination should not operate to deprive consumers of 
reasonable rates from any origin group, particularly when, as 
here, there is a marked difference in the distances from the 
Cumberland-Piedmont district, an important source of supply, 
and the Clearfield district, from which the volume of movement 
is relatively small.” 

The Hagerstown case was reopened at the solicitation of 
the carriers. The Commission reopened the others upon its 
own motion. 


In the Tidewater Portland Cement case, called the Union 
Bridge case in the report, the original decision was that the 
rates to Union Bridge, Md., over the routes of the Baltimore 
& Ohio and the Western Maryland were unduly prejudicial to 
the extent they exceeded those to Security over the same routes. 
Carriers complied in the Hagerstown and Union Bridge cases by 
bringing the rates down to the Harrisburg-Martinsburg level. 

The Union Bridge decision is modified in this report on 

further hearing. The Commission now finds that Union Bridge 
should take rates somewhat higher than those to Security. It 
now finds that the rates to Union Bridge were not unreasonable 
in the past, but that from the date of the supplemental order 
in this report they will be unreasonable and unduly prejudicial 
to the extent they may exceed $2.46 from the Cumberland-Pied- 
mont and Meyersdale districts and $2.71 from the West Virginia 
and Pittsburgh-Youghiogheny districts, rates being in amounts 
per long ton. The Commission said that no damage had been 
shown to have resulted from the undue prejudice and that 
therefore reparation was denied. The rates apply over the 
Western Maryland and Baltimore & Ohio. 
_. In the Waynesboro Chamber of Commerce case the finding 
is that the rates over the Western Maryland and Baltimore & 
Ohio routes were and are since January 15, 1923, unreasonable 
and unduly prejudicial to. the extent they exceeded or may 
exceed $2.33 from the Cumberland-Piedmont and Meyersdale 
districts and $2.58 from the West Virginia and Pittsburgh- 
Youghiogheny districts. The Commission awarded reparation to 
the shipper interveners in that chamber of commerce case. The 
new rates ordered in this case and in the Tidewater Portland 
a case are to be made effective not later than Decem- 
er 10. 

’ These cases caused. arguments .that have been going on 
about the rules that, should govern the grant or denial of repara- 
tion to flame up-even more prominently than-in the Prairie Pipe 


‘Ling case, in’ whfeh’ the- Commission -adopted- a, -basis_ of.-rates 


between those preseribed- in. the Memphis-Southwestern _ case 
amd the-Consolidated- Southwestern cages as the. foundation for 
its award-of-reparation: - - . war oe - os 

Commissioner -Eastnran, concurring in the reparation to the 
extent. made,,-discussed- the whole subject of-reparation. .Com- 
missioner Taylor dissented-as to the award. of reparation. Com- 
missioner Brainerd, dissenting -in part, pointed out what he 
thought ‘the: ineonsistencies in*the-awards' of: reparation: . 

“Our decisions with, respect to such awards (of reparation) 


Decisions of Interstate Commerce Commission 
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have not, I fear,” said Mr. Eastman, “been free from incon- 
sistency and the subject is one which plainly is in need of 
clarification.” . 

Thereupon he availed himself of the opportunity, in the 
hope of clarification, to outline views on the general subject as 
a preliminary to the discussion of specific aspects in this case. 
In that general discussion he said: 


Where we find a rate to have been unreasonable in the sense 
that it involved an excessive charge for the service rendered, proof 
of payment of the charge is sufficient proof of damage, and repara- 
tion follows as a matter of course. Southern Pacific Co. vs. Darnell- 
Taenzer Lumber Co., 245 U. S. 531. This has been called a _ finding 
of intrinsic unreasonableness or unreasonableness per se. Proof of 
payment of the charge is not, in my opinion, sufficient proof of 
damage where the finding is one of what has been termed relative 
unreasonableness. Findings of the latter character I believe to be 
justified in certain situations, for reasons which I stated in Lake 
Cargo Coal, 139 I. C. C. 367, 397-8, and in Chemical Lime Co, vs. 
Bellefonte Central R. R. Co., decided October 2, 1928. 

If we find that rates will for the future be unreasonable per se, 
it does not necessarily follow that we must also find that they have 
been similarly unreasonable in the past, for the conditions may not 
have been the same. A rate, reasonable when made, may become 
unreasonable as the result of a gradual change in conditions. Ana- 
darko Cotton Oil Co. vs. A. T. & S. F. Ry. Co., 20 I. C. C. 43. Baer 
vs. D. & R. G., 233 U. S. 479, 488 And even when no such change 
in conditions has been shown, we have held that in the case of a 
general readjustment of rates, involving both reductions and in- 
creases, a finding that the rates reduced were unreasonable in the 
past does not necessarily follow, and by refusing to make such a 
finding we have withheld awards of reparation in such cases. This 
doctrine was, I think, first clearly enunciated in Delaware, Lacka- 
wanna & Western Coal Co. vs. R. R. Co., 46 I. C. C. 506. The legal 
logic of this doctrine may be open to question, but, as was stated 
in the case just cited, it is in accord with substantial justice, and 
we have consistently applied it for many years without interference 
by the courts or Congress. 

It is sometimes stated that we decline to award reparation in 
the case of rates which have been the subject of a general revision, 
but this, I think, is stating the doctrine too broadly, although some 
of our decisions may in part be responsible for the currency of this 
statement. The cornerstone of the doctrine, as I see it, is the fact 
that the general revision involved both reductions and increases, 
and where that fact is absent, and only reductions were made, the 
equitable grounds for the doctrine disappear. We have so found 
in numerous cases (although it may be, as I have suggested above, 
that our decisions have not been wholly consistent upon this point. 
In Delaware, Lackawanna & Western Co. vs. R. R. Co., supra, it 
was recognized that even in the case of general revisions involving 
changes both downward and upward ‘‘essential justice’? may in some 
situations require an award of reparation. Of late we have developed 
that thought and acted upon it in certain of our decisions, which I 
shall mention a little later. 

But it is not alone in the case of general readjustments of the 
kind described above that we deny reparations, notwithstanding that 
the record discloses no change in physical transportation conditions 
as between the past and present. What may be called, not altogether 
accurately, the science of rate making is not static, but growiny 
and developing, and it has often happened that with progressing 
enlightenment and knowledge of the subject we have had occasion 
to condemn and reconstruct some part of the rate structure which 
has been more or less hallowed by time and custom. Illustrations 
of what I have in mind are the gradual elimination of the basing- 
point system in the south, the elimination of fourth section de- 
partures on transcontinental traffic, the substitution of distance 
rates in come cases for what are called group or related adjust- 
ments, and the substitution of joint through rates for combination 
rates between certain rate terrtories. In such situations we have 
frequently, although perhaps not consistently, restricted our finding 
of unreasonableness to the future and thus denied reparation. Such 
action, it seems to me, can be justified, not upon the ground that 
there has been a gradual] change in physical transportation conditions, 
but rather upon the ground that there has been a gradual change 
in accepted conceptions or standards of what is reasonable. 

The fact is, also, that most general revisions have aspects of 
the kind just described, and thus a two-fold reason usually exists 
in such cases for the denial of reparation. This brings me ‘back 
to our recent decisions where we have granted some measure of 
reparation even where a general readjustment of rates, both upward 
and downward, was involved. There has, I think, been a growing 
realization that a complete denial of reparation under such circum- 
stances may often be unjust. Thus, where the revision establishes 
a new scheme or system of rates which is a departure from long- 
established custom and may be said to rest upon changed concep- 
tions or standard of what is reasonable, it may be the case that 
some or all of the rates attacked were unreasonable under any 
standards. This was what was meant, I take it, in King & Co. vs. 
N. C. & St. L. Ry., 52 I. C. C. 481, 483, where it was said: 

‘“‘While as a general rule awards of reparation will not be made 
where the rates affected have been the subject of a general readjust- 
ment, this does not apply where the rates charged exceed those found 
reasonable by such substantial amounts as to be intrinsically un- 
reasonable under any adjustment.” 

Even more important cases where this same thought has been 
controlling are Southern Cement Rate, 132 I. C. C. 427, Southeastern 
Sugar investigation, 132 I. C. C. 427. and Prairie Pipe Line Co. vs. 
A,- W.. Ry. Co., 146 I. C. C. 149. . The. endeavor in such ‘cases has 
been, in other words, to determine the issue of  unreasonableness 
in the past upon the basis of standards then generaHy prevailing 
rather than upon the basis of the new standards established for 


the future. - - ; : . . 2 

In: certain cases where rates were attacked which we had our- 
selves previously prescribed or found to-be reasonable, we have also 
refused to couple a finding of unreasonableness for the future. with 
a similar finding covering the past. Legally this practice may be 
debatable, but as in the case of the doctrine with respect to general 
revisions up and down, it is supported by considerations of sub- 
stantial justice. ie . nn" 


leg Applying the general principles’ taid down in his discussion 
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Mr. Eastman said he was unable to discover any sound basis 
for denying reparation in the Union Bridge case or for limiting 
the reparation in the Waynesboro case. 

In his dissent Mr. Brainerd said there was no more reason 
for grouping Waynesboro with Hagerstown than with Union 
Bridge. He said he would interpose no objection to making the 
Waynesboro rate $2.46. 

Mr. Brainerd, in his dissent, pointed out what he said con- 
stituted a going beyond its power by the Commission in the 
award of reparation to Union Bridge. Said he: 


The situation in regard to Union Bridge is somewhat peculiar. 
As a result of the original decision in the Union Bridge case con- 
sumers at Union Bridge have enjoyed a rate of $2.33 since December 
30, 1925. The majority here affirm the finding there made that the 
prior rate of $2.84 was not unreasonable, but find that a reasonable 
rate for the future ‘‘would be” $2.46, notwithstanding the fact that 
the evidence does not differentiate between the degree of unreason- 
ableness in the past as contrasted with the future. No finding is made 
as to the lawfulness of the present rate of $2.33. Thus Union Bridge 
consumers are denied reparation to the extent of 38 cents during 
the period October 9, 1923 (two years prior to the filing of their 
complaint), to December 30, 1925, and during the period December 
31, 1925, until the rates here prescribed are made effective will have 
paid 51 cents less than the rate found not unreasonable and 13 cents 
less than the rate fixed as reasonable for the future. This offsetting 
of the higher and lower rates charged during teh reparation period 
against the rate fixed for the future, no matter how equitable the 
result, is beyond our power; the right of set-off did not exist at com- 
mon law and is founded everywhere upon statutory regulations. 
Moreover, the treatment accorded Union Bridge consumers is incon- 
sistent with the award of reparation to the consumers at Waynes- 
boro. It will also be observed that reparation is awarded Waynes- 
boro consumers only since January 15, 1923, although the reparation 
period covered by their complaint extends back to October 19, 1921. 


W. T. L. AND S. W. L. MEAT RATES 


The Commission, on reconsideration of I. and S. No. 2595, 
meats and packing house products to, from, and between south- 
western and western trunk line points, has modified, in several 
particulars, the prior report in 136 I. C. C. 651. The report in 
the matter was written by Commissioner McManamy. He said 
no order for the future was necessary. The carriers asked for 
changes. In the original report the Commission found not 
justified the proposed rates on fresh meats and packing house 
products, including lard substitutes and vegetable cooking oils, 
in straight and mixed carloads, in the territory hereinbefore 
described, without prejudice to the making of rates in con- 
formity with the findings. 

The Commission denied the request for authority to add 
arbitraries for the river crossings without prejudice to renewal 
in the event it finally authorized arbitraries in the Consolidated 
Southwestern Cases, still pending in so far as that question is 
concerned. 

As to differentials and arbitraries on fresh meats it said: 





_ Appendices A and B are hereby modified to the extent of sub- 
stituting the following for the final paragraph of Appendix A: 

“On fresh meats, minimum 21,000 pounds, from and to the points 
specified in the preceding paragraph apply differentials 118 per cent 
of those shown in the preceding table for packing-house products, 
resolving fractions of one-half or more to the next whole cent and 
dropping fractions of less than one-half.”’ 

nd Appendix B by substituting the following for the footnote 
to the table of arbitraries: 

“On fresh meats, minimum 21,000 pounds, apply arbitraries equiv- 
alent to 118 per cent of those set forth in the above table for pack- 
ing-house products, resolving fractions of one-half or more to the 
next whole cent and dropping fractions less than one-half.” 


The petition for authority to give special treatment to 
financially weak lines, was denied without prejudice to a re- 
newal vrovided the new petition indicated the carriers which 
the respondents in this case wished to have treated as finan- 
cially weak lines and the measure of the arbitraries the re- 
spondents desired to add to the basic rates. 

The Commission also denied that part of the petition seek- 
ing authority to maintain rates lower than 75 per cent of the 
scale to Kansas City, Chicago, St. Louis and Mississippi River 
crossings south thereof. 

As to the part of the petition relating to the alternative 
application of rates under the scale from western trunk line 
points, the Commission said: 


Our findings relating to rates from points in western trunk line 
territory are hereby modified to the extent of eliminating the follow- 
ing clause from the first paragraph beginning on page 674 of the 
prior report: 

* * * provided that in no case shall the rates so constructed 
exceed rates under the scale set forth in Appendix A for the through 
distances from points of origin to destinations cOmputed as provided 
in said Appendix A.” 


As to western trunk line arbitraries, the Commission said: 


Appendix B of the prior report is hereby modified to the extent 
of making the arbitrary prescribed from Cudahy and Milwaukee, 
Wis., to Kansas City 17 cents instead of 15 cents and that from 
Sioux Falls, S. Dak., to St. Louis 18.5 cents instead of 16 cents. 

This report also embraces No. 12068, Wilson & Co., Inc., 
of Oklahoma, et al. vs. Director General, as agent, Chicago, 
Burlington & Quincy et al.; No. 12067, Wilson & Co., Inc., vs. 
Director General, as agent, Santa Fe et al.; No. 12127, Swift 
& Co. vs. St. Louis-San Francisco, Director General, as agent, 
et al.; No. 12271, Morton Gregson Co. et al. vs. Director General, 
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as agent, Santa Fe et al.; No. 12175, Morris & Co. vs. Directo, 
General, as agent, Santa Fe et al.; No. 12193, Armour & 
vs. Missouri, Kansas & Texas, Director General, as agent, « 
al.; No. 12284, Wilson & Co., Inc., of Oklahoma, et al. Vs. Dire, 
tor General, as agent, Chicago, Rock Island & Pacific et 4). 
No. 12301, Albert Lea Packing Co., Inc., et al. vs. Director Generj 
as agent; No. 12398, Armour & Co. et al. vs. Santa Fe, Directo, 
General, as agent, et al.; No. 12515, Swift & Co. vs. Kansas (jt, 
Terminal, Director General, as agent, et al.; No. 12646, Sam 
vs. Santa Fe et al.; No. 15362, Jacob E. Decker & Sons et q) 
vs. Chicago, Rock Island & Pacific et al.; No. 15389, Swift ¢ 
Co. vs. Santa Fe et al.; No. 15446, Albert Lea Packing Co, g 
al. vs. Chicago, Rock Island & Pacific et al.; No. 15606, Armoy 
& Co. et al. vs. Santa Fe et al.; No. 18473, George A. Hormg| 
& Co. vs. Chicago, Milwaukee & St. Paul et al.; No. 1874) 
Swift & Co. vs. Santa Fe et al.; and No. 2533, butter and lard 
tubs, meats, and packing house products from and to south. 
western points; and fourth section applications Nos. 469, 1849 
12788, 12795, 12806, 12807, and 12886. 


HOCH-SMITH RULE ON BUNGS 


A succinct declaration of the rate rule laid down in the 
Hoch-Smith resolution and a pointed application of it, it is 
believed, are made in No. 20123, United States Bung Manufac. 
turing Company vs. Baltimore & Ohio et al. The Commission, 
by division 5, composed of Commissioners Lewis, Woodlock 
and Taylor, has dismissed that complaint. It found not unrea- 
sonable the fifth class rates on wooden bungs, carloads, from 
Cincinnati, O., to New York and Brooklyn, N. Y., Philadelphia, 
Pa., Baltimore, Md., and Chicago, IIl. 

The complainant asked for rates not greater than 110 per 
cent of the contemporaneous rates on lumber. The Commis. 
sion, taking the testimony that the bungs were valued, on an 
average at about 8.1 cents per pound, figured that a carload, 
based on the average weight of 36,000 pounds, the fifth class 
minimum, would be valued at more than $2,900. It figured that 
on a carload, over the route of movement shown in this case, 
from Cincinnati to New York, the rate being 49 cents, the 
charge on a carload would be about 6 per cent on the value, 
and the car-mile earnings 22.27 cents. The minimum on bungs 
is 30,000 pounds, which is less than the fifth class minimum. 

In this case the complainant relied, in support of its con- 
tentions, upon decisions in which the Commission has frowned 
upon rates on lumber articles much higher than the rates on 
lumber, particularly Dixon Crucible Co. vs. P. R. R. Co., 101 
I. C. C. 415, relating to the rates on cedar pencil slats from 
points in Tennessee to Jersey City. In that case the Commis- 
sion held the rates unreasonable to the extent they exceeded 
or might exceed 120 per cent of the lumber rates. The car- 
riers relied upon particularly American Splint Corporation vs. 
Canadian Pacific, 88 I. C. C. 221, in which division 3 found 
fifth class rates on match splints, from Berthier, Can., to New 
York, not unreasonable. In disposing of this case, the Com- 
mission said: 


Defendants’ witness testified that the fifth-class rating has been 
in effect in official classification for more than 40 years, and that the 
rates have not been changed except by general increases and the 10 
per cent reduction of July 1, 1922. In Consolidated Classification 
Case, 54 I. C. C. 1, 177, our advisers recommended fifth-class rating, 
minimum 30,000 pounds, on wooden bungs, in carloads, in official 
classification territory. The record shows that prior to the instant 
case there had been no request for a basis lower than fifth class. 
We have long recognized that value is an essential factor of a rea- 
sonable rate. See In Re Investigation of Advances in Rates on 
Grain, 21 I. C. C. 22, 35. Based on an average weight of 36,000 pounds 
and a value of $162 per ton, a carload of this commodity would be 
worth more than $2,900. On a shipment to New York, over the route 
of movement, 790 miles, the per-car earnings on 36,000 pounds at 49 
cents would be approximately $176, or 6 per cent of the value. The 
car-mile earnings would be 22.27 cents. 

The Hoch-Smith Resolution contemplates readjustments of the 
rate structure along lines which will permit commodities such as this 
that can stand maximum reasonable rates to bear them, and which 
will accord to agricultural products a rate basis which is as low as 
we may reasonably go under existing law. At the same time it.is our 
duty to maintain carrier revenues reasonably intact in the absence of 
evidence that these revenues are excessive. 

e find that the rates assailed were not and are not unreasonable. 
The complaint will be dismissed. 


CALIFORNIA TO ARIZONA RATES 


In a report written by Commissioner Aitchison, the Com- 
mission, in No. 15377, Arizona Corporation Commission vs. 
Arizona Eastern et al., has found unreasonable, but not other- 
wise unlawful the rates on canned goods, including salmon, 
fresh fruits, vegetables, dried fruits, soap powders and other 
commodities from California to Arizona points. It has ordered 
rates to be established in accordance with a scale set forth 
in an appendix to the report, not later than December 3. The 
report covers No. 17721, Tucson Wholesalers’ Association et al. 
vs. Santa Fe et al., No. 19298, John F. Barker Produce Co: vs. 
Santa Fe et al. and a sub-number of the last mentioned com- 
plaint, Arizona Grocery Co. vs. Santa Fe et al. 

Commissioner Aitchison said this case was closely related 
to Arizona Corporation Commission vs. Arizona Eastern, 142 
I. C. C. 61, by him called the Arizona Class Rate case. In 
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concluding his discussion of the many phases of the case, he 
said: 


On this record, it is apparent that the justification for commodity 
rates on some of these products, such as dried fruits, paper bags 
and wrapping paper, edible nuts, and oleomargarine, rests not on 
the volume of the movement but largely on the fact that they were 
originally voluntarily established by the carriers and have been on 
this basis for a long time. The reason for this situation seems to 
nave grown out of the high level of the class rates, which were 
found unreasonable and a new scale prescribed in the Arizona Class 
Rate case. With respect to canned salmon, no reason is advanced 
why it properly should not take the same rates as the other commod- 
ities included in the canned goods list, and this basis has been 

ted here. 
neal for certain of the Arizona interveners stated at the oral 
argument herein, which preceded the decision in the Arizona Class 
Rate case, that they are interested in securing reasonable rates, and 
if class rates are secured on a reasonable basis they would use them, 
put if the class rates are not on such a basis they want commodity 
rates on a reasonable basis. Complainant and interveners are en- 
titled to reasonable rates on all of these commodities, but with rea- 
sonable class rates in effect, it should not be necessary to prescribe 
commodity rates to take care of a movement of a few carloads per 
year. 

“We find that the rates assailed on canned goods, including canned 
salmon, in carloads, minimum 40,000 pounds, and on fresh fruits and 
vegetables, specified in the western classification as taking fifth-class 
or higher ratings, in straight or mixed carloads, or in mixed carloads 
with melons or fresh vegetables rated class C, from the Los Angeles 
and San Francisco groups to the Arizona points named in Appendix 
B to this report, are, and for the future will be, unreasonable to 
the extent that they exceed or may exceed the amounts specified 
opposite the respective points in said appendix. The finding respect- 
ing canned goods is not to be construed as authorizing the cancella- 
tion or increase of lower ratés subject to a higher minimum weight. 

We further find that the rates assailed on the other commodities 
covered by the complaints are, and for the future will be, unreason- 
able to the exent that they exceed or may exceed the contempo- 
raneous class rates which would apply thereon under the western 
classification in the absence of commodity rates. 

We further find that the rates assailed in Nos. 17721, 19298 and 
19298 (Sub-No. 1) were not unreasonable in the past, and that other- 
wise the rates assailed in all of the complaints have not been shown 
to be unjustly discriminatory or unduly prejudicial. 


Chairman Campbell, concurring in part, objected to the 
relationship that would be caused by this decision between the 
rates on sugar and those on canned goods. In this case he 
said the rates on canned goods were 121 per cent of those on 
sugar. He pointed out that in the southwest the rates on canned 
goods were 117 per cent of those on sugar, the latter being those 
established in Phoenix Chamber of Commerce vs. Santa Fe, 140 
Ls. & Ori. 

The rates prescribed, carried in Appendix B, are as follows: 


From Los Angeles Group From San Francisco Group 


Canned goods Fresh Canned goods Fresh 

. including fruits and including fruits and 

To Arizona salmon vegetables salmon vegetables 
_points named Cents Cents Cents Cents 
Yuma ee wh Anw6 406d wie-x 47 53 71 80 
Porte 60 68 71 80 
ree 66 75 82 92 
Eee ee 74 83 92 103 
oe 74 83 84 94 
PY ive ou 4c ta 74 83 84 94 
SUED, sccessicccees 76 86 86 97 
Flagstaff 86 86 97 
EE “iG: See we hide ica Doomed 7§ . 89 96 107 
Nogales 91 98 109 
Winslow : 93 92 103 
ID 0s 0% 60s see wcwdinss 5 95 102 113 
eS eee 5 95 102 113 
Douglas 98 104 116 
Holbrook 98 96 107 
a. a 102 107 119 
GIODE ss cccsecccesecccs 113 116 130 
En es Pape RCE aa 113 116 130 








WAR TIME MEAT RATES 


In a report written by Commissioner Taylor, in No. 12482, 
Ogden Packing & Provision Co. vs. Santa Fe et al., the Com- 
mission, on appeal, has modified the report of division 3, in 
101 I. C. C. 236, as to the rates on fresh meats, dry salt pork, 
fresh frozen meats and packing-house products, from Ogden, 
Utah, to points in trunk line, southeastern and intermountain 
territories, to Mississippi and Missouri River crossings, Chicago, 
and Montreal, Can. 


Division 3, in the previous report, found the rates on fresh 
meats, frozen fresh meats and packing house products, from 
Ogden to Denver, Colo., Missouri River crossings, Ottumwa, 
la., Mississippi River crossings, Chicago, Ill., points in south- 
eastern territory, Atlantic seaboard points, and Montreal, Can., 
except rates on fresh frozen meats, carloads, to New York and 
Brooklyn, N. Y., and Boston, Mass., not unreasonable, unjustly 
discriminatory or unduly prejudicial. It found the rates to the 
three excepted cities unreasonable.and awarded reparation. 

Upon the complainant’s petition the case was reopened, fur- 
ther hearing had and a proposed report submitted by the ex- 
aminer. This report, Mr. Taylor said, differed somewhat from 
the report of the examiner. The shipments on which repara- 
tion was sought were made between June 25, 1918; and Sep- 
tember 28, 1919. Mr. Taylor said that the scope of the com- 
plaint was broad, including an allegation that the relationship 
between the rates on the live animals and the products of their 
slaughter was improper. He discussed a large number of cases 
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which were brought in in support and in opposition to the con- 
tentions of the complainant. In addition to the findings of 
unreasonableness, Mr. Taylor also found that overcharges were 
made by reason of the misapplication of the factors of com- 
binations into the southeast. In closing the discussion and 
disposing of the issues, he said: 


Complainant in this proceeding is seeking reparation on ship- 
ments made during the war period when an extraordinary demand 
existed for livestock products. Considerable of its products were 
sold to the government under contracts at fixed prices. Defendants 
object to the payment of reparation on the grounds that the price 
received by complainant included the freight rate as shown by a copy 
of the contracts introduced at the hearing. It is further pointed out 
that these contracts provide for an adjustment of the price if the 
destination is changed, and therefore if reparation is due it is due 
to the government and not to complainant. The record shows that 
complainant actually paid the transportation charges, and we are 
not concerned with the provisions of complainant’s contract. We 
must deal with freight charges as such and not as part of the price 
of a commodity. Duluth Boiler Works vs. A. T. & S. F. Ry. Co., 
1 z. ©... %.. Oe. 

Upon further hearing we are of the opinion and find that the 
rates assailed, except those on fresh frozen meats to New York, 
Brooklyn, and Boston; on lard to New York, Weehawken, Guttenburg, 
Baltimore, and New Orleans, and on dry salt portk to New Orleans, 
Augusta, Charleston, Selma, Atlanta and Chattanooga, were not and 
are not unreasonable, unjustly discriminatory, unduly prejudicial, or 
otherwise unlawful. We further find that the rates assessed on com- 
plainant’s shipments of fresh frozen meats to New York, Brooklyn 
and Boston were unreasonable to the extent that they exceeded $2.15, 
minimum 34,000 pounds; that the rates on lard to New York, Wee- 
hawken, Guttenburg, Baltimore and New Orleans were unreasonable 
to the extent that they exceeded $1.565; that the rate on dry salt pork 
to New Orleans was unreasonable to the extent that it exceeded 
$1.665, and that complainant’s shipments of dry salt pork to Augusta, 
Charleston, Selma, Atlanta, and Chattanooga were overcharged to 
the extent that the charges collected exceeded those which would 
have accrued at rates of $1.77 to Augusta, $1.745 to Charleston and 
Atlanta, $1.72 to Selma, and $1.66 to Chattanooga. Defendants will be 
expected to refund the overcharges with interest. The previous find- 
ings of division 3 are modified to the foregoing extent. 

We further find that complainant made the shipments as de- 
scribed and paid the charges thereon; that it was damaged thereby 
in the amount of the difference between the charges assessed and 
those which would have accrued at the rates herein found reasonable; 
and that it is entitled to reparation, with interest. Complainant should 
comply with Rule V of the Rules of Practice. 


Commissioners Brainerd, Porter, and Farrell did not par- 
ticipate in the disposition of the case. Chairman Campbell 
stated concurrence in part and in that he was joined by Com- 
missioner Aitchison. Commissioner Eastman also wrote views 
concurring in part. ° 

The chairman said he concurred in the findings of unreason- 
ableness and the awards of reparation, but that for reasons 
stated in his dissenting expression in the original report, he 
said he was of the opinion that the assailed rates on fresh 
meats and packing house products were unduly prejudi- 
cial to the complainant. He said that compared with other rates 
of record, particularly on fresh meats and packing house products 
from and in the southwest, those involved in this case seemed 
to him to have been and to be unreasonable. 

Commissioner Eastman disagreed with the denial of repara- 
tion in the case of the rates assailed to the Missouri River 
cities and to Chicago. So far as he could determine, he said, 
the conclusion of the majority was based largely upon compar- 
isons of the relation of these rates to the corresponding class 
rates with the relation of rates on fresh meats and packing house 
products in official territory to the corresponding class rates. 

“But it is generally recognized, or at least ought to be, that 
the transcontinental class rates are not comparable with the 
class rates in official territory,” said Mr. Eastman. 

In his opinion the complainant had made out a convincing 
case for an award of reparation. Continuing, he said: 


So far as section 3 is concerned, I am quite prepared to find 
that in certain situations an undue spread between livestock rates 
and the corresponding rates on fresh meats and packing-house prod- 
ucts may result in a violation of that section. But it does not seem 
to me that the prerequisites for such a finding in this case, or any 
— ~ alae of undue prejudice, have been sufficiently established 
of record. 


FIBRE CAN DECISION REVERSED 


The Commission, by division 2, in I. and S. No. 2821, general 
eancellation of L. C. L. commodity rates and cancellation of 
certain carload commodity rates in I. F. A., W. T. L. and C. F. A. 
territories, upon further hearing, has reversed the finding of 
justification made in the prior report, 140 I. C. C. 227. It has 
ordered the reestablishment, not later than December 20, of 
carload fibre can rates from Keokuk, Ia., to Chicago and Spring- 
field, Ill., of 34 cents; to St. Louis, 43.5 cents; from St. Louis 
to Chicago, Peoria, Decatur and Springfield, Ill., of 34 cents, all 
subject to a minimum of 14,000 pounds for a 36-foot car, sub- 
ject to the graduated minimum rule. 


The report, written by Commissioner Farrell, said the rates 
on fibre cans were not specifically considered in the original 
decision. The schedules proposed the cancellation of rates on 
paper and paper articles. The rates on the cans, he said, were 
understood to be embraced by the general finding of justifica- 
tion as to rates on paper and paper articles. In accordance with 
that. finding the’ carriers accomplished the cdncellation of a 
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line of commodity rates on fibre cans, also called paper cans, 
that had been established to enable manufacturers of such 
cans, at Keokuk and St. Louis, to compete with manufacturers 
in the territories mentioned, particularly in Illinois. Cancella- 
tion brought about the application of second-class rates. 

Respondents, Mr. Farrell said, offered practically no testi- 
mony. He said they had many commodity rates lower than 
second class from Chicago and St. Louis and that some of them 
were lower than third class. 

The rates to be reestablished, the report said, were to be 
those in effect prior to April 12, 1928, the cancellation date. 


RED OIL CASE DISMISSED 


The Commission has dismissed No. 19854, A. Gross & Co. 
vs. Baltimore & Ohio et al. on a finding that the fifth class rates 
charged on red oil, carloads, from Newark, N. J., to destinations 
in trunk line and New England territories, in the statutory 
period preceding the filing of the complaint were applicable. 
The complaint alleged that the oil in question was a soap stock 
and therefore entitled to sixth class. It is a product taken 
from animal greases, including tallow. The Commission found 
that red oil was not soap stock within the meaning of that 
term as used in the classification exceptions. Commissioner 
Eastman dissented but did not give his reasons. 


GRANITE MONUMENT RATE 


The Commission, by division 3, on further hearing in No. 
15341, C. F. Carpenter vs. Central of Vermont et al., has reversed 
the finding in 93 I. C. C. 309, as to the fifth class rate charged 
on a carload of granite monuments shipped from Northfield, 
Vt., to Anderson, Ind. In the original decision the division 
found that the fifth class rate charged was inapplicable and 
reparation was awarded. Upon this further hearing the Com- 
mission has found the fifth class rate was applicable and not 
unreasonable or otherwise unlawful. The order awarding 
reparation has been set aside and the complaint dismissed. 


WOOLEN MILL SUPPLIES 


The Commission, by division 3, in I. and S. No. 3104, woolen 
mill supplies from Massachusetts to New Hampshire and Ver- 
mont, has found justified the proposal of the carriers to cancel 
an L. C. L. commodity rate of 46 cents on woolen mill supplies, 
acid, machinery, rags, shoddy, etc., from Boston and other 
points in Massachusetts to points in New Hampshire and Ver- 
mont and on wool noils from Manchester N. H., to Winooski 
and Burlington, Vt., and to restrict the application of a like 
rate on woolen mill supplies, in carloads, from Boston and 
points grouped therewith to destinations in New Hampshire 
and Vermont, to wool noils, scoured wool, wool tops, wool 
waste and wool yarn. The report was limited to the L. C. L. 
rates, the Commission saying that the protest against the can- 
cellation was limited to the L. C. L. commodity rate. 

In disposing of the matter the Commission directed atten- 
tion to the fact that it had said, particularly in Western Paper 
Makers Chemical Co. vs. Ann Arbor, 109 I. C. C. 133, that an 
L. C. L. commodity rate was a pronounced departure from the 
usual practice and that given a reasonable level of class rates, 
under few, if any circumstances, would it be justified in requir- 
ing the maintenance of establishment of such a rate. It found 
no reason for requiring continuance of this L. C. L. rate. The 
order of suspension has been vacated and the proceeding dis- 
continued. 


OIL ENGINE RATE 


A finding of unreasonableness and an award of reparation 
have been made in No. 20020, Hardee & Glaspie vs. Texas & 
Pacific, as to the carload rate charged on one oil engine, k. d., 
from Mesquite, Tex., to Pleasant Hill, La., shipped in July, 1926. 
The Commission, by division 4, has found the rate unreasonable 
to the extent it exceeded 55 cents. The reparation is in accord- 
ance with the rule laid down in the Prairie Pipe Line Case, 
146 I. C. C. 149. 


DENATURED ALCOHOL 


The Commission, on reconsideration, in No. 16200, Oklahoma 
Traffic Association et al. vs. Alabama & Vicksburg et al., and 
No. 20273, Magnolia Petroleum Co. vs. Santa Fe et al., has modi- 
fied the findings in the prior report, 128 I. C. C. 89, so as to make 
it conform with the modification in the Consolidated Southwest- 
ern Cases, 123 I. C. C. 203, and 139 I. C. C. 585. The cases have 
to do with rates on denatured alcohol. 

Upon this reconsideration the Commission finds unreason- 
able the rates on denatured alcohol, carloads, from New Orleans, 
Westwego and Harvey, La., to Oklahoma City and other destina- 
tions in Oklahoma to the extent they exceeded, or for the future 
may exceed, the maximum reasonable fifth class (column 40 
in lieu of column 38) rates prescribed in the Consolidated South- 
western Cases, for application from and to the same points. 
Reparation has been awarded. 

In the earlier report in the consolidated cases the Com- 
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mission prescribed column 38 rates. In the later report jt 
prescribed column 40 rates as the reasonable maximum fift, 
class rates. 

Commissioner Taylor, dissenting in part, said he disapproyeq 
the award of reparation. He pointed out that reparation wag 
denied in the Consolidated Southwestern Cases. The award jp 
this case, he said, created a difference, if not an actual discrinj. 
nation, between the shippers in these cases and those benefited 
by reductions in the southwestern cases. 


CONVENIENCE RULE ON CORN 


The Commission, by division 4, in No. 20166, Globe Grain 
and Milling Co. vs. Santa Fe et al., and a sub-number, Same ys, 
Santa Fe et al. has found unreasonable the charges on two 
carloads of bulk kaffir corn from Melrose, N. M., to Monrovia 
and Santa Barbara, Calif., and awarded reparation. The Com. 
mission further found that the defendants’ failure to provide 
carriers’ convenience rule, for the traffic here considered, was 
unreasonable and directed the publication of such rule, not later 
than December 5. 

In this case the shipper asked for 60,000 pound capacity 
cars. The carriers furnished 50,000 pound capacity cars, but 
collected the charges on the basis of a minimum of 60,000 
pounds, because the tariff provided that the actual weight would 
apply but that in no case should it be less than 60,000 pounds. 

The Commission said the practice of assessing charges at 
the published minimum, where the cars furnished by the carriers 
for their convenience could not reasonably be loaded to the 
minimum, was unwarranted, citing in support of that proposition, 
California Cotton Mills Co. vs. S. Ry. Co., 74 I. C. C. 747; Globe 
Grain & Milling Co. vs. M. P., 139 I. C. C. 271. Its finding was 
that the failure of the defendants to include in their tariff in 
connection with the rate applicable the provision that charges 
would be based upon actual weight when a car of less capacity 
than the tariff minimum was furnished for the convenience 
of the carrier and such car was loaded to its capacity resulted 
and would result in an unreasonable practice. It awarded repara- 
tion to the basis of charges that would have accrued under a 
rule which it directed the carriers to publish. 


SHIPMENTS WERE CRUDE OIL 


The Commission, by division 4, has dismissed No. 20274, 
Skelly Oil Company vs. Santa Fe et al., on a finding that ship- 
ments from Borger, Tex., to Eldorado, Kan., in July, 1927, 
consisted of crude oil and that the rates charged were ap- 
plicable. The principal question was as to whether the ship- 
ments were crude oil or petroleum oil, n.o.i.b.n. After the ship- 
ments were delivered complainant was asked for undercharges 
on the theory that the shipments were petroleum oil n.0o.i.b.n., 
carrying a rate of 27.5 cents rather than the rate of 13 cents 
applicable on crude oil. The commodity shipped consisted of 
a large percentage of crude oil and a small percentage of cas- 
inghead or natural gasoline. The complainant relied, to a 
large extent, upon National Refining Company vs. L. & N., 118 
I. C. C. 177, in which the Commission dealt with the question 
of rates on oil to which casinghead gasoline that had been 
taken from it was restored before shipment. 


CRUDE GLYCERINE RATE 


An order of dismissal has been made in No. 19334, Armour 
& Co. vs. Santa Fe et al., the Commission, by division 4, finding 
the applicable rate on crude glycerine, in tank carloads, from 
Los Angeles, Calif., to Chicago, Ill., not unreasonable. 


POTATO COMBINATION 


The Commission, by division 4, has dismissed No. 19723, 
Stein Potato Company vs. Minneapolis, St. Paul & Sault Ste. 
Marie, finding applicable the combination rate charged on a 
carload of potatoes shipped from Hazelridge, Manitoba, to Chi- 
cago, Ill., in October, 1925. 


RIG IRON RATE CASE 


The Commission, by division 4, in No. 19226, Parkersburg 
Rig & Reel Company vs. Santa Fe, has found unreasonable the 
rate on rig irons, carloads, from Tonkawa, Okla., to Madison, 
Kan., applied on a shipment made in 1924, and awarded repara- 
tion. In accordance with its decisions in the Consolidated 
Southwestern and Prairie Pipe Line cases, it found the rate 
unreasonable to the extent it exceeded 43 cents on a minimum 
of 40,000 pounds. It said that on account of the revision or- 
dered in the Consolidated Southwestern Cases, no order for 
future was necessary in this case. 


GROUND IRON ORE 


The Commission, by division 4, in No. 19991, Blue Ridge 
Tale Company, Inc., vs. Cincinnati, New Orleans & Texas Pa- 
cific et al. has found not unreasonable but unduly prejudicial 
the rates on ground iron ore and dry mortar colors, in less 
than carloads, from Henry, Va., to Lexington, Ky., to the ex- 
tent that the rate on ground iron ore from Henry to Lexington 
exceeds or may exceed the rate contemporaneously applicable 
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in connection with the defendants’ lines on that traffic from 
Chattanooga, Tenn., to Lexington by more than 9 cents, and 
to the extent that the less-than-carloads rates on ground iron 
ore, in bags, and on dry mortar colors, in barrels or in bags, 
exceed or may exceed the rates contemporaneously applicable 
in connection with defendants’ lines on like traffic from Chat- 
tanooga to Lexington by more than 13 cents. Rates in accord- 
ance with these findings are to be established not later than 
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COCOA POWDER RATE 
The Commission, by division 4, has dismissed No. 19647, 
H. B. Hunter Company vs. New York, New Haven & Hartford 
et al. and a sub number, Same vs. Same, finding not unreason- 
able the carload rate on cocoa powder, in bulk, in barrels, 
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"Con from Stamford, Conn., to Norfolk, Va. 

‘¥ AUTOMOBILE TRUCK RATES 

later An order of dismissal has been made in No. 19669, Andrew 
Murphy & Son, Inc., et al. vs. Ann Arbor et al., the Commis- 

Pacity sion, by division 4, finding applicable the rates charged on au- 

S, but tomobile trucks, carloads, from points of origin in Michigan, 

60,000 Ohio and Indiana to destinations in Iowa, Nebraska, South 

would Dakota, Missouri, and Colorado in the period between June 8, 

ds, 1922, and May 15, 1924. The question was as to. the meaning 

es at of the language used in official classification in describing vari- 

rriers ous sorts of vehicles. 

. ey ee eee 

ition OIL WELL SUPPLY REPARATION 

lobe The Commission, by division 4, in No. 19527, National Sup- 

; Was ply Company of Texas vs. Houston & Texas Central et’al., has 

iff in found unreasonable the rate on oil well supplies, carloads, from 

urges Wortham, Tex., to Eldorado, Ark., and awarded reparation. It 

acity found the rate charged unreasonable to the extent it exceeded 

ence 77 cents. 

ulted hee HA RNS 

dara- COAL REPARATION 

er a The Commission, by division 4, in No. 19638, Chamber of 
Commerce of Portsmouth, O., vs. Norfolk & Western, has found 
applicable but unreasonable the rate on coal from the Thacker 
and Kenova districts in Virginia, West Virginia, and Kentucky, 

274, to Portsmouth, O., to the extent that it exceeded $1.22 before 

hip- May 20, 1925, and $1.17 thereafter. The attack was directed 

927, against the rate in effect prior to August 1, 1925, on which date 

ap- it was reduced to $1.17. 

hip- —_—_——— 

hip- EMBARGO EFFECT ON L. C. L. 


Ses The Commission, by division 4, in No. 20377, Frank B. An- 


oe derson Co. vs. Atlantic Coast Line, has said that an embargo 
es upon carload traffic does not suspend application of the classifi- 
ts cation rule providing that the charge for a less-than-carload 
re shipment must not exceed the charge for a minimum carload of 
18 the same freight at the carload rate. It has therefore found in- 
= applicable the charges on interstate less-than-carload shipments 
vn of fire hydrants and parts, galvanized tank and gauges, and other 
commodities shipped from Chattanooga, Tenn., and other points 
to destinations in Florida in 1925. It has directed the refund 
of overcharges and dismissed the complaint. 

While the embargo against carload traffic was in effect, in 
ur 1925, less-than-carload shipments of the various commodities 
1g mentioned were tendered and accepted. No permit was sought 
m for the movement of the shipments in question, although they 

were of such weights as to have suggested that in some in- 
stances they were carloads, and therefore might have been re- 
garded as being offered in violation of the embargo against car- 
3, load freight which could only be moved on special permits. 
2. Complainants contended that as the charges on each ship- 
: ment at less-than-carload rates exceeded the minimum charges 


at carload rates, on the respective commodities, under rule 15 
of the governing classification, the carload rates were applicable. 
The Atlantic Coast Line, which carried the shipments beyond 
Jacksonville, urged that the embargo upon carload traffic had 
the effect temporarily of suspending carload rates and the ap- 
plication of rule 15. 

“An embargo is a temporary measure which leaves the rate 
structure undisturbed,” says the report. “It suspends carload 
service but not carload rates. Defendant having furnished less- 
than-carload service, it may not charge any higher than the ordi- 
nary carload rates.” 


—e 


STRAWBERRY REPARATION- | 

The Commission, by division 2, in No. 19913, Sweeney, Lynes 
& Co. vs. Atlantic Coast Line et al., has found unreasonable the 
rates on strawberries from designated points in North Carolina 
to Boston, Mass., and awarded reparation. It found them un- 
reasonable to the extent that they exceeded the contemporaneous 
first class rates, subject to a minimum of 17,000 pounds. Com- 
modity rates in excess of those class rates which would have 
been applicable had there been no commodity rates were ex- 
acted. The Commission said there was a presumption against 









THE TRAFFIC WORLD 





931 






the reasonableness of the commodity rate higher than the class 
rate which would apply in the absence of the commodity rate. 
In defending this case the carriers made contentions, the report 
said, substantially similar to those advanced'in Providence Ex- 
change vs. New Haven, 118 I. C. C. 190, wherein the Commission 
found that the commodity rates on strawberries from various 
points, to Providence, R. I., which were the same as those herein 
assailed from the same points to Boston, were and for the future 
would be unreasonable to the extent they exceeded the con- 
temporaneous first class rates. On April 27, 1927, rates in com- 
pliance with the order in the Providence Exchange case, were 
established to Providence and later, that year, commodity rates 
were established to both Providence and Boston. The present 
rates were not assailed. 

This report also embraces three sub-numbers, L. E. Fosgate 
Co. et al. vs. A. C. L. et al.; Spooner-Drake Co. vs. New Haven 
et al., and A. Valent vs. New Haven, and No. 20501, Peninsula 
Produce Exchange vs. A. C. L. et al., and a sub-number there- 
under, Same vs. Same. 


KANSAS COAL REVISION 


A revision of rates on bituminous coal from mines in the 
so-called Pittsburg, Kan., group, to Topeka and Lawrence, 
Kans., applicable over interstate routes, has been ordered not 
later than December 12, in No. 18997, Wessen Coal Co. et al. vs. 
Missouri Pacific et al. The Commission has found that the 
rates were not and are not unduly prejudicial and unreasonable 
in the past but unreasonable for the future to the extent that 
they exceed $1.80 per ton on lump coal and $1.40 on slack coal, 
from the Pittsburgh district to Lawrence. It found that the 
rate on lump coal to Topeka would be unreasonable for the 
future to the extent it might exceed $1.95 per ton, and that the 
rate on slack coal to Topeka was not and is not unreasonable. 

Chairman Campbell, concurring in part, said the finding for 
the future had his approval, but for the reasons set forth in his 
dissenting expression, in the report, on further consideration in 
the Albert Silk Coal Case, 120 I. C. C. 69, it seemed to him 
that the assailed rates should have been found unreasonable 
in the past, at least on and since July 10, 1924, to the same 
extent that they were found unreasonable for the future and 
that reparation should have been awarded accordingly. He 
said he was authorized to say that Commissioners McManamy 
and Brainerd joined in that expression. 





SALT TO MERIDAN, MISS. 


A finding of unreasonableness and an award of reparation 
have been made in No. 19988, Meridian (Miss.) Traffic Bureau 
for Merchants Specialty Co. vs. Gulf, Mobile & Northern et al., 
as to the rate on salt, carloads, from Weeks Island, La., to 
Meridian, Miss. The Commission, by division 2, found the rate, 
$5.225, per net ton, was unreasonable to the extent it exceeded 
$4.60. That finding was in accordance with the finding in Mis- 
sissippi Railroad Commission vs. A. & V., 102 I. C. C. 540, and 
120 I. C. C. 569. 


PIPE AND OIL WELL SUPPLIES 


The Commission, by division 4, in No. 19033, H. F. Wilcox 
Oil and Gas Co. vs. Santa Fe et al., has found unreasonable 
and in violation of section 4, the rates on pipe, tank material, 
and oil well supplies, carloads, and on pipe and tank material, 
in mixed carloads, from points in Oklahoma to Pampa, Tex., and 
awarded reparation. The complianant, the report said, sought the 
application of the scale prescribed in Memphis-Southwestern 
Investigation, 77 I. C. C. 473, on shipments made since January 
1, 1925. 

The Commission said that upon consideration of the report, 
in this case, and in view of its decisions in Consolidated South- 
western Cases, and Prairie Pipe Line Co. vs. A. W., 132 I. C. C. 
56, and -146 I. C. C. 149, it found that the applicable rates were 
unreasonable to the extent that those on pipe and tank material, 
in straight or mixed carloads, exceeded 35 and 38 per cent, of 
first class, for single-line and joint-line hauls, respectively, and to 
the extent that the rates on oil well supplies, carloads, exceeded 
48 and 52.5 per cent, of first class, for single-line and joint-line 
hauls, respectively, plus differentials where applicable as set 
forth in appendix 18, to the report in the Consolidated South- 
western Cases, subject to the rule for computations set forth 
in the Prairie case and in the Southwestern case. 

A further finding was that the rates on pipe from Aaron, 
Bristow, Beggs, Mounds, Okema and Ada, Okla., to Pampa, Tex., 
were in violation of the fourth section, but that as the establish- 
ment of rates in conformity with the findings in the Consoli- 
dated Southwestern Cases would remove those violations no 
order in this case was necessary, either as to the fourth sec- 
tion violations or as to rates for the future. 


GUYANDOT CONSTRUCTION 


The Commission in finance No. 6067, construction of line 
by Virginian & Western; No. 5161, construction of line by 
Guyandot & Tug River, and No. 4818, proposed construction of 
lines by Chesapeake & Ohio, has further postponed the effective 
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date of the certificate and order issued in these proceedings 
until November 22, except insofar as the certificate and order 
authorize the Virginian & Western to construct a line in 
Wyoming and Mingo counties, West Virginia. 

This postponement was made upon further consideration of 
the record and the further petition of the Chesapeake & Ohio 
for reconsideration and reargument. It was made so as to allow 
the Commission more time to think about the grant of trackage 
rights and other parts of the case left open in the original deci- 
sion permitting the Virginian & Western to build in the Guyan- 
dot valley. 


CALIFORNIA ACQUISITION CASE 


With Commissioner Eastman dissenting for the reason that 
in his judgment “this is a consolidation of railway properties 
over which we have no jurisdiction under section 1 (18),” the 
Commission, by division 4, in finance No. 7060, has authorized 
the Sacramento Northern Railway to acquire and operate the 
lines of railroad of the San Francisco-Sacramento Railroad 
Company, in Alameda, Contra Costa, Solano, Yolo and Sacra- 
mento counties, California. 

The lines extend from Oakland to Mallard, thence by barge 
and ferry across Suaisun Bay, and continuing to Sacramento, and 
from West Pittsburg to and through the city of Pittsburg. There 
is also a line in M street, Sacramento. The total mileage of 
main and branch line track to be acquired is 87.08 miles. 

The Sacramento Northern is a subsidiary of the Western 
Pacific Railroad Company, which owns all the former’s capital 
stock except directors’ qualifying shares, and about 99.8 per 
cent of its outstanding bonds, according to the report. The 
Sacramento Northern represented that it operated an interurban 
and electric railway engaged in transporting both passengers 
and freight. 

The report said the Sacramento Northern proposed to buy 
all the property of the San Francisco-Sacramento, except its 
corporate franchise, for $1,675,000. It said neglecting certain 
minor items, the price to be paid for the property, free of debt, 
was equivalent to about $1,850,000. 

The Commission said the strongest reason shown for the 
acquisition was that the San Francisco-Sacramento would bé 
unable to continue as an independent line. 


LOREE DIRECTORSHIP CASE 


The Commission, in finance No. 1975-sub. 2, application of 
Leonor F. Loree, has issued a corrected report in what is 
known as the Loree directorship case by withdrawing declara- 
tions in that report tending to tell the reader that some of the 
things done were in defiance of the tenor of its decision in the 
Southwestern unification case. (See Traffic World, September 
29, pp. 694-5.) 

As the report was originally written the Commission indi- 
cated to the public that the contract between the St. Louis 
Southwestern and the Kansas City Southern in respect of the 
100,000 shares of the Missouri-Kansas-Texas stock was made 
after the Commission’s adverse report in the unification case. 
The fact which caused the Commission to put out its corrected 
report was that the contract was made prior to and contingent 
upon the action in that case. In other words, the contract was 
not to be a contract unless the Commission permitted the uni- 
fication. 

Thé chief of a number of changes was made in the para- 
graph beginning ‘on July 24, 1926.” (Traffic World, Septem- 
ber 29, p. 695.) All that part of the paragraph beginning with 
“following that action” down to and including “tender of the 
stock” has been stricken out. In its place is a declaration that 
following the adverse report in the unification case the Kan- 
sas City Southern began selling the 100,000 shares of Katy 
stock in the market through Ladenburg, Thalmann & Co. 

That same paragraph has been further changed, so as to 
omit the language indicating a mystery in the sale of that 
stock contained in the sentence beginning with “in view of the 
fact.” The sentence beginning with the words “the sale of 
the 57,700 shares to the Cuthbert Corporation” has been changed 
so as to make it show that instead of 57,700 shares being sold 
to the Cuthbert Corporation the fact was that 57,700 shares 
that were held by the Cuthbert Corporation were sold through 
Ladenburg, Thalmann & Co. 

The report, except as indicated, stands as setting forth the 
facts upon which the Commission came to the conclusion that 
Mr. Loree should not hold the directorship of the Katy while 
holding a directorship in the Kansas City Southern. 


PETOSKEY EXTENSION 


The Commission, by division 4, in finance No. 6705, pro- 
posed construction of line by Grand Rapids & Indiana et al., 
has found that the present and future public convenience have 
not been shown to require the construction of an extension of 
the applicant’s line from its present terminus in Petoskey, 
Mich., to the plant of the Petoskey Portland Cement Company, 
a distance of about 1.79 miles. The applicant is a subsidiary 
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of the Pennsylvania. The parent company joined in the ap. 
plication and in the report the project was referred to ag, 
Pennsylvania enterprise. 

Approval of the map showing the line was given by th. 
Michigan commission. That body was allowed to intervene t, 
file exceptions to the proposed report of the examiner and ty 
participate in the argument. The Pere Marquette, which noy 
serves the cement plant, intervened in opposition. The goj¢ 
purpose of the extension, the report said, was to Serve the 
cement plant. The Pennsylvania estimated that at the end oj 
the first year the traffic from and to that plant would give it , 
net revenue of $235,767. 

That public convenience and necessity did not require the 
construction, the Commission said, appeared clear from the 
record. All the traffic the extension would obtain, the report 
said, would be diverted from the Pere Marquette. It addeq 
that while the Pennsylvania contended that there would be 
increased traffic, the testimony on that point was not convince. 
ing. In view of the character of service now rendered by the 
Pere Marquette, the report said, there appeared no legitimate 
reason for transferring this traffic to the Pennsylvania; neither 
did there appear any sound reason for the Pennsylvania han. 
dling cement to Chicago when it could be handled directly by 
the Pere Marquette. It said there was nothing of record to 
indicate that any material benefit would be derived by the 
handling of inbound traffic by the Pennsylvania, nor was it 
contended that more favorable rates could be obtained. 

The Commission said the testimony showed that the Pere 
Marquette could handle, with its present facilities, at least 
four times the volume of traffic now moving to and from Pe. 
toskey, and that it was prepared to expand its present facilities 
whenever the need for such expansion arose. 

Commissioner Eastman, dissenting, said that in his opin 
ion the certificate should be granted for two principal reasons. 
In the first place, he said, the Pennsylvania now reached Pe. 
toskey, just as the Pere Marquette did, and that all it sought 
was to extend a short spur to the plant of one of the important 
industries. 

“IT am not in sympathy with the idea that a carrier can have 
anything resembling a proprietary interest in traffic or that 
there is any traffic here, for example, which ‘belongs’ to the 
Pere Marquette or can be spoken of as ‘its’ traffic,” says Mr. 
Eastman. 

Where a community was served by two or more carriers, 
he said, he believed that whatever advantages inhered in that 
situation should be equally extended to all industries in that 
community. To hold otherwise, he said, was equivalent, it 
seemed to him, to a restriction in the use of public highways. 
The common use of the various lines of railroads in such a situa- 
tion, he said, should be accomplished by reciprocal switching 
arrangements or, better still, by the services of a commonly- 
owned terminal company. 

It also seemed, said Mr. Eastman, that in cases such as 
this, which were almost wholly of local significance and im- 
portance, the views of the state commission ought to be given 
practically controlling weight. Here, he pointed out, the state 
commission favored the construction of the new line. 


W. B. T. & S. SECURITIES 


The Commission, by division 4, in finance No. 7103, securi- 
ties of Waco, Beaumont, Trinity & Sabine Railway Co., has 
authorized the applicant to issue $901,500 of capital stock and 
$3,000,000 of first mortgage 20-year 6 per cent sinking fund 
coupon gold bonds, series A. The stock is to be issued in ex- 
change for or in ‘lieu of first mortgage bonds now outstanding 
or heretofore authorized. 

The bonds are to be sold at not less than 89 per cent of 
par and accrued interest and the proceeds used in retiring the 
outstanding bonds, discharging existing indebtedness, reimburs- 
ing the treasury for expenditures heretofore made for additions 
and betterments and in connection with proposed new con- 
struction, and to provide funds for such construction. 

An intervening petition opposing the application was filed on 
behalf of the Texarkana & Fort Smith Railway Co. and the 
Port Arthur Canal & Dock Co. Outlining the situation dealt 
with, the Commission, in part, said: 


The applicant’s railroad consists of a line designated as its main 
line extending from Weldon to Livingston, Tex., a distance of 48.3 
miles, and a line designated as its Colmesneil line extending from 
Trinity to Colmesneil, Tex., a distance of 66.6 miles. By our cer- 
tificate and order issued July 12, 1927, the applicant was authorized 
to extend its line from Weldon to Waco, Tex., and from Livingston 
via Bragg, Saratoga,.Grayburg, Elizabeth, and Beaumont to Port 
Arthur, Tex., including certain segments covered by existing lines 
in the event the applicant could not secure satisfactory trackage 
rights over such lines, and including a proposed belt line at Beaumont. 
The certificate was issued upon the express condition that construction 
of the extensions should be commenced on or before December 31, 
1927, and completed on or before December 31, 1929, it being further 
provided that the extension south of Beaumont should be constructed 
only in the event the applicant should be unable to effect arrange- 
ments on terms satisfactory to it for use of existing rail and terminal 
facilities in the Beaumont-Port Arthur district and at Port Arthur. 

Reports showing that both extensions had been commenced with- 
in the time prescribed by the certificate were duly filed. At the 

(Continued on page 933) 
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WEIGHT ON STEEL TANKS 
Dismissal has been recommended by Examiner F. A. Clif- 
ford in No. 20658, Youngstown Boiler & Tank Company, Inc., 
ys. A. T. & S. F. et al., on a finding that weight basis applied 
on oil-storage steel tanks, U. S. standard gauge No. 2 or thicker, 
carloads, from Youngstown, O., to Braman and Covington, Okla., 
was applicable. 


LUMBER COMPLAINT DISMISSED 
Examiner F. A. Clifford in No. 20502, Miner Lumber Com- 
pany vs. Pennsylvania et al., has recommended dismissal on a 
finding that the rate on rough lumber, carloads, from Warsaw 
and Princeton, Ind., to Medina, O., was not and is not unreason- 
able or otherwise unlawful. 





RATE ON CEMENT 


Examiner H. L. Main has recommended dismissal in No. 
20753, Alabama Portland Cement Company vs. L. & N., on a 
finding that the rate on cement from North Birmingham, Ala., 
to Mobile, Ala., for transhipment by water to destinations in 
Florida, was not unreasonable. 


RATES ON LIVE POULTRY 


On a proposed finding that rates on live poultry, carloads, 
from Wadena, Crookston, Thief River Falls, Strathcona and 
Roseau, Minn., to Minnesota Transfer, Minn., destined to Chi- 
cago, Ill, were applicable. Examiner E. P. Hurley has recom- 
mended dismissal in No. 20794, Peterson Biddick Co. vs. C. B. 
& Q. et al. 


COTTONSEED RATES 


Examiner E. H. Kerwin, in No. 20316, East St. Louis Cotton 
Oil Company vs. Illinois Central et al. and a sub-number, Same 
vs. Mobile & Ohio, has recommended that the Commission find 
unreasonable the rates on cottonseed, carloads, from points in 
Mississippi, Tennessee and Kentucky to East St. Louis, IIl., to 
the extent they exceeded, exceed or may exceed rates based 
on 90 per cent of the single-line rates under the scale pre- 
scribed in Oklahoma Corporation Commission vs. A. & &S., 98 
I. C. C. 183, order rates on that basis and award reparation. 
He said that in establishing rates the carriers should eliminate 
fractions of less than half a cent. He said the finding should 
be without prejudice to the application of rates that might be 
found reasonable for the future in No. 17000, part 8, Hoch- 
Smith cottonseed. 


W. B. T AND 8. SECURITIES 


(Continued from page 932) 

hearing an exhibit consisting of a file of correspondence had with 
the president and with the chairman of the executive committee 
of the Kansas City Southern Railway Company was introduced, to 
show that the applicant has been unable to effect satisfactory ar- 
rangements for the use of existing rail and terminal facilities in the 
Beaumont-Port Arthur district and at Port Arthur. It is now 
planned to continue construction of the proposed extensions by build- 
ing that part of the Port Arthur extension between Elizabeth and 
Port Arthur, including the belt line at Beaumont. The proposed 
securities are to be issued to provide funds for the construction now 
in contemplation and other purposes hereinafter enumerated, includ- 
ing readjustment of the applicant’s present financial structure. 





The Commission said the applicant proposed to sell the 
bonds to George M. Foreman & Co., investment bankers and 
brokers, of Chicago, Ill., pursuant to the terms of an agreement 
between R. C. Duff, president of the applicant, and the bankers, 
whereby the latter were to purchase the bonds at 89 per cent 
of par and accrued interest. As an inducement to the bankers 
to purchase the bonds, said the report, Mr. Duff would transfer 
to them $800,000, par value, of the applicant’s capital stock. 
The sale is contingent on a report and audit of the applicant’s 
affairs being satisfactory in all respects to the bankers, and 
upon the general market conditions being such that in the opin- 
ion of the bankers the bonds can be advantageously marketed, 
according to the report. In conclusion, the Commission said: 


Support is shown for the issue of securities to the amount of 
approximately $3,901,550, or $3,000,000 of bonds and $901,500 of capital 
stock, provided the applicant will use $31,000 of the proceeds of the 
bond for additions, betterments and extensions in addition to the 
amounts shown to have been expended for those purposes. Stock 
and bonds in the amounts indicated should be issued only on condition 
that of the $220,000 reserved under the proposed third supplement to 
reimburse the treasury for additions, betterments, and extensions, 
there shall be expended for such purposes $31,000 in addition to the 
amounts shown as heretofore expended, and on further condition 
that no part of the $31,000, or of the $78,000 to be set aside for the 
purchase of equipment, or of the surplus funds, now estimated at 
$127,403, to be used for preliminary work on the extension between 
Grayburg and Livingston shall be expended until the applicant has 
submitted for our approval statements and supporting data as re- 
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quired by our order of February 19, 1927, relative to applications for 
authority to issue securities, showing the purpose for which such 
funds are to be used. 

Modified as indicated above, the purposes and uses of the proposed 
issue and the proceeds thereof will be as follows: The stock, together 
with $200,000 of the proceeds of the proposed bonds, will be used to 
retire the outstanding conditional-interest bonds and to discharge 
the applicant’s obligations to deliver to R. C. Duff $780,000 of such 
bonds as authorized by our order of August 28, 1923, supra; the re- 
maining proceeds of the bonds will be used (1) to pay and retire 
$60,000, face amount, of equipment-trust notes, with interest thereon 
to date of payment, not less than $68,450, (2) to provide funds for 
additions, betterments, and extensions, including preliminary work 
on the proposed extensions, and to reimburse the treasury on account 
of such expenditures, $220,000; (3) to provide working capital $100,000; 
(4) to provide one-fourth of the cost of additional equipment $78,000; 
and (5) to provide funds for constructing the extension between 
Port Arthur and Elizabeth, including interest during construction, and 
for preliminary work on the extension from Grayburg to Livingston 
$2,003,550. 


CONNELLSVILLE EXTENSION 


The Baltimore & Ohio, in Finance No. 6229, in which the 
Commission authorized the Pittsburgh & West Virginia to con- 
struct the socalled Connellsville extension in Pennsylvania, 
has asked that the proceeding be reopened, that reargument be 
had before all the members of the Commission and that the 
present petition be acted upon by all the members of the Com- 
mission. It makes a point of the fact that the original petitions 
for reconsideration were not granted because of a tie vote. 
The petitioner also says that, as to the beginning of construc- 
tion work by the P. & W. Va., “such work as has been done by 
the applicant is colorable merely, and that there has been no 
real commencement of construction and that none is intended.” 


FINANCE APPLICATIONS. 


Finance No. 7167. St. Louis-San Francisco Railway Co. asks 
authority to issue and pledge $8,000,000 of consolidated mortgage bonds 
as security, from time to time, for short term notes. 

Finance No. 7169. Joint petition of Sullivan Telephone Co., Inc., 
and Livingston Manor Telephone Co., for approval of acquisition by 
— of properties of latter in Catskill mountain section of New 
york. 

Finance No. 7165. The North Pennsylvania Railroad Co. asks 
authority to extend the time for payment of $408,000 of 4 per cent 
gold funding bonds, maturing November 1, 1928, to November 1, 1978. 

Finance No. 7165. Sub. No. 1. The Reading Co. asks authority 
to guarantee the payment of the principal and interest, at the rate of 
4 per cent per annum, on the bonds referred to in No. 7165. 

Finance No. 7166. Tennga Railroad Co. asks authority to acquire 
and operate a logging railroad now owned and operated by the Cona- 
sauga River Lumber Co., extending from Conasauga to Taylors, Tenn., 
and to extend the line to Chable’s Mills, Tenn., a total of approxi- 
mately 11 miles. 

Finance No. 3176. Supplemental application of Mississippi Central 
Railroad Co. asking that original order authorizing issue of $600,000 
of notes be amended so as to reduce that amount to $550,000, the 
amount actually issued. 

Finance No. 7170. Fresno Interurban Railway Co. asks authority 
to issue a debenture bond in the sum of $350,000 to the Atchison, 
Topeka & Santa Fe Railway Co. 

Finance No. 7171. Missouri Pacific Railroad Co. asks authority 
to cause to be authenticated and delivered $35,750,000 of 5 per cent 
first and refunding mortgage gold bonds, series G, to sell $25,000,000 
of the bonds at 96% and accrued interest to Kuhn, Loeb & Co., and 
to pledge and repledge the remaining $10,750,000 of bonds. 

Finance No. 7172. Missouri Pacific Railroad Co. asks authority to 
cause to be authenticated and delivered, from time to time, and to 
pledge and repledge $10,000,000 of 5 per cent first and refunding 
mortgage 5 per cent gold bonds, series G. 

Finance No. 7115. Amended application of Yreka Railroad Co. 
asking authority to issue $120,000 instead of $200,000 of bonds. 





UNCONTESTED FINANCE CASES 


Report, certificate and order in F. D. No. 7083, (1) authorizing the 
Southern Pacific Co. to construct a line of railroad in Fresno county, 
Calif., from Kerman to Biola, a distance of 6.06 miles; and (2) deny- 
ing request for permission to retain excess earnings, approved. 

Report and certificate in F. D. No. 7067, authorizing the Pere 
Marquette Railway Co. to abandon a branch line of railroad in Sagi- 
naw and Bay counties, Mich., extending from a connection with the 
applicant’s line from Saginaw to Bay City at station 309 plus 95.5, 
to a point called Wat Cheer Mine, a distance of 3.7 miles, approved. 

Report and certificate in F. D. No. 7080, authorizing the Fort Worth 
& Denver South Plains Railway Company to construct an extension 
of its line of railroad in Floyd county, Texas (a distance of 1.37 miles 
within the corporate limits of Lockney, Floyd county, Texas) approved. 

Report and certificate in F. D. No. 7104, authorizing the acquisi- 
tion by the Mountain States Telephone & Telegraph Co. of the prop- 
erties of the Burns Telephone Co., approved. 

Report and order in F. D. No. 7125, authorizing the Naples, Sea- 
board & Gulf Railway Co. to issue $104,000, principal amount, of first 
mortgage 6 per cent gold bonds, series A, to be delivered to the Sea- 
board Air Line Railway Co. in repayment of advances made for con- 
struction and for additions and betterments, approved. 

Report, certificate and order in F. D. No. 6969, authorizing the 
Alabama & Western Florida R. R. Co. to operate lines of railroad 
in Washington and Bay counties, Fla., approved. 

Report and certificate in F. D. No. 7112, authorizing the Erie 
R. R. Co. to operate under a trackage agreement over a part of the 
railroad of the Lehigh Valley R. R. Co. in the city of Rochester, 
Monroe County, N. Y., approved. 

Report and order in F. D. No. 7143, authorizing the Buffalo North- 
western R. R. Co. to issue one registered general mortgage 6 per cent 
gold bond, series B, for $202,000, said bond to be delivered to the 
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Atchison, Topeka & Santa Fe Ry. Co. in exchange for and to refund 
matured bonds in a like amount, approved. : 

Report and order in F. D. No. 7134, authorizing W. H. Bremner, 
receiver of the Minenapolis & St. Louis R. R. Co., to issue $500,000 
or receiver’s certificates to extend or renew certificates of like prin- 
cipal amount maturing in October and November, 1928, approved. 

Report and certificate in F. D. No. 7117, authorizing the acquisi- 
tion by the Mountain States Telephone & Telegraph Co. of the prop- 
erties of the Artesia-Plains Telephone Co., approved. 

Report and order in F. D. No. 7142, authorizing the acquisition 
by the Reading Co. of control of the railroad of the Port Reading 
R. R. Co. under an operating contract, approved. 

Report and certificate in F. D. No. 7040, authorizing the McCloud 
River R. R. Co. to operate in interstate and foreign commerce an 
extension of its line of railroad in Siskiyou county, Calif. (extending 
from Slagger Creek to Pondosa, a distance of 7.81 miles), approved. 


COMMISSION ORDERS 


No. 18176 (and Subs. 1 and 2), Peters-Duncan, Ltd., et al. 
vs. Delaware, Maryland & Virginia et al. Defendants’ petition 
for rehearing and for further hearing or reconsideration in 
connection with No. 18650, Peninsula Produce Exchange vs. 
Pennsylvania et al., denied, in view of action of division 2, in 
reopening these cases for reconsideration. 

No. 17741, E. Morgan & Brother vs. Illinois Central et al. 
Complainant’s petition for reconsideration of action of Com- 
mission in denying its original petition for rehearing or recon- 
sideration, denied. 

No. 17422, H. B. Smith Co. vs. New Haven et al. Defend- 
ants’ petition for reopening this case in so far as it involves 
rates for future, for rehearing, taking of further evidence and 
argument, denied. 

I. and S. No. 2907, granite, stone and marble, carloads, in 
New England territory. Protestants’ petition for reargument 
before division 2 or before entire Commission denied. 

No. 9702, Memphis-Southwestern Investigation. The said 
proceeding and the applications covered by supplemental fourth 
section order No. 7542, heretofore entered therein on May 8, 
1923, as since amended from time to time, in so far as they 
relate to rates on classes and commodities except grain and 
grain products, between interior Mississippi Valley territory 
not including Mississippi River crossings, on the one hand, and 
other points included in said proceedings, on the other, via 
routes operating west of the Mississippi River are reopened for 
further hearing solely upon the question of fourth section relief; 
meanwhile said orders shall remain in effect. 

No. 19968, Burdick Mercantile Co. vs. Gulf, Colorado & 
Santa Fe et al. Defendants’ petition for postponement of effec- 
tive date of order, for consolidation with No. 17000, part 7, or 
for argument before entire Commission, and complainants’ peti- 
tion for rehearing and modification of order, denied. 

No. 18054, Manufacturers’ Foundry Co. vs. New Haven et al. 
Defendants’ petition for reopening the above cases, in so far as 
it involves rates for future, for rehearing, the taking of further 
evidence and argument, denied. , 

No. 16653, Richmond Radiator Co. vs. New Haven. Defend- 
ant’s petition for reopening this proceeding, in so far as it in- 
volves rates for future, for rehearing, the taking of further 
evidence and argument, denied. 

No. 19613, Federated Metals Corp. vs. Southern et al. 
fendants’ petition for reconsideration denied. 

No. 18176 (and Subs. 1 and 2), Peters-Duncan, Limited, et al. 
vs. Delaware, Maryland & Virginia et al. Proceeding reopened 
for reconsideration. 


No. 15026, Oklahoma Millers’ League vs. Alabama & Vicks- 
burg et al. Yukon Mill & Grain Co. permitted to intervene. 

No. 21080, Sub. 4, Andrew County Oil Co. et al. vs. Abilene 
& Southern et al. National Refining Co. permitted to intervene. 

No. 21235, Oshkosh Traffic Association et al. vs. Great 
Northern et al. Farley and Loetscher Manufacturing Co.; Carr, 
Ryder & Adams Co.; Curtis Bros. & Co.; Huttig Manufacturing 
Co.; and Roach and Musser Co. permitted to intervene. 


No. 16406, Sub. 1, Chilean Nitrate of Soda Educational 
Bureau et al. vs. Boston & Albany et al. Swift & Co. permitted 
to intervene. 


No. 20806, Frank R. Gooding et al. vs. Oregon Short Line 
et al. Public Service Commission of State of Wyoming per- 
mitted to intervene. 

No. 21303, Southern Agricultural Chemical Corp. vs. Central 
of Georgia et al. General Chemical Co. permitted to intervene. 

No. 21115, Skelly Oil Co. vs. Santa Fe et al. Sinclair 
Refining Co. permitted to intervene. 

No. 21283, The Corn Exchange of Buffalo et al. vs. Baltimore 
& Ohio et al. Flory Milling Co., Ind. permitted to intervene. 

No. 21080 (Sub. 3), Allton Automobile Co. et al. vs. Abilene 
& Southern et al, National Refining Co. permitted to intervene. 

No. 9971, National Pole Co. vs. Santa Fe et al., and I. & S. 
No. 2785, cedar poles and piling from North Pacific states to 
destination east of Rocky Mountains. Carriers’ petition for re- 
argument denied. ; 

Valuation No. 1080, Western Union Telegraph Co. Western 
Union Telegraph Co. has been directed to file with the Com- 
mission within 30 days an amendment to its protest which will 
state more fully and in detail its protest for inclusion of an 
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amount for “other values and elements of value, including going 
concern value.” 

Finance No. 4966, Abandonment of Eastern Kentucky, Pro. 
ceeding reopened and assigned for further hearing at a tin, 
and place to be fixed. 

Finance No. 5009, Construction of line by Rock Island. Ti, 
time within which Rock Island may complete construction of 
its proposed line from Liberal, Kan., to Oklahoma-Texas gta, 
line has been extended to December 31, 1929. 

Finance No. 4661, Bonds of Detroit, Toledo & Ironton. Thy 
first ordering paragraph of order of April 1, 1925, has beg 
modified so that the principal amount of first-mortgage 50-yea, 
5 per cent gold bonds therein authorized shall not exces; 
$1,000,000. 

No. 21306, Champion Coated Paper Co. et al. vs. Alabama 
Great Southern et al., and 21355, Supreme Lodge of the World 
Loyal Order of Moose vs. Burlington et al. West Virginia Pyl 
& Paper Co. permitted to intervene. 

No. 21354, Chamber of Commerce, Hastings, Neb., et al, ys 
Chicago & North Western et al. Beatrice Creamery Co. per. 
mitted to intervene. 

No. 21332, Advance Bag & Paper Co., Inc., et al. vs. Balti. 
more & Ohio et al. Board of Railroad Commissioners of State 
of South Dakota permitted to intervene. 

No. 20912, Illinois Coal Traffic Bureau vs. Alton & Easter 
et al. Midwest Coal Traffic Bureau permitted to intervene. 

No. 21303, Sub. 1, Southern Agricultural Chemical Corp, 
vs. Southern et al. General Chemical Co. permitted to ip. 
tervene. 

No. 21218, Leonard, Crosset & Riley, Inc., et al. vs. Akron, 
Canton & Youngstown et al. Greater Grand Forks Traffic As. 
sociation; O. J. Barnes Co.; J. J. Kelley; Farmers’ Co-Opera-. 
tive Marketing Association; Red River Potato Co.; R. L. Doug. 
las Co.; Holden Brothers; Ole A. Flaat; Cavalier Milling Co,; 
Stanley Ganssle; and Dean-Osking Co. permitted to intervene. 

Finance No. 7050, acquisition and construction of line by 
Chicago, Rock Island & Gulf. The time prescribed in said cer. 
tificate within which Chicago, Rock Island & Gulf may complete 
construction of line of railroad therein authorized has been 
extended to December 31, 1929. 

No. 21080 (Sub. 2), Bradfield Oil and Supply Co. -et al. vs. 
Abilene & Southern et al. E. H. Milton, Samuel Milton and 
Harry E. Milton, co-partners, trading as E. H. Milton and Sons 
and as the Milton Oil Co., permitted to intervene. 

No. 21206 (Sub. 1), Wichita Chamber of Commerce, Wichita, 
Kan., et al. vs. Santa Fe et al. Alton Box Board and Paper Co. 
permitted to intervene. 

No. 21210, Bay Chemical Co., Inc., vs. Atlantic Coast Line 
et al. General Chemical Co. permitted to intervene. 

No. 20926, Cherokee Mills et al. vs. Louisville & Nashville 
et al. The Morton Salt Co. permitted to intervene. 

No. 21491, Cayuga Rock Salt Co. et al. vs. Akron, Canton 
& Youngstown et al. West Virginia Pulp and Paper Co. per- 
mitted to intervene. 


PETITIONS FOR REHEARING, ETC. 


I. and S. No. 3136, class and commodity rates via Baltimore 
& Carolina Steamship Co. of Baltimore City. Baltimore & Caro- 
lina Steamship Co. of Baltimore City, respondent herein, renews 
motion made at hearing in this proceeding that Commission 
vacate its order of suspension dated July 30, 1928, and supple- 
mental orders 1 and 2 thereto, requesting that said motion be 
assigned for argument at earliest practicable date before division 
2, of the Commission, to which this proceeding is assigned. 

No. 11203, Standard Paint Co. et al. vs. Director-General, 
Alabama & Vicksburg et al., and No. 13869, Certain-teed Prod- 
ucts Corp. vs. Southern et al. Southern carriers ask for rehear- 
ing with respect to rates to points within Virginia. 

No. 18364, Georgia Public Service Commissionn vs. Atlantic 
Coast Line. Railroad Commission, state of Florida, asks for 
postponement of effective date of order prescribing intrastate 
rates on logs over Atlantic Coast Line in Florida. 

No. 18844, Aluminum Co. of America vs. Santa Fe et al. 
Complainant asks for reconsideration. 

No. 11703, intrastate rates within state of Illinois. Dempsey 
Fuel Co. et al. asks for rehearing, reargument and modification 
of order of Commission therein. 

Nos. 13569, 15397, and others grouped therewith, Southeast- 
ern Sugar Investigation. Complainants ask for reopening, modi- 
fication of findings and entering of an order requiring establish- 
ment of intrastate rates in states of North Carolina, South 
Carolina and Florida in,harmony with interstate rates prescribed 
herein. 

No. 20079, Newport Rolling Mill Co. vs. Santa Fe et al.; 
No. 18690, American Zinc Products Co. vs. Frisco et al.; No. 
19072, Chapman-Price Steel Co. vs. Santa Fe et al. Southwest- 
ern lines ask for rehearing and postponement of effective date 
of order. 

No. 2595, and related cases, meats and packing-house prod- 
ucts to, from, and between southwestern and western trunk line 
points. Southwestern lines, respondents herein, and parties to 
fourth section order 9742, meats and packing-house products, 
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to, from, and between southwestern and western trunk line 
points, ask for further postponement of 90 days of effective 
date of existing orders, from December 3, 1928, to March 3, 1929. 
No. 20011, Marshall-Jackson Co. vs. Atlantic Coast Line. 
pefendant, Atlantic Coast Line, asks for reconsideration. 

No. 18151, California White & Sugar Pine Manufacturers’ 
Association VS. Santa Fe et al. Complainant asks for rehearing, 
reconsideration and argument before entire Commission. 

No. 17117, Hudson & Thompson et al. vs. New Iberia & 
Northern et al. Complainants ask for an order directing pay- 
ment of reparation. 

No. 17407, American Lumber and Export Co. et al. vs. Ala- 
pama & Vicksburg et al. Complainants ask for reopening of 
his case. 

. No. 14760, Parkersburg Rig & Reel Co. vs. Rock Island et 
al, and cases grouped therewith. Complainant asks for fur- 
ther hearing in matter of rates for future. 

No. 18608, Albert Weiblen Marble & Granite Co. vs. Illinois 
Central et al. Complainant asks division 3 of the Commission 
to grant a reconsideration of sole question of increasing the 
award of reparation to a rate less than 42 cents per 100 pounds 
from Phenix, Mo., to New Orleans, La. 

No. 20521, Kieckhefer Container Co. vs. Pennsylvania et al. 
Defendants ask for reopening, in so far as it involves the estab- 
lishment of reasonable rates for the future, for rehearing, the 
taking of further evidence, and argument therein. 


SUSPENDED TARIFFS 


In I. and S. No. 3184, the Commission has suspended from 
October 20 until May 20 schedules as published in the following 
tariffs: Atchison, Topeka & Santa Fe supplement No. 3 to 
I. Cc. C. No. 10578; supplement No. 1 to I. C. C. No. 10680. The 
suspended schedules propose to revise rules governing the bed- 
ding of cars for live stock shipments in the southwest in such 
manner as to provide varying charges for this service, depend- 
ent upon the amount of material requested by shippers, resulting 
in increases. 

In I. and S. No. 3186, the Commission has suspended from 
October 20 until May 20 schedules as published in supplements 
Nos. 32 and 33 to Missouri Pacific tariff, I. C. C. No. A-6818. 
The suspended schedules propose to increase the arbitraries 
on cotton concentrated at Little Rock, Ark., which vary accord- 
ing to the point of origin and the final destination of the ship- 
ment. The following arbitraries applicable on traffic destined 
to Boston, Mass., are illustrative: 


RATES IN CENTS PER 100 POUNDS ON COTTON 


From Present Proposed 
Scns 566k 6 eeuisle's used anaes Geeweeuune 5 8 
CS Rn as os aa ie ada nee wae eee Ns Sasa ark abe 10 15 
I NS oki snk bakes teducah acon ed ocekdennnud 15 22 


In I. and S. No. 3188, the Commission has suspended from 
October 25 until May 25 schedules in supplements Nos. 17 and 
19 to Speiden’s I. C. C. No. 1178, and other tariffs issued by 
Emerson and Johanson. The suspended schedules propose to 
increase the rates on petroleum and petroleum products, car- 
loads, from Natchez and Vicksburg, Miss., and Gulf ports, both 
locally and when from southwestern points, to Ohio River cross- 
ings, East St. Louis, Ill., and many Kentucky points. The fol- 
lowing increases are illustrative, rates in cents per 100 pounds 
on petroleum, carloads: 


_From New Orleans, La., to Hawesville, Ky., present 34, proposed 
11.5; Morehead, Ky., present 44, proposed 49.5. 


NEW ENGLAND COAL RATES 


New England carriers have decided to make an effort to 
settle questions about rates on coal from New England ports 
to the interior, involved in I. and S. 3112, Docket 21075, com- 
plaint of the Boston Chamber of Commerce, and other formal 
docket cases, by presenting a new structure of rates. At their 
request New England traffic managers met them in Commis- 
sioner Farrell’s office Oct. 25 to make the formal tender of 
settlement by negotiation. W. H. Day, for the Boston Chamber 
of Commerce; Francis J. Dowd, for the Associated Industries of 
Massachusetts; C. L. Whittemore, for New England paper in- 
terests, and John J. Hickey, for Connecticut shippers, agreed 
to a postponement of the adjourned hearing in that matter, set 
for October 29 to November 14, so as to permit the carriers 
to submit their proposition. If the effort fails the hearing will 
be resumed November 14. 


EASTERN LIVE STOCK CASES 


The federal court, convened at Cincinnati in the suit of the 
carriers involved in No. 16746, Independent Slaughterers’ Traffic 
Association et al. vs. New York Central et al., and cases joined 
with it, known as the eastern live stock cases, has refused to 
stay the order of the Commission requiring the publication of 
reduced rates on live stock not later than November 1. The 
railroads asked for a stay on the theory that the ordered rates 
would take their property without due process of law. Hearing 
on the merits will be had at Columbus November 10. 
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The Commission, in No. 16746, Independent Slaughterers’ 
Traffic Association et al. vs. New York Central et al., and the 
cases joined with it, the whole constituting the eastern livestock 
case, has modified its orders of July 14, September 7, October 13 
and October 15, so as to permit the establishment of the rates 
therein prescribed, on or before November 1, on not less than 
three days’ notice. : 

This modification gives the tariff framers and publishers 
more time in which to do their work and enables them, if they 
can get their tasks completed, to obey the order without danger 
of incurring penalties for failure to give the longer notice orig- 
inally required. 


WESTERN RATE ADVANCE 


The Chamber of Commerce of Grand Island, Neb., in answer 
to the petition of western carriers for vacation or amendment 
of outstanding orders and for authority to amend tariffs by 
blanket supplements so as to facilitate applications for increased 
rates, protests against granting of the petition. The chamber 
asks that the carriers be called upon to state in definite and 
clear language the amount of increases they are asking for and 
the manner in which they intend to apply the increases; that 
blanket increases be denied; and that the advances shall be 
docketed for discussion with the shippers prior to the issuance 
of tariffs and that all tariffs containing advances affected by the 
orders listed in the carriers’ petition shall when filed with the 
Commission be subject to protest and suspension procedure. 

The United States Gypsum Co., in its answer, asks that 
the carriers’ petition be denied. It says the carriers have 
assigned no good reason for vacating orders affecting plaster 
and gypsum products rates. 


SOUTHWESTERN CLASS RATES 


The Trafic World Washington Bureau 


The Commission has announced its program for hearings in 
I. and S. No. 3130, in so far as it involves rates on pipe and 
related articles, and in No. 13535, Consolidated Southwestern 
Cases, on the like commodities, before Examiner Taylor. The 
hearings in the suspension case are original ones and those 
in the formal docket cases are on further hearing for which 
purpose the pipe part of the cases, composing what is commonly 
designated as No. 13535, have been reopened. The assignment 
notice in respect of the suspension case follows: 


I. & S. 3130, Consolidated Southwestern Cases (portion involving 
rates on pipe, riveted, steel or wrought iron; pipe, cast iron (including 
cast-iron pipe with prepared joints consisting of lead, jute, and iron 
wedges inserted in bell or large end, securely held in place by wood 
blocks and not projecting beyond end of pipe); pipe, steel or wrought 
iron, welded or seamless; connections, couplings, and fittings, pipe, 
iron or steel, not plated, or iron or steel body, not plated; fencing, 
poultry netting, wire fence stays, fence stretchers, woven wire fencing 
and wire fence, and gates, in straight or mixed carloads with one 
another or with iron and steel articles named in commodity descrip- 
tion 24 of Appendix 10 to the Consolidated Southwestern Cases, supra; 
and wire rope, is assigned for hearing December 5, 1928, at ten 
o’clock a. m. (standard time), at the Hotel Baker, Dallas, Tex.; and 
December 12, 1928, ten o’clock a. m. (standard time), at the Hotel 
Chase, St. Louis, Mo., before Examiner Taylor. 


The notice in the formal case is as follows: 


Dockets Nos. 13535, 14880, 14416, 15463 and I. & S. dockets Nos. 
2097 and 2271, as reopened by order of March 6, 1928, respecting law- 
ful rates on: Pipe, riveted, steel or wrought iron; pipe, cast iron 
(including cast-iron pipe with prepared joints consisting of lead, jute, 
and iron wedges inserted in bell or large end, securely held in place 
by wood blocks and not projecting beyond end of pipe); pipe, steel 
or wrought iron, welded or seamless; connections, couplings, and fit- 
tings, pipe, iron or steel, not plated, or iron or steel body, not plated; 
wire rope, and as reopened by further order of June 21, 1928, respect- 
ing lawful rates on: Articles of iron or steel, namely, poultry netting, 
fence stretchers, wire fence stays, woven-wire fencing and wire fence, 
and gates, in straight or mixed carloads with one another or with iron 
and steel articles named in commodity description 24 of Appendix 10 
to the Consolidated Southwestern Cases, 123 I. C. C. 203, from and 
to points embraced in the respective proceedings are assigned for 
further hearing December 5, 1928, ten o’clock a. m., standard time, 
at the Baker hotel, Dallas, Tex., and December 12, 1928, ten o’clock 
a. m., standard time, at the Hotel Chase, St. Louis, Mo., before Ex- 
aminer Taylor. 

The above entitled proceedings also embrace No. 14416, Little Rock 
Board of Commerce vs. Abilene & Southern et al., No. 14880, Dallas 
Chamber of Commerce et al. vs. Aberdeen & Rockfish et al., No. 15463, 
St. Louis Chamber of Commerce et al. vs. Aberdeen & Rockfish et al. 


The Parkersburg Rig & Reel Co., in No. 13535 and related 
cases, has petitioned for rehearing in respect of rates on oil- 
well supplies and rig irons, carloads. It avers that the Com- 
mission prescribed rates therein on oil well supplies and rig 
irons that are excessive and unreasonable. 

The Merchants’ and Manufacturers’ Traffic Bureau of Mus- 
kogee, Okla., in a petition in No. 13535, Consolidated Southwest- 
ern Cases et al., asks that the Commission clarify its findings 
and orders of April 5, 1927, 123 I. C. C. 203, and March 6, 1928, 
139 I. C. C. 535, by an order definitely and specifically exempting 
and excluding the following commodities in carloads from the 
provisions of said findings and orders: Window glass, rough 
rolled glass, polished wire glass, lamp chimneys, lantern globes, 
glass globes, feldspar, fluorspar, soda ash, salt cake and cullet. 

F. A. Leland, as agent for the southwestern lines, has asked 
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the approval of the Commission, under finding No. 27, in the 
Consolidated Southwestern Cases, to establish rates on pre- 
miums shipped with various commodities on the basis of 110 
per cent on the premiums and goods combined, as a substitute 
for the mixing rule in western classification. Carriers in Illinois 
Freight Association, Central Freight Association, Trunk Line, 
New England and Southeastern freight territories objected to 
his establishing rates on the basis mentioned to and from points 
as to which they have word of authority. 

In his argument Mr. Leland said that it was necessary to 
ask for approval for the basis he said was in effect prior to 
the decision in the Consolidated Southwestern Cases because 
it did not bring forward the exceptions to the classification rules 
pertaining to such mixed shipments. Under the mixing rule 
the rate on the highest rated commodity in the mixture would 
apply to the whole shipment. The Leland desire is to have 110 
per cent of the rate on the commodity applied on that part of 
the carload which contains premiums mixed with the goods, 
while the remainder of the shipment, not mixed with premiums, 
would take the rate applicable on the commodity unmixed with 
anything else. 

In another application Mr. Leland asks for approval, under 
finding No. 27, to establish column No. 35 rates on wood pre- 
servatives, liquid, having a petroleum base. Under the classi- 
fication they would take column 40 rates. The application says 
that the southwestern lines, in publishing tariffs in compliance 
with the decision, filed schedules applying column No. 40 rates 
on creosote, and canceling the commodity rates theretofore 
applicable on creosote. The schedules, however, were sus- 
pended in I. and S. No. 3130, the omnibus suspension case grow- 
ing out of the Consolidated Southwestern Cases, leaving the 
creosote commodity rates in effect. Creosote and the sort of 
wood preservatives mentioned are competitors. 

F. A. Leland, chairman of the Southwestern Freight Bureau, 
has petitioned the Commission for a further modification of 
finding 27, page 405, of the report in No. 13535, “to include in 
all instances where the rates and charges as prescribed and 
published have been or may be reduced by observing trans- 
continetal rates where lower than the rates published to points 
in Missouri, Kansas, Arkansas, Oklahoma, Louisiana (west of 
the Mississippi River) and Texas.” 


BERRY EXPRESS SERVICE 


In exceptions to the proposed report of Director W. P. Bartel 
and Examiner W. R. Brennan in No. 18187, transportation of 
strawberries in carload lots from Florida, Georgia, North Caro- 
lina, South Carolina, Virginia and Alabama to points in Official 
Classification territory, the Louisville & Nashville said that, to 
consider, even for a moment, the establishment of a train 
schedule to take care of the movement of one car a day from 
any one of the hundreds of origins on its line to any one of 
the thousands of destinations in Official territory appeared to 
it as an absurd undertaking. It was speaking about express 
train service on strawberries from points in Alabama on its 
line, about 300 miles long, to destinations in Central and Trunk 
Line territories. It said that when strawberries matured in 
Alabama eastern markets were engrossed by berries from Caro- 
lina territory. 

Itesaid that if express service were established and Alabama 
shippers shipped relatively as many strawberries as did Louisi- 
ana producers, there would be a movement equal to one carload 
a day. It was in connection with that possible shipment that 
it made the remark about establishing a train schedule as an 
absurdity. The carrier said it now accorded Alabama shippers 
of strawberries express train service at freight charges. It 
alleged that the commission merchants, the buyers of berries, 
were not heard at all, so it was not certain that even if the 
service were established there would be a market for the ber- 
ries. It said that an order requiring the establishment of 
express service would necessitate the purchase of considerable 
new equipment by it and the operation of two additional trains 
to carry the berries on fewer than three days from southern 
Alabama and that on no day would there be as much as eight 
or ten cars from northern Alabama. 


The Pennsylvania and its system lines involved in this case 
make a general acceptance of the exceptions filed by other car- 
riers, but devote themselves to the question of law as to 
whether there is any obligation on the part of the connecting, 
intermediate or final carriers to equip themselves witH any 
portion of the express refrigerator cars and to furnish them for 
the handling, in express refrigerator carload service, of straw- 
berries from Florida, the Carolinas and Alabama and dewberries 
from the Carolinas, to destinations in Official territory. Their 
thought is that the duty of furnishing equipment rests upon the 
initiating lines. They point out that only in the part of the law 
relating to the distribution of coal cars is there any language 
indicating that a carrier is required to furnish cars for traffic 
originating off its line or lines. They ask the Commission to 
find that the present freight service is adequate. They say 
that in any order the Commission may issue there should be 


THE TRAFFIC WORLD 





Vol. XLII, No, 17 





no direction against the connecting, intermediate or fina] ca; 
riers, to share in the supply of cars. 

The Norfolk Southern asserts that the findings propose 
are too broad and should not apply to the Norfolk Souther, 
Therefore it asks that proposed findings in the report applicabj. 
to it should be rejected. 

The Atlantic Coast Line, Seaboard Air Line, Richmong 
Fredericksburg & Potomac and the Pennsylvania, in their ey. 
ceptions to the proposed report in No. 18187, say the examiners 
are in error in failing to set forth correctly the attitude og 
either shippers or receivers in respect to the adequacy of the 
present service or the demand or need for an express refrige. 
rator carload service; that the examiners err in assuming q 
failure of the berry industry in Florida and North Carolina to 
grow and develop successfully, and in attributing this failure 
to the lack of an express refrigerator carload service; that the 
examiners are in error in assuming that with an express 
refrigerator carload service the market delivery schedule fron 
North Carolina to New York City could be made one day earlier 
by a twenty-four hours shortening of the running time, and 
that the examiners are in error in failing to find that the ex. 
pense of establishing and maintaining an express refrigerator 
carload service overbalances any actual demand or need for 
this new and additional service. 

These carriers say that the report ought not to be ac. 
cepted and adopted as the basis of a final decision by the 
Commission. They contend, in effect, that it has not been 
demonstrated that the proposed new service is necessary, and 
that the transportation facilities now available meet the situ. 
ation. In the circumstances, they contend, the Commission 
should find that the expense to the respondents of establishing 
and maintaining an express refrigerator carload service over. 
balances the extent of any actual need or demand for such 
service from either Florida or North Carolina, and that ex- 
penditures of that sort would not be compatible with the pro- 
visions of section 15a, paragraph 2. 


CONSOLIDATED SOUTHWESTERN RATES 


Shipper and carrier representatives of the interests involved 
in the further hearing in docket 13535, Consolidated Southwest- 
ern Cases, reopened with respect to class and commodity rates 
between Chicago, Kenosha, Racine and Milwaukee, Wis., Zion, 
Ill., Wisconsin and the upper peninsula of Michigan, on the one 
hand, and southwestern territory, on the other, met with Ex- 
aminer Fuller at Chicago October 22, in accordance with the 
understanding had at the time of the hearing September 18. 

They stipulated into the record the results of meetings held 
between the shippers and carriers at Chicago October 17 and 
18, with reference to groupings on the traffic, and further dis- 
cussed the issues involved. Many of the points in controversy 
were ironed out. 

As to rates to and from points in the southwest on and west 
of the line of the Kansas City Southern, it was agreed that 
Milwaukee-Zion, Ill., and intermediate points, might properly 
take the same rates as Chicago. As to rates to southwestern 
territory east of the line of the Kansas City Southern, it was 
agreed that the rates from the Milwaukee-Zion points, on the one 
hand, and from Chicago, on the other, should be fixed with 
regard to the differential system applicable on traffic with the 
Mississippi Valley and the southeast, on the one hand, and to 
the rates prescribed to the southwestern territory west of the 
line of the Kansas City Southern, on the other. A sub-com- 
mittee of interested carrier and shipper representatives was 
appointed to work out the details. 

The parties were not able to agree as to the measure of 
the rates to apply from Chicago-Milwaukee to the territory on 
and west of the line of the Kansas City Southern. Representa- 
tives of the Chicago interests expressed themselves, as far as this 
proceeding is concerned, as willing to go along with the Milwaukee 
and intermediate interests in maintaining a parity to that terri- 
tory, provided the present rates from Chicago were not increased 
and without prejudice to their interests in any future proceeding. 
It was generally agreed that the level of the rates in this con- 
nection should fit in with the general structure in the territory, 
and another sub-committee was appointed to work out a de- 
scription of the adjustment desired, including a showing as to 
the extent to which it departed from the full southwestern scale 
as extended. 

The representatives of points in Wisconsin outside of the 
territory intermediate between Chicago and Milwaukee and in 
the upper peninsula of Michigan expressed the view that their 
rates could be agreed on after the measure of the rates had 
been set at Chicago and Milwaukee. 

A further hearing was set for December 4, at Chicago, be- 
fore Examiner Fuller. 


DESTRUCTION OF RECORDS 


The Commission has entered an order in the matter of regu- 
lations to govern the destruction of records of steam roads, 
amending items 3 (b) and 4 (b) of paragraph 20 with respect to 
permanent preservation of capital stock and bond records. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West snag = Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(District Court, S. D., Illinois, S. D.) Corporation act Ill. 
(Smith-Hurd Rev. St. 1927, c. 32), sec. 105, taxing profit cor- 
porations on basis of proportion of issued capital stock repre- 
sented by business transacted and property located in state, 
does not, when applied to interstate railroad, unduly burden 
interstate commerce, in violation of commerce clause (Const., 
art. 1, sec. 8, cl. 3).—St. Louis Southwestern Ry. Co. vs. Em- 
merson, Secretary of State of Illinois, 27 Fed. Rep. (2d) 1005. 

Corporation act Ill. (Smith-Hurd Rev. St. 1927, c. 32), sec. 107, 
imposing franchise tax on corporation having no property in state 
and transacting no business there, ranging from $10 on cor- 
porations having issued capital stock of $50,000 or less to $1,000 
maximum on corporations having issued capital stock over 
$20,000,000, held not void as discriminatory or violative of com- 
merce clause of Const., art. 1, sec. 8, cl. 3, or due process clause 
of Fourteenth Amendment, as applied to railroad corporation 
having large amount of capital, of which very small proportion 
was invested in state and which was required to pay such maxi- 
mum tax under corporation act Ill. (Smith-Hurd Rev. St. 1927, 
c. 32), sec. 105, which imposes license tax on corporations based 
on business transacted and property located in state, but pro- 
vides that amount of such tax shall not be less than that re- 
quired of corporations taxable under section 107 (Smith-Hurd 
Rev. St. 1927, c. 32).—District Court, M. D., Alabama, N. D., at 
Montgomery. 

Defendant may test constitutionality of penal statute in any 
criminal proceeding which may be instituted, whether in state 
or federal court.—St. Louis-San Francisco Ry. Co. vs. Alabama 
Public Service Commission et al., 27 Fed. Rep. (2d) 893. 

Alabama Public Service Commission held to have jurisdic- 
tion of question of continuance or discontinuance of trains on 
portion of line of railroad between stations in Alabama and 
Mississippi, under Code Ala. 1923, secs. 9713, 9730, 9731, requiring 
approval by commission of abandonment of service by trans- 
portation companies, notwithstanding commerce clause (Const. 
U. S., art. 1, sec. 8, cl. 3).—Ibid. 

Railroad, which discontinued train service on part of line 
running between stations in different states, was required to 
apply to state Public Service Commission, under Code Ala. 1923, 
sec. 9713, and, on failure to comply with such statute, requiring 
approval of the commission, was not entitled to secure a pre- 
liminary injunction in federal court, or an adjudication that 
continuance of such service would unduly burden interstate 
tommerce, in view of secs. 9730, 9731, 5350, 5399.—Ibid. 

Usefulness of public service commissions should not be 
unduly hampered or interfered with, except where unlawful 
power is exercised, or sound discretioon abused by unreasonable 
and unjust rulings.—Ibid. 

Code Ala. 1923, sec. 9713, requiring permit from Public Serv- 
ice Commission before abandonment by transportation company 
of any portion of its public service, is within state’s police power. 
—Ibid. 

(Court of Appeals of Ohio, Hamilton County.) Consignor 
of goods is primarily liable for payment of freight as party 
making contract.—C. L. Hills Co. vs. Louisville & N. R. Co., 
162 N. E.. Rep. 761. 

Consignee cannot accept delivery of interstate shipment of 
goods without incurring liability for carrier’s lawful charges, 
known or unknown, supposed to be prepaid or otherwise, no 
matter what consignee’s actual relation to shipper is.—Ibid. 

In suit by railroad to recover balance due for freight and 
demurrage charges on interstate shipment, defendant, not named 
as consignee in original bill of lading, but possessing bill of 
lading which gave control of shipment, was liable for charges, 
if by its conduct it exercised acts of dominion over shipment 
consistent only with idea of its acceptance.—Ibid. 

Evidence that defendant possessing original bill of lading, 
though not named as consignee therein, directed carrier to divert 
shipment to another state, and subsequently ordered carrier to 
reconsign shipment to another state, with instructions that all 
charges were to follow, showed exercise of dominion over ship- 
ment consistent only with idea of its acceptance, and hence de- 
fendant was liable for freight and demurrage charges to rail- 
road.—Ibid. 


FALSE BILLING FINES 
The Commission has been advised that the Universal Car- 


loading and Distributing Co., in the federal court for the dis- 


trict of Massachusetts has made a plea of nolo contendere and 
paid a fine of $5,000 on an indictment accusing it of false billing 


THE TRAFFIC WORLD 












937 





commodities in the course of its business. The offenses, ac- 
cording to the indictment, were committed in 1925 and 1926. 
In some of the instances where incorrect billing was alleged 
the forwarding company, according to the Commission’s record, 
sent out corrected billing and paid the difference in rates. 
At the same time William E. Howe, described as the manager 
of the Boston, Mass., branch of the company at the time the 
offenses were committted, pleaded guilty to an indictment of 
similar character and paid a fine of $1,000. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





oo 
LOSS OF OR INJURY TO GOODS 


(Superior Court of Delaware, Sussex.) Under Cummins 
amendment to interstate commerce act (49 USCA, sec. 20; 
U. S. Comp. St., sec. 8604a), it is not essential that express 
receipt limiting carrier’s liability to 50 cents per pound in con- 
sideration of lower rate be signed by shipper, to be binding on 
him or on consignee; but his acceptance of the receipt is an 
assent to its terms, which is binding, notwithstanding recital 
therein that, if shipper desires to release value to not exceeding 
50 cents per pound actual weight for any shipment in excess 
of 100 pounds, he may do so by inserting therein statement to 
that effect, such recital being merely explanatory, and not 
exclusive, nor constituting part of contract.—Windsor vs. Amer- 
ican Ry. Exp. Co., 143 Atl. Rep. 37. 

Under Cummins amendment to interstate commerce act 
(49 USCA, sec. 20; U. S. Comp. St., sec. 8604a), classification 
and tariffs declared by Interstate Commerce Commission com- 
pose part of contract of carriage.—lIbid. 

Any variation from schedules and rates prescribed by Inter- 
state Commerce Commission under Cummins amendment to 
interstate commerce act (49 USCA, sec. 20; U. S. Comp. St., 
sec. 8604a) is unlawful, even though intended by the contract 
of carriage.—Ibid. 

(Supreme Court of Oklahoma.) ‘Everyone who offers to 
the public to carry persons, property or messages is a common 
carrier of whatever he thus offers to carry.” Section 4877, 
Cc. O. S. 1921. And the fact that no contractual relationship 
exists between the carrier and the party alleging the status of 
defendant to be that of a common carrier has no bearing on 
the question of whether or not defendant was, in fact, a com- 
mon carrier; the test being whether or not defendant is en- 
gaged in the character of business which the statute defines 
to be that of a common carrier.—Turner Okl. Co. vs. Yellow 
Cab & Baggage Co., 269 Pac. Rep. 1082. 

Where an unknown party, representing himself to be the 
agent of P, orders merchandise from T, stating that he will 
send for the shipment; and T thereupon prepares the ship- 
ment and addresses it to P, and thereafter an unknown party 
calls Y, a common carrier, and requests it to call at the place 
of business of T and get a package addressed to P, and deliver 
it to an address other than that of P, and the agent of Y calls 
for said package, receipts therefor upon an invoice showing 
P to be the consignee, and delivers said package to the ad- 
dress directed by the unknown person, without attempting to 
make delivery to P, the consignee, or to ascertain if the party 
receiving the merchandise is, in fact, P, the consignee, held, 
that it was the duty of the carrier, Y, to make delivery to P, 
the consignee, and, upon its failure to do so, it became liable 
to T, the consignor and owner of the property, for the value 
therefor.—Ibid. 

(Supreme Court of Arkansas.) A carrier is not liable for 
loss caused solely by act of God.—St. Louis-San Francisco Ry. 
Co. vs. Ozark White Lime Co., 9 S. W. Rep. (2d) 17. 

A flood unprecedented constitutes an “act of God,” so as 
to relieve carrier from liability for loss caused thereby.—Ibid. 

In order for a carrier to be excused from his liability as 
insurer by reason of destruction of goods by an act of God, the 
act of God must be the sole and proximate cause of injury, and, 
where damage is occasioned by concurring force of carrier’s 
negligence, carrier is still liable if its negligence is one of the 
proximate causes of injury.—lIbid. 

Flood covering railroad sidetrack, which was situated three 
or four feet lower than main line tracks, caused by gradual 
and continuous floods, held not as matter of law such con- 
tingency that railroad could not have foreseen and anticipated 
it by exercise of ordinary care, so as to relieve it from liability 
for resulting loss on theory that it constituted an act of God.— 
Ibid. 

Evidence in action against railroad for loss of carload of 
lime held sufficient to establish that such lime was property of 
consignor, so as to authorize right of action for loss.—lIbid. 

In action against railroad for loss resulting from destruction 
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of car of lime by reason of flood while situated on sidetrack 
lower than main track adjacent thereto, testimony to effect 
that loss would not have occurred if car had been on main line 
held admissible to show railroad by slight effort and diligence 
could have moved car to main line and saved it from destruc- 
tion.—Ibid. 





Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 





(Circuit Court of Appeals, Second Circuit.) Single decision 
of Court of Appeals of Argentine, that runs counter to universal 
maritime law, will not be accepted as authoritative as to law 
of Argentine, nor as binding on other courts, where such decision 
is not given binding effect as precedent in Argentine.—Yone 
Suzuki et al. vs. Central Argentine Ry., Limited, et al., 27 Fed. 
Rep. (2d) 795. 

Cesser clause in charter party, providing that charterer’s 
liability shall terminate as soon as cargo is loaded and freight 
paid, and giving vessel lien on cargo for freight, demurrage, and 
all sums becoming due under contract of affreightment, is a 
personal exemption in favor of charterer, and is not incorporated 
by reference in bill of lading, so as to inure to benefit of indorsee 
thereof.—Ibid. 

Where charter parties providing for carriage of coal to Buenos 
Aires were executed, bills of lading were issued, and all other 
transactions in respect thereto, including passing of title, took 
place in United States, charter parties being on standard Wash- 
ington coal form, reciting that the freighting was subject to 
terms and exemptions of Harter act (46 USCA, secs. 190-195), 
that general average was to be settled according to New Antwerp 
Rules of 1890, and as to matters not therein provided for ac- 
cording to the law of New York, charters and bills of lading 
were American contracts, and Argentine law did not apply 
thereto.—Ibid. 

Consignee, accepting delivery of cargo under bill of lading 
incorporating terms of charter party, giving vessel a lien on 
cargo for demurrage in all sums which may become due vessel 
under contracts of affreightment, held liable to shipowner for 
any demurrage occurring at discharging port, unless it was occa- 
sioned by shipowner’s fault or covered by some exception in 
bill of lading.—lIbid. 

Provision of charter party, expressly incorporated by ref- 
erence into bill of lading, imposing liens on cargo for demur- 
rage in all sums which may become due steamer under contract 
of affreightment, held to make consignee liable for demurrage 
incurred at loading port.—Ibid. 


Under charter party providing for carriage of coal to Buenos 
Aires or as near thereunto as steamer may safely get and always 
lie afloat, lay days for discharging to commence 24 hours after 
arrival at or off discharging port, whether steamer is in berth 
or not, held; that ship arrived “at or off port’ when it reached 
the roads, and lay days began 24 hours thereafter, notwith- 
standing roads ‘were 20 miles from basins and docks; “port” 
ordinarily being place where port authorities are exercising 
jurisdiction.—Ibid. 


Even if charter party made “readiness to discharge,” and 
not arrival “at or off” the port, the test of the beginning of lay 
days for discharging cargo, those days would begin when the 
vessel arrived at port, and not when she arrived at or just off 
her berth.—Ibid. 


Where vessel was so delayed in discharging coal cargo that 
she feared loss of another charter, and accordingly arranged to 
pay consignee for 93 tons of coal still undischarged, so that she 
could sail, held, that this transaction did not involve steamship 
owner’s release of all claims against consignee, including de- 
murrage claims.—Ibid. 


Under charter party requiring cargo to be taken from along- 
side vessel as quickly as vessel can deliver, but in no case at 
less than 1,000 tons daily, not providing for any allowance in 
ascertaining demurrage for time lost in discharging on account 
of strikes, held that running of lay days was not postponed by 
strike of stevedores and longshoremen, affecting only portion 
of the discharging area of the port, notwithstanding general 
provision excepting strikes, where delay was due to consignee 
sending vessel to dock where strike prevailed; “demurrage” 
being extended freight.—Ibid. 

Charter party providing that cargo shall be taken from 
alongside of vessel by consignee at port of discharge as quickly 
as steamer can deliver, but in no case at less than 1,000 tons 
per running day, held to require consignee to take not less 
than 1,000 tons daily.—Ibid. 

As respects consignee’s liability for demurrage under bill 
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of lading, burden of proving what delay, if any, was due to fay; 
of vessel held on consignee.—Ibid. 

Where a merchant has undertaken to discharge ship withj, 
a fixed number of days, he is liable in demurrage for any delay 
of the ship beyond that period, unless such delay is attributable 
to fault of shipowner, or those for whom he is responsible, ang 
risk of delay from causes for which neither of the contracting 
parties is responsible is with the merchant.—Ibid. 

Under charter party providing that cargo shall be received 
alongside steamer, where she can discharge safely afloat Within 
reach of her tackles, and that expenses of wharfage and lighter. 
age shall be the expenses of her cargo, held, that shipowners 
were entitled to recover from consignee expenses reasonably ip. 
curred, including lighterage and demurrage of lighter stevedores 
expenses in discharge from lighter to docks, extra expenses of 
overtime stevedoring on Sundays and holidays, expense of shore 
cranes and shore capstans at night, and other extra expenses of 
discharging at night and at meal hours, to the extent that such 
expenses were not more than demurrage saved, irrespective of 
+ ea breach of contract existed when they were incurred— 

Clause in charter party that cargo is to be taken by con. 
signee as quickly as steamer can deliver, but in no case at less 
than 1,000 tons per “running day,” held not to require steamer 
to discharge continuously day and night.—Ibid. 

Cesser clause in charter party, providing that charterer’s 
liability shall terminate as soon as cargo is loaded and freight 
paid, and giving steamer lien on cargo for freight, demurrage, 
and all sums becoming due under contract of affreightment, re. 
lieved charterer from all obligations to shipowners for demur- 
rage sustained at loading port after bills of lading were signed, 
but not from its liability therefor incurred before bills of lading 
were signed, and consignee’s liability for such loading demur- 
rage was secondary to charter’s liability therefor.—Ibid. 

Where stockholders divided corporation’s quick assets and 
incorporated another corporation for purpose of succeeding to 
good will of old company, liability of new corporation on obli- 
gations of old one must depend on extent of value, if any, of 
property transferred to it from old corporation.—Ibid. 

Where assets of corporate charterer, impleaded under 
Admiralty Rule 56 (see title 28, sec. 723), in shipowner’s suit 
for demurrage and expenses in discharging cargo, had been 
transferred to another corporation, admiralty court had no juris. 
diction to reach and apply such assets to shipowner’s claim in 
eI with method ordinarily afforded only by creditors’ 

Charterer’s agreement to ship coal to consignee in vessels 
sailing 10 days apart, and to deliver coal on land, held non- 
maritime, and could not be enforced in admiralty, either directly 
or by remedy over under Admiralty Rule 56 (see title 28, sec. 
723).—Ibid. 

(District Court, E. D., New York.) Failure of charterer of 
scow for use in New York harbor to observe Weather Bureau’s 
storm warnings held not a fault, rendering it responsible for 
sinking of scow, as it is not the custom of navigators on Hud- 
son River to observe such warnings.—Schoonmaker-Conners Co., 
Inc., vs. New York Trap Rock Corporation, The James G. Shaw, 
27 Fed. Rep. (2d) 988. 

Refusal of consignee’s engineer to reduce load on scow along- 
side consignee’s exposed dock after wind rose, especially when 
requested by captain, was a fault rendering charterer responsi- 
ble for resulting sinking of scow.—lIbid. 

Charterer of scow for use in transporting stone from its 
quarries to points within insurance limits of New York harbor 
became liable for damages sustained by its sinking while using 
it in transporting stone to exposed dock outside such limits, 
though without negligence on part of charterer or those to whom 
it intrusted scow.—Ibid. 

While the master has no lien on the ship for his wages, he 
has a lien on the freight.—The Else, 27 Fed. Rep. (2d) 935. 

(District Court, D., Maryland.) Even though master of ves- 
sel had actual knowledge of use of open flame lamps by steve- 
dores loading vessel with pitch, which lamps were source of 
ignition of pitch’ dust explosion, held, that it was not duty of 
master to protest against use of such lamps, which was with 
apparent sanction and approval of stevedoring company, whom 
master had right to assume were fully competent in what they 
were doing.—The Richelieu, Cornec, vs. Baltimore & O. R. Co., 
27 Fed. Rep. 960. 

(District Court, E. D., New York.) The proper tests to be 
applied to tops of double bottom tanks, in order to determine 
seaworthiness of ship, are either pneumatic, hydraulic or steam. 
—The Mongolian Prince, 27 Fed. Rep. (2d) 985. 

Ship should be carefully inspected before each voyage, and, 
in case there is any indication of anything wrong, a proper test 
should be made, though it is not necessary that as thorough 
a test be made before the commencement of each voyage as 
that customarily made every four years.—Ibid. 

In action to recover damage caused by sea water to carpet 
wool during shipment, claimant held not to have sustained bur- 
den of showing that due diligence was exercised to make ship 
seaworthy before and at beginning of voyage.—Ibid. 
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0 fay} 
In case of doubt as to seaworthiness of vessel, that doubt 


must be resolved against the owner of the vessel and in favor 
of shipper.—Ibid. 

Heavy weather encountered by steamship, which was not 
catastrophic, though retarding speed and causing her to strain 
and pound, held not a “peril of the sea,” excepted in bill of 
lading aed incorporating English carriage of goods by sea 
act, 1924.—-Ibid. 
id (District Court, S. D., Texas, Houston Division.) Stowage 
on deck of shipment on a clean bill of lading amounts to a 
“deviation,” unless custom of port so to ship is established.— 
The Southlands, 27 Fed. Rep. (2d) 1010. 

Steamship company’s payment of shipper’s claim for amount 
of deck-stowed lumber, converted by ship’s agent at destination, 
held not to constitute an “accord and satisfaction,” as respects 
claim for lumber jettisoned or washed overboard during storm. 


—Ibid. 
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ive of Where shipper had been paid by its cargo underwriters for 
Tred,— lumber jettisoned or washed overboard in storm, it had no- 
authority to settle claim therefor against ship, so as to consti- 
Y cCon- tute an accord and satisfaction, as respects underwriter’s right 
At legs of subrogation.—Ibid. 
eamer Where there was a deviation as respects lumber shipment 
on a clean bill of lading, because lumber was stowed on deck, 
terer’s effect thereof was to abrogate contract of carriage, and deprive 
reight ship of benefit of any of restrictive clauses, including clause giving 
Trage, ship benefit of cargo insurance, and shipper was therefore not 
nt, re. precluded from recovering, for benefit of insurers from carrier, 
emur- for loss of lumber jettisoned or washed overboard, amount of 
igned, loss covered by insurance which underwriters had paid.—Ibid. 
ading (District Court, N. D., California, S. D.) Where bill of lading 
emur- permitted deck stowage, ship was not liable for damage to cork 
board, resulting from contact with sea water, on theory of 
| and improper stowage, because of fact that it was stowed on deck 
ya after being crated and dunnaged.—The Carriso, 27 Fed. Rep. (2d) 
obli- 1015. 
y, of Clause in bill of lading permitting deck stowage held valid 
under the Harter act, as not being expressly barred by terms 
nder of statute and in accord with old maritime rule permitting cargo 
beeen to be carried on deck with consent of shipper.—Ibid. 
een RSs REE 
uris. ADMIRALTY LITIGATION 
a mm In the division of the Department of Justice having charge 
Ors of admiralty matters, it is recorded that in the fiscal year ended 
June 30, 1928, there were suits filed, under the admiralty act 
Sels of March 9, 1920, against the government, to the number of 790, 
10n- involving a total of approximately $12,600,000. The number 
ctly of admiralty claims relating to the merchant vessels, prosecuted 
EC, by the United States or the Fleet Corporation, totaled 233, 
involving approximately $12,000,000. On July 1, 1928, the num- 
of ber of similar admiralty cases pending against the government 
us was 691, involving $11,600,000. The number then pending on 
for behalf of the United States or the Fleet Corporation numbered 
ud. 211, involving $7,515,000; in the fiscal year 85 cases, involving 
0., $7,077,000, were adjusted without trial. The number of cases 
Ww, filed by the United States or the Fleet Corporation in the fiscal 
. year totaled 78, involving $2,173,000. 





SUPREME COURT ACTION 


Based on statements as to jurisdiction filed in the lake 
is cargo coal cases, the Supreme Court of the United States, 
Tr October 22, said that probable jurisdiction had been shown in 
g No. 355, United States and Interstate Commerce Commission 
3, vs. Anchor Coal Co.; No. 356, Barton Coal Co. vs. Anchor Coal 
n Co.; No. 357, Pittsburgh Operators’ Lake Rate Committee vs. 

Anchor Coal Co., and No. 358, Baltimore & Ohio vs. Anchor Coal 
e Co., all appeals from the decision of the federal court for the 
southern district of West Virginia enjoining the order of the 
F Commission requiring canacellation of the 20-cent lake cargo 
; : coal cut by the lines serving the southern fields. The effect 
of this ruling is that the court will review the decision of the 
lower court. 

The court advanced and assigned for argument No. 305, 

United States vs. Fruit Growers’ Express Co., involving alleged 
false statements or entries as to icing, December 3, after the 
case heretofore assigned for that day. 

In No. 407, Commissioner of Internal Revenue vs. Old Colony 

Railroad, a tax case, the court granted a petition for a writ of 
certiorari. 

Petitions for writs of certiorari were denied in the following 

personal injury cases: 


No. 327. D. A. Stapleton, petitioner, vs. Reading Co., from Cir- 
cuit Court of Appeals, third circuit. 


No. Malissie B. Dawson, administratrix, petitioner, vs. 
Reading Co., from Supreme Court of Pennsylvania. 
No. 339. Chesapeake & Ohio, petitioner, vs. John Waid, from 





of Appeals, fourth circuit. 
: St. Louis Merchants’ Bridge Terminal Railway, 
tioner, vs. William Van Loon, from Supreme Court of Missouri. 
No. 37 Wabash, petitioner, vs. J. E. Westover, from Supreme 
Court of Missouri. 
No. 383. Chicago, Indianapolis & Louisville, petitioner, vs. A. H. 
Stierwalt, from Appellate Court of, Indiana. 


Circuit Court 
No. 368. peti- 
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Petitions for writs of certiorari were also denied in the 
following cases: 


Nos. 336 and 337. United States Shipping Board vs. Smith and the 
Catz Shipping Co., a deviation case involving the West Aleta, a 
Shipping Board vessel, from the Circuit Court of Appeals, second 


circuit. 

No. 360. Missouri ex rel Missouri Pacific vs. Danuser, a tax case, 
from the Supreme Court of Missouri. 

No. 404. W. R. Grace & Co. vs. New Orleans & South American 


Steamship Co., an action involving recovery of freight money from 
the Grace company alleged to have been due under certain bills of 
lading and involving marine insurance question, from Circuit Court 
of Appeals, second circuit. 

o. 417. Glenn Stineman vs. Peninsula State Steamship Cor- 
poration, a seaman’s wage case, from the Circuit Court of Appeals, 
fourth circuit. 

No. 28. Jackson & Eastern Ry. Co. vs. W. W. Burns et al., a 
tax case, from the Supreme Court of Mississippi. 

No. 468. Mobile & Ohio vs. Illinois Fuel Co., a coal contract case, 
from the Supreme Court of Missouri. 


OVERSEAS FREIGHT RATES 


The Traffic World New York Bureau 


Freight rates in the full cargo markets have strengthened 
materially in the last few days and, in several instances, have 
reached new high levels for the year. The outlook is for further 
advances. The sudden rise of the last week is due to the fact 
that many shippers who have been holding back in hope of a 
decline decided that théir position was precarious, with fhe 
result that they found it necessary to offer higher figures. The 
number of vessels available for full cargoes has been small in 
October, as owners have been able to find employment elsewhere 
and were not forced to make concessions in the north Atlantic. 
The entry of new buying into a market already bare of offerings 
has had the natural result. 

The increase in full cargo rates is largely seasonal and is 
not likely to have any effect on conference tariffs, which cover 
shipments on regular liners. The fact that tramp shipping is 
on a strong basis, however, will assist the regular lines in ad- 
justing problems which now exist on several important trade 
routes. 

The general rise in heavy grain rates in the charter market 
is shown in the current market level, as follows: from Montreal, 
3s 9d to 4s per quarter for November loading to the United King- 
dom, 16% to 17 cents for November to Antwerp-Rotterdam, 
17% to 18 cents for November to Hamburg-Bremen, 20 to 21 
cents for November to the Mediterranean; from Atlantic ports 
December-January loading, 3s 14%4d to 3s 3d to United Kingdom, 
14 cents to Antwerp-Rotterdam, 15 cents to Hamburg-Bremen, 
and 17-17% cents to the Mediterranean; from the gulf for De- 
cember-January loading, 4s to United Kingdom, 17% cents to 
Antwerp-Rotterdam, 184% cents to Hamburg-Bremen, and 20% 
to 21 cents to the Mediterranean. 

The coal and lumber trades are also firm. Coal is quoted 
from Hampton Roads to the River Plate at $3.60 a ton, and to 
West Italy at $2.50. Lumber from the gulf to South America 
seems likely to move up to a $16 basis. 

The following changes in cargo rates by the various confer- 
ences are announced: 


Great Britain and Ireland.—Contract rate of 40 cents per 100 
pounds has been established on asphalted core for steel roofing 
through December 31, 1928. Rate on grain in bulk is open through 
April 30, 1929. This does not include corn flour, cornmeal, dextrine, 
grits, hominy feed, oatmeal (chopped or ground oat groats—not 
rolled or Quaker Oats), pot barley, rye, flour, starch, wheat flour and 
wheat middlings, which are open through December 31, 1928. Con- 
tract rates have also been established on the following: Shoe cement, 
70 cents per 100 pounds, and buffing and polishing compound, in bar- 
rels, 70 cents per 100 pounds. 

Mediterranean.—The following changes have recently been made 
from the gulf to French Mediterranean and north African ports: Ioca 
and petroleum coke, in bags, $8 per ton of 2,240 pounds; pine oil, in 
iron drums, $1.50 per 100 pounds. 

West Coast Italy.—The following changes have recently been 
made from the gulf to ports on the west coast of Italy: Ioca and 
petroleum coke, in bags $8 per ton of 2,240 pounds; tobacco, 60 cents 
per 100 pounds. 

West Indies.—Effective immediately, the following changes in 
ocean rates will be made to Haitian ports: Second hand beer cases, 
30 cents per cubic foot; old newspapers, 50 cents per 100 pounds; 
hominy takes same rate as cereals which is 30 cents per cubic foot 
or 60 cents per 100 pounds, ship’s option. 


Freight Index Higher 

Lloyd’s List shows an advance of 2 per cent in its freight 
index for September over August, 1928, to the point 90.67, due 
mainly to the higher rates paid for coal. The figure is almost 
6 points under the index number for September, 1927, but brings 
up the average for the third quarter of 1928 to 88, as compared 
with 85 for the second quarter of 1928 and 94 for the third or 
comparable quarter of 1927. For the fourth quarter of 1927 the 
index remained unchanged at 94. By grand divisions the index 
table is as follows: 





ID «ss Su ebkneg 4-6 04 040,6:6-06:6.00 04 +5006 0:00 9.50 6064050000 0848 82.12 +2.86 
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SE EE NS 4 5c cde devewn tnd eeeeeccevetbeneeee 93.93 Te$ 
Pacific ANG AUstrAlagWeeoccisccvgse sveccccccccvccsescas 94.26 0.31 
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Analyzing these results Lloyd’s list says: 


Having regard to the fact that in September the transport of 
northern hemisphere grain harvests is expected to occasion heavy 
demands for ‘“‘tramp’’ tonnage, the volume of homeward chartering 
effected last month was disappointingly small. Despite large stocks 
for export in Canada and the United States shippers’ space require- 
ments were rarely sufficient to absorb the daily offerings of ready 
tonnage, and rates for grain cargoes tended to weaken all round. 

In a minor degree the homeward market was relieved by a slight 
improvement in timber freights and in rates on a few other isolated 
routes, but the trend of our index number would have been definitely 
downward had it not been for a substantial compensating rise in 
quotations for outward cargoes of coal—a rise which reflects less 
optimistic views on shipowners’ part regarding early prospects for 
homeward employment. 

The rise recorded by the index figure for European trading was 
due to the general firmness of coal freights both in the home trade 
and for Mediterranean destinations. A fair volume of business in 
ore was transacted, but the complete stagnation of the Danube and 
Black Sea market continued unabated. Rates for timber from Canada 
and the gulf appreciated, and a fair number of vessels were chartered 
for Cuban sugar, but taken as a whole the North American trade 
must be characterized as dull for this month of the year. 

Homeward rates from South America were also lower, the condi- 
tion of the Plate market causing shipowners to hold out for substan- 
tially higher rates on outward coal. Whereas last January the index 
figure for coal cargoes from South Wales to the Plate stood at 79, 
the homeward index (for grain) being then fractionally over 100, today 
the corresponding figures are 99 and 88.5—a remarkable reversal. 


May Advance Atlantic Rates 


It is reported that the Trans-Atlantic-Continental Freight 
Conference will take preliminary steps immediately toward ad- 
justing the north Atlantic rate structure in order that the various 
lines may shortly begin making contracts with shippers for 1929. 

Rates on hundreds of commodities will be studied with the 
view of adjusting them upward to approximately the level they 
enjoyed before being driven downward as a result of the dis- 
astrous rate war which broke out in the New York-Antwerp- 
Rotterdam trades. 

The dispute has been finally settled to the satisfaction of 
all concerned, and it is only a question of a short time before 
the working agreement drawn up between the American 
Diamond, Holland America, Lloyd Royal Belge and Red Star 
lines will become effective. Under this agreement, which is for 
three years, the Shipping Board’s Diamond service will receive 
about one-third of the traffic moving in the Antwerp-Rotterdam 
trades while the remainder will be divided among the three 
foreign lines. 

How serious the Antwerp-Rotterdam dispute had become 
can be seen from the fact that cargoes which ordinarily moved 
via other ports on the Continent were routed via Antwerp and 
Rotterdam because of the low rates prevailing in those trades. 

This naturally affected the earnings of other lines which, 
in many instances, were forced to adjust their rates downward in 
order to hold business. The America, France, Oriole and United 
States Lines, all Shipping Board services, were among those 
hard hit. It was reported that the board had become alarmed 
over the increased losses of the Oriole Line, but it is learned 
in reliable quarters that such is not the case, as the board recog- 
nizes that the Oriole’s poor showing is due to the Antwerp- 
Rotterdam fight. 

Now that this rate war has been settled, talk over the pos- 
sibility of the Shipping Board consolidating its American Di- 
amond, America France, and Yankee lines is revived, inasmuch 
as it is Known that some of the Shipping Board and Merchant 
Fleet Corporation officials favor this move not only because of 
the big economies which would result, but because such a service 
would make it attractive to private interests. 


Although there is a feeling of optimism over the settlement 
of the Antwerp-Rotterdam fight, some shipping men are appre- 
hensive over the possibility of the Hamburg-American and North 
German Lloyd lines balking over the terms of settlement if they 
feel that the agreement as drawn up will affect the ports of 
Hamburg and Rotterdam. 

The German lines are reported to have lost some cargoes 
originating in the Ruhr district to the ports of Amsterdam, 
Antwerp and Rotterdam and are prepared to fight any further 
moves which may affect their positions. They are also reported 
to be uneasy over reports that if the United States and American 
Merchants Lines are or are not sold by the government the latter 
service will be transferred from London to Hamburg. This 
increased competition would naturally reduce the carryings of 
the German lines. 

Rate Wars Settled 


Declaring that the settlement of the trade wars in the New 
York-Calcutta and New York-Antwerp-Rotterdam trades was 
ample evidence that foreign lines recognize that American ships 
were on the ocean to stay, General A. C. Dalton, vice-president 
and general manager of the Merchant Fleet Corporation, said 
steps were now being taken to strengthen the position of Amer- 
ican ships in the Hamburg and Bremen trades. 

Commenting on settlement of the Calcutta dispute, General 
Dalton said: 


Negotiations between the American and foreign lines in the Cal- 
cutta-United States trade has been brought to a successful conclusion, 
and will result in an equitable distribution of the traffic. The Amer- 
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ican Lines are assured of a permanent place in the trade during tp, 
period of the working agreement, which is of three years’ duration 
Only a few minor details remain to be ironed out before the agree. 
ment_ becomes effective. Of the seventy-two sailings out of Calcutta 
the Shipping Board is assured of a minimum of twelve, while the 
Isthmian Line will have six. The remainder will be divided betwee) 
the two British lines, Cunard and Ellerman. 


General Dalton said that the Shipping Board’s India service 
would be greatly strengthened by the Courageous, Triumph 
and Defiance, which will replace three of the present fleet. 
These ships, which are being converted from steam to Diesel. 
electric drive, are expected to be completed shortly. One wil] 
be ready for service next month. 

The Calcutta rate war was precipiated shortly before the first 
of the year by the Roosevelt Line, Shipping Board operator, 
when its demands for a share in the trade was refused by 
some of the other lines. Rates were slashed from $7.90 to $4 
a ton, but will probably be restored to the former level now 
that peace has been declared. The lines are also in a position 
to begin contracting for 1929. 

F. G. Frieser, traffic expert to the Shipping Board’s Merchant 
Fleet Corporation, and John E. Dockendorf, president of the 
American Diamond Line, will participate in the rate conference 
at Hamburg, at which, it is hoped, a program will be evolved 
that will lead to the stabilization of the present rates from 
central European ports to America. 

Dockendorf was named by the Western Lines (the Red 
Star Line, the Holland-American Line, the American Diamond 
Line and the Royal Belge Line) as their representative at the 
conference. He returned only two weeks ago -from Rotterdam 
and Antwerp, where he negotiated the new rate schedule which 
has since been adopted by the Shipping Board’s Merchant Fleet 
Corporation and the four lines he represents. 

Officials made no effort to minimize the seriousness of the 
trans-Atlantic situation, though they declined to divulge details 
given in the reports. 

Unofficial but authoritative reports from Hamburg stated 
the conference looking toward settlement of the rate war, sched- 
uled to convene there last Monday, was postponed indefinitely 
due to the difference existing among the parties to the 
negotiations. 

These reports represented that bitterness existed among 
the various lines because the negotiations which have been 
pending for some time had failed to bring about harmony in the 
trans-Atlantic trade. 

While Fleet Corporation officials declined to comment for 
publication, they emphatically stated the strife in the Haniburg 
and Bremen trade had “nothing whatever to do with the New 
York-Antwerp-Rotterdam rate war.” 


The United States Lines, advertised for sale by the board . 


with the date for opening bids fixed for November 15, and the 
Yankee Line, are the government services involved in the 
Hamburg and Bremen trade dispute. The American Palmetto 
Line, which the Shipping Board sold to the South Atlantic 
Steamship Co., also is in the troubled area, its vessels operating 
from Savannah to Bremen. Among the other lines in this trade 
are the Hamburg-American, North German Lloyd, Kokusal and 
the Canadian Services, the Country Line, Cairn Line and the 
Canadian Pacific Line. 


German Lines Disturbed 


According to unofficial advices, the reported strained rela- 
tions between the Hamburg-American Line and the North Ger- 
man Lloyd proved an obstacle to restoring harmony ‘in the 
trans-Atlantic. This discord between the two lines, the reports 
said, grew out of the refusal of the North German Lloyd to sell 
to the Hamburg-American its Europa, one of the two new 
46,000-ton liners recently launched. 

Another reason for the dissension was attributed to the 
increased activities of the Shipping Board for obtaining trans- 
Atlantic freight business. 

Rivalry resulting from the general competition was given as 
the principal reason for the disinclination of the parties to the 
negotiations to come to an agreement on freight rates. The 
interested lines have reached an agreement on passenger rates. 

A “gentlemen’s agreement” exists not to quote freight rates 
beyond January 1. 

Hamburg advices are to the effect that competition of 
Dutch ports has reached well into the German interior, with 
both Hamburg and Bremen making a determined effort to gain 
the bulk of the profitable Ruhr business against Antwerp, Am- 
sterdam and Rotterdam. 

Frieser’s mission to turn chaos into harmony in the trans- 
Atlantic service at a time when the principals have walked 
away from the scheduled conference follows efforts of govern- 
ment officials to adjust difficulties over freight rates in the 
Antwerp and Calcutta trades. 


Intercoastal Agreement Deferred 
Although a decision has been reached by the Intercoastal 
Conference, as a result of the recent gathering at Virginia 
Beach, that, if the internal difficulties of the group have not 
been ironed out by November 30, the conference shall be dis- 
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solved, members of the group are more hopeful than ever that 
a settlement will be agreed upon before the end of the month. 
The hopeful factors in the situation may be summed up as 

WSs: 

—— have been given by the steel lines that they 
will observe conference rates, rules and regulations. 

The Ford Motor Company, which has been cited by the 
Shipping Board for alleged violations of the Shipping Act in 
failing to file maximum tariffs on intercoastal traffic with the 
poard, also has given assurances that, effective December 1, 
it will observe conference rates, rules, and regulations. Commit- 
ments have already been niade on traffic moving prior to that 
date. The company has operated as maiy as five vessels in 
this trade, but has withdrawn two for South American service 
and is now maintaining only two in the coast-to-coast service. 

The Transmarine Line has been guaranteed an allocation 
of 2,500 tons of cargo monthly, with not less than one nor more 
than three sailings monthly and has decided to withdraw its 
resignation. 

The Panama Mail Steamship Company, operating a passen- 
ger and cargo service between New York and Los Angeles and 
San Francisco via South and Central American ports, has been 
promised an allocation of 1,500 tons per sailing and apparently 
is certain to become a member of the conference. Five hundred 
tons of this allocation are to be made up of steel products. 

Differences leading to the resignation of the Panama Pacific 
Line are said to have been overcome and it is understood that 
the resignation will be withdrawn. 

The American-Hawaiian and Luckenbach lines are to aban- 
don the practice of absorbing rail rate differentials favoring 
Baltimore and Philadelphia as against the other ports. The 
B. and C. lines also are to abandon the practice of absorption 
which it has been alleged was injuring the business normally 
flowing through the two ports. 

The Nelson Line has received permission to add Philadelphia 
to its ports of call. 

Efforts are now being concentrated on the reorganization 
of the pool on a basis more satisfactory to the B. and C. lines, 
which have been complaining that their share was inadequate. 

There has been no indication as to whether the Argonaut 
and Dimon lines will come into the conference or remain 
outside. 

Pending the outcome of the efforts now under way for reor- 
ganization of the conference, no contracts are being made by 
any of the member lines for the coming year and November 30 
has been fixed as the date for possible dissolution with this 
situation in view. However, as stated, members of the group are 
looking forward to a successful outcome of the negotiations. 

In view of recent suggestions that the itinerary of the Amer- 
ican Merchant Line vessels might be extended to include Ham- 
burg, some apprehension is felt regarding the success of the 
pending negotiations between the Shipping Board and the North 
German Lloyd and Hamburg-American lines at Hamburg. The 
German lines are faced with the possibility of diversion of a 
larger volume of traffic from the Ruhr industrial district through 
Antwerp and Rotterdam and are naturally anxious to avoid 
further inroads on their traffic such as might follow the proposed 
extension of service to either Bremen or Hamburg. 


Both the Hamburg and Antwerp situations are expected to 
be discussed at a meeting of the Trans-Atlantic Freight Confer- 
ence which has been called for October 31. 

Settlement of the Australian port strike on terms satis- 
factory to the shipowners was reported in cable advices from 
Sydney. The situation at Sydney has been better than at any 
of the other major ports during the past week or two. Refusal 
of the stevedores to continue work unless certain demands were 
granted has crippled both overseas and domestic business at the 
ports of the commonwealth. 


The Consul-General of El Salvador in New York advises the 
Merchants’ Association that whenever interested parties desire 
to present certificates of origin covering merchandise consigned 
to El Salvador they must present them for vise to the consulate 
at the same time they do the respective consular invoice. This 
issrequired in order to establish the necessary relations between 
both documents. The fee for the vise of certificates of origin 
is $2. The Consul-General stated that there was no provision 
in the laws of his country.whereby shippers of goods of American 
origin could benefit by using a certificate of origin and that this 
had been put into effect because in a few instances the con- 
signee had requested such certificates from the shipper. 

Congestion at Puerto Colombia due to strike conditions and 
inefficient railroad management is gradually being relieved, 
according to C. H. C. Pearsall, vice-president and general man- 
ager of the Colombian Steamship Company, who has just re- 
turned from a trip through Colombia. It will require about 
thirty days, Mr. Pearsall believes, before normal conditions are 
restored. He reports that he traveled some 8,000 miles, about 
1,500 miles of this being covered by airplane. He also traveled 
down the Magdalena, a distance of 811 kilometers, from La 
Dorado to Barranquilla on the company’s own equipment, which 
consists of barges of the Warrior River type and towboats sim- 
ilar to those used on the Ohio and Mississippi. 
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WORLD SHIPPING DECLINES 


The Traffic World New York Bureau 


World shipbuilding figures for the quarter ended September 
30, made public by Lloyd’s Register of Shipping shows that 
there were only 2,521,342 gross tons of merchant vessels under 
construction as compared with 2,660,462 gross tons for the pre- 
vious quarter, or a falling off of 139,120 tons. The reasons for 
this decrease, which brings world shipbuilding down to its lowest 
level since the end of 1926, can be found in conditions in Great 
Britain and Ireland, where construction declines about 110,000 
tons, while all other countries showed a decline of around 
25,000 tons. 

The returns show that, while Great Britain and Ireland were 
recently building more ships than all other maritime nations 
combined, they are today building only about 43 per cent of 
the total. While the United States made a gain in the last 
quarter of 9,000 tons, its proportion of the world total is only 
2.7 per cent. 

The world total of motor vessels under construction at the 
end of the last quarter was 1,419,602 gross tons, as against 
1,500,544 at the close of the previous quarter. The building of 
vessels of this type now aggregates over 300,000 tons more 
than the total of all other types of ships combined, and motor 
ships now represent 56.3 per cent of all construction, as con- 
trasted with 51.6 per cent at this time last year. In the quarter 
ended June 30 the proportion was 56.4 per cent, so the present 
decline is a slight one. 

More than half of Great Britain and Ireland’s ship construc- 
tion continues to be devoted to other types than motor vessels, 
but in the other countries almost two-thirds of the building, 
representing an excess of over 400,000 gross tons, is of ships 
with internal combusion engines, Lloyd’s points out. 

Construction work now being done in all countries under 
the supervision of Lloyd’s Register, and intended for classifica- 
tion with that society, is shown to aggregate 1,574,413 gross tons. 

While Great Britain and Ireland, Germany, and Holland con- 
tinue to lead the shipbuilding countries of the world in the order 
given, there were some shifts in the ranking of other nations in 
the quarter just ended. France, which was fifth at the end of 
the June quarter, is now fourth, having changed places with 
Italy. Sweden, which had been eighth, is now sixth. Russia has 
dropped from sixth to seventh, and Japan from seventh to 
eighth, while Denmark and the United States remain in ninth 
and tenth places. 

The construction figures for the various countries in the 
last two quarters are shown by Lloyd’s in the following table 
of gross tonnage: 

Sept. 30,1928 June 30, 1928 


Geeet Brtinin aml IHRE. 654 cccccsccevcces 1,089,760 1,202,610 
CT 056: 50:0-6:0:0.0'5 6-4:0.4:6:0:4.0:60646469:00-0494060% 423,375 407,534 
REE. gb6d6-sa60b5064 6050440 e send seReNeNNNees 1,290 173,190 
DE csitacdcees yas icon iedsabeemeaenweseuee 138,362 125,984 
ES idnwhs cA6donceeet Ns eeeedeateseeeerees 132,739 154,111 
CE. cre Ceonse acne wate sateeres hebben tees 110,182 101,700 
EE, pi hb 460 0400440064406000b00b 0040000 80858 108,428 115,298 
ND 5040-500 640.0 6:0 0:06 90440 Oe 65056504 00440 EH 99,257 111,325 
BT, on 6.0 00-0600 eTeevescoseteevecendevesees 64,923 8,403 
ee errr rte e rr Tee 64,572 55,502 


The most significant fact in these figures as seen in some 
quarters is the increase in building by other maritime nations 
that are challenging the pre-eminence of Great Britain. 


OCEAN AGREEMENTS APPROVED 
The following agreements filed in accordance with section 
15 of the shipping act were approved by the Shipping Board 
October 23: 


An agreement of the Kerr Steamship Company, Inc., and Java 
Pacific Line by the terms of which the parties undertake to observe 
mutually agreed freight rates on direct and transhipment cargo trans- 
ported between Pacific coast ports of the United States and ports of 
the Dutch East Indies, and to maintain uniform charges incidental 
to receiving, carrying and delivering such cargo. Any party may with- 
draw from the agreement upon two months’ notice in writing and any 
reputable regular operator of vessels in the trade may become a party 
upon compliance with the terms of the agreement and with the unan- 
imous consent of the other parties, but in no event is admission to 
be denied without just and reasonable cause. 

Bull Insular Line with Compania Transatlantica: Provides for 
through movement of shipments from Spanish ports to Porto Rican 
ports on Spanish line’s local rate to San Juan plus $3.50 per ton, the 
transatlantic carrier to absorb transhipment charges at San Juan. 

New York & Porto Rico S Co. with America France Line: 
Through billing arrangement in respect to traffic between Havre and 
Porto Rico, via New York, the through rates to be based on direct 
lines’ rates and apportioned 3/7ths to transatlantic carrier and 4/7ths 
to Porto Rico Line; cost of transfer to be absorbed by Porto Rican 
Line. 

New York & Porto Rico with Elder Sempster Line: Covers through 
shipments of tobacco from Porto Rico to Can Islands, via New 
York, and provides for apportionment of through rates, which are 
to be based on direct lines’ rates, in the ratio of 3/7th to the Porto 
Rico Line and 4/7ths to Elder Dempster. Transhipment cost to be 
divided equally between fhe carriers. 

New York & Porto Rico with Hamburg-American Line: Through 
billing of and apportionment of earnings on traffic between Hamburg 
and Porto Rico, via New York, the through rates to be based on 
direct lines’ rates and apportioned 3/7th to Hamburg-American Line 


and 4/7th to Porto Rico Line; latter to absorb transhipment cost. 
New York & Porto Rico with Munson §. 8S. Line: Through billing 
arrangement covering shipments of coffee to designated Cuban ports 














from Porto Rico on a combination of local rates plus cost of trans- 
fer at New York. . f 

New York & Porto Rico with Navigazione Libera Triestina: Ar- 
rangement providing for through billing and apportionment of earnings 
on shipments between designated Italian ports and Porto Rico, via 
New York, at direct line rates which are to be apportioned on the 
basis of 3/7ths to the Italian line and 4/7ths to the Porto Rico Line, 
the latter absorbing cost of transfer at New York. 

New York & Porto Rico with Norton, Lilly Line: Covers shipments 
of gunnies on’ through bills of lading from Calcutta to Porto Rico, via 
New York, and apportionment of the through rate on basis of 55 per 
cent to Norton, Lilly and 45 per cent to Porto Rico Line with specified 
minimum proportions to the latter on shipments to Porto Rican main 
ports and outports. Cost of transhipment is to be absorbed by the 
Porto Rico Line out of its proportion. 


FIRST CONSTRUCTION LOAN 


A loan amounting to three-fourths the cost of building four 
passenger-cargo vessels for operation between New York and 
Mediterranean ports was granted the Export Steamship Corpo- 
ration, of New York, by the Shipping Board, October 23. This 
is the first loan to be authorized from the board’s construction 
loan fund in aid of building tonnage for overseas foreign trade 
as provided by the merchant marine act of 1928. 

The loan fund was created by the merchant marine act, 
1920, but the Jones-White act amended the loan provisions to 
increase the amount of such loans from two-thirds to three- 
fourths the cost of vessel construction and to reduce the rate 
of interest on construction for overseas tonnage from 4% per 
cent to the lowest rate of yield of any outstanding government 
obligation. A number of applications for loans are pending. In 
a statement, the board said: 


The Export Steamship Corporation has invited bids for the con- 
struction of the vessels and bids will be opened November 5. The 
ships to be built will be of the shelter deck type, 450 feet in length, 
61 feet 6 inches beam moulded and 42 feet 3 inches in depth to shelter 
deck. They will be of approximately 8,200 gross tons and 9,500 tons 
deadweight on a draft of 27 feet 10 inches. 

The amount of the loan will depend entirely on the cost of build- 
ing the vessels. Each loan will be at a minimum rate of interest 
as provided in the Jones-White law. This means that the Export 
Steamship Corporation will pay interest at the lowest rate of yield 
of any outstanding government obligation, except postal saving bonds, 
and bearing a date of issue subsequent to April 6, 1917. Interest 
payments will be made semi-annually and the principal will be re- 
paid in twenty equal annual installments. No advances from the loan 
will be made until the Export corporation first has expended its por- 
tion of the cost of construction. 

It is specified that the vessels shall have the highest American 
Bureau of Shipping classification and shall be documented under the 
laws of the United States, so long as any amount remains due on 
the loan. If control of the corporation passes into the hands of in- 
dividuals who are not citizens of the United States prior to the time 
the loan is fully repaid, the Shipping Board may declare notes due 
at once. 

The vessels will have accommodations for approximately one hun- 
dred passengers each. The ships will have seven cargo holds, one 
of which will be fitted for refrigerating cargo with space of approxi- 
mately 30,000 cubic feet. The propelling machinery of each vessel will 
consist of one set of triple expansion turbines operating a single pro- 
peller through single reduction gearing. The service speed of the 
vessels in fully loaded condition will be fourteen knots. 


The exact amount of the loan to be made to the Export 
line will not be ascertained until the cost of the vessels is 
determined. Unofficial estimates, however, indicated that the 
loan would total around $4,500,000. 


: SPLIT DELIVERY CASE 


The Witt Cornice Company of Cincinnati, O., and the Troy 
Sunshade Company, of Troy, O., have been permitted by the 
Shipping Board to intervene in No. 45, Associated Jobbers of 
Los Angeles vs. Argonaut Steamship Line et al., the so-called 
split delivery case. In their petitions of intervention, the com- 
panies say: 


That the complainant in the above-entitled complaint attacks the 
practice of respondents with regard to the making of ‘“‘split deliveries’ 
at Pacific coast ports and that the receivers of straight carload ship- 
ments are subjected to unjust, unreasonable and excessive rates and 
charges for the transportation of straight carload shipments; whereas, 
this intervenef makes and is making consolidated shipments which 
are delivered at various Pacific coast ports under the so-called “‘split 
delivery” plan and the abolition of which plan would work an undue 
hardship upon this intervener and thereby cause it to be subjected to 
unreasonable and excessive charges, in violation of section 18 of 
the shipping act. 


The bureau of regulation of the Shipping Board has an- 
nounced that further hearing in No. 45, Associated Jobbers of 
Los Angeles vs. Argonaut Steamship Line et al., will be held at 
45 Broadway, New York City, Room 803, November 7. 

The Oswego Falls Corporation, of Fulton, N. Y., the Crystal 
Tissue Co., of Middletown, O., and the Frank Tea & Spice Co., 
of Cincinnati, O., have been permitted to intervene. In their 
petitions of intervention they oppose abolition of the split de- 
livery practice. 


The Tacoma (Wash.) Chamber of Commerce has been per- 
mitted to intervene in the case. It alleges in its petition that 
the practice of respondents in permitting split deliveries of 
carload shipments at Pacific coast ports at carload rates, as 
alleged in the complaint, results in an undue and unreasonable 
preference and advantage in violation of section 16 of the ship- 
ping act and subjects shippers and receivers of carload ship- 
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ments not split delivered to payment of unjust and unreasop. 
able rates in violation of section 18 of the act. 


PORT ARBITRARY CASE 


Further hearing in No. 46, Everett Chamber of Commerce 
et al. vs. Luckenbach Steamship Co. et al., the port arbitrary 
case filed with the Shipping Board, will be held in Room 803 
45 Broadway, New York City, November 9. 


HARDWOOD LUMBER COMPLAINT 


The Mobile (Ala.) Chamber of Commerce and Business 
League has been permitted by the Shipping Board to intervene 
in No. 51, Foreign Trade Bureau, New Orleans Association of 
—e vs. Bank Line et al. (See Traffic World, Oct. 13, 
p. 830.) 

The Mobile chamber said in its petition of intervention that 
one of the respondents, the Mobile Oceanic Line, Waterman 
Steamship Corporation, was engaged in business at Mobile and 
Gulfport, Miss., and that allegations in the complaint attacked, 
directly or indirectly, the rates, charges, and practices at Mobile, 
Ala., and Gulfport, Miss., which ports competed with New 
Orleans and sub-ports on the lumber traffic referred to in the 
complaint and that any changes at New Orleans or sub-ports 
had a direct effect on the ports of Mobile and Gulfport. 


CERTIFIES SHIPS FOR TAX EXEMPTION 


Acting under section 23 of the merchant marine act, 1920, 
the Shipping Board has certified to the Secretary of the Treas- 
ury the motorships Californian and Missourian and the Malolo 
of the American-Hawaiian Steamship Co., both as to type and 
kind of vessel, as entitling the owners to exemption from in- 
come taxes for the year 1920. 

The amount of taxes determined as waived or exempted un- 
der provisions of the merchant marine act is $3,128,941.08. This 
exemption is certified as proper in view of the fact that the new 
tonnage constructed cost not less than three times the amount 
of the exemption in that it did, in fact, cost the American- 
Hawaiian Steamship Co. a sum exceeding $13,500,000. These 
vessels have the highest classification of the American Bureau 
of Shipping and are documented under the laws of the United 
States. 


BOARD CONSIDERS FOREIGN “THREAT” 


The Shipping Board, after receiving advices October 23 that 
efforts were being made to establish a new foreign shipping 
service between New York and West African ports, in competi- 
tion with the West African Line recently bought from the board 
by the Barber Line, issued the following statement: 


The Shipping Board today gave consideration to the report that 
a plan is in process of placing on the West African route an additional 
line of foreign vessels. 

A careful analysis of this trade discloses that it is already ade- 
quately served by the vessels now in operation on this route. 

The inauguration of a new foreign service, coming immediately 
upon the sale of this line to private American interests, is looked 
upon by the board as a probable attempt to dislodge the American 
flag vessels. 

Since all services established by the Shipping Board are where 
the board has found it necessary to maintain ships in the interest 
of American commerce, this threat promises to create the very situa- 
tion which Congress had in mind when it appropriated ten million 
dollars for the specific purpose of meeting such attempts to drive 
American flag ships out of the trades. 

What action will be taken was not stated. 


It was understood that reports to the board were to the 
effect that A. L. Burbank, formerly vice-president of the Bull 
Steamship Line, had been negotiating with Gunnar Carlson, of 
Sweden, with a view to establishment of the service in question. 


OCEAN RATE SETTLEMENT 


General A. C. Dalton, vice-president and general manager 
of the Merchant Fleet Corporation, commenting on the settle- 
ment of the ocean rate disputes in the Calcutta and Antwerp- 
Rotterdam trades that were effected recently between Shipping 
Board, American and foreign lines, said that it marked recogni- 
tion on the part of the foreign lines for the first time of the 
Stability and permanency of American flag shipping. General 
Dalton indicated that efforts were to be made to bring about 
other agreements for equitable distribution of traffic and stabili- 
zation of rates. 


GOVERNMENT OFFICIALS AND SHIPS 


Government officials and employes, under the merchant 
marine act of 1928, must use American flag ships on return 
trips to the United States, unless satisfactory explanation of 
the necessity for using a foreign vessel is furnished, if they 
wish credit for allowances for trips, according to a ruling by 
Comptroller-General J. R. McCarl. The ruling was made be- 
cause there was doubt as to whether the act applied to return 
trips as well as to trips from the United States. 
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October 27, 1928 


TEXAS ON MILEAGE BASIS 


No more sweeping order was ever issued by the Railroad 
Commission of Texas than that to go into effect November 8, 
wiping out the common point territory of Texas and placing 
the entire state, with the exception of four unimportant short 
lines, on a straight mileage basis. The common point freight 
rate system has been in effect in Texas for more than fifty 
years. In taking the action abolishing the system, the Railroad 
Commission was actuated largely the desire to remove dis- 
crimination of existing intrastate rates against the new inter- 
state rates prescribed by the Interstate Commission in the 
consolidated southwestern cases. To do this the state com- 
mission substantially adopted the interstate mileage scale for 


this state. 
In an explanatory statement, the state commission said: 


We have been reluctant to change from the old to the new plan, 
event though, admittedly, the long mileage scales offer some advan- 
tages, particularly to commerce moving the shorter distances. 

There is considerable doubt and uncertainty as to the net result 
on the commerce of the state and the effect on the business of eseab- 
lished industries, as well as the revenues of the carriers. Only a trial 
can disclose the full effect. But it should be remembered that along 
with the growth and development of the state and transportation 
facilities, population has likewise increased and the necessity for 
long hauls, at least on some commodities, may be greatly reduced. 

The common point system provided for a sliding scale rate reach- 
ing a maximum at varying distances on different commodities, after 
which the maximum rate became a blanket charge for any longer dis- 
tances. Under the strict mileage scale adopted the rate will grad- 
ually increase the entire distance, but will be lower for the shorter 


distances. 


Under®éthe order, four short railway lines are allowed to 
retain their special class and commodity differential rates, 
which means that they can make a small additional charge 
besides the regular rates. These roads are the Jefferson & 
Northwestern Railway, the Pecos Valley, South Railway, the 
Marshall, Elysian Fields & Southeastern Railway, and the Bart- 
lett Western Railway. 

“Existing class rates will continue in force on several com- 
modities on which the new class rates would have been lower 
by operation of one of the commission’s general rules,” it was 
stated. “Among the commodities are cotton, cottonseed, live 
stock, grain and grain products, sand and gravel and petroleum 
products, which were not.directly involved in the hearing. The 
commission found it would be obviously improper to permit 
the previously unthought of effect of a general rule make 
any change in existing intrastate rates.” 

The commission refused to change present intrastate rates 
on bagging and ties, iron and steel articles, vinegar and candy. 
Shippers’ testimony was that well-defined relationships existed 
on these commodities between Texas intrastate and coastwise 
and import rates, and that any attempt now to readjust the 
intrastate rates before final disposition of certain suspended 
coastwise and import rates would work to the disadvantage of 
intrastate movements. Under the new rates, bagging and ties 
could be imported to Texas destinations from New Orleans more 
cheaply than they could be secured from Texas ports. Like- 
wise, vinegar from the east could be brought to Texas points 
at lower freight cost than from a factory at Paris, Tex. 

The commission also declined to cancel “water compelled” 
class scales and special water compelled rates applying for years 
between points on or near the Texas Gulf coast—between Hous- 
ton and Galveston, Houston and Velasco, Beaumont and the 
like. Industries have operated on the existence of such rates, 
and shippers claimed that the request of the carriers for their 
cancellation was inconsistent in view of their recent action in 
seeking low cotton rates to meet motor truck competition to 
Gulf ports. 

In this and several other instances, the commission found 
that rates proposed to be canceled would not make any dis- 
crimination against interstate commerce, being purely local 
adjustments. 

Among other instances, the commission refused to cancel the 
application of San Antonio rates to Duncan Field, Fort Worth 
rates to North Fort Worth and Houston rates to Port Houston. 
It said: 

Less than carload rates on cottonseed for planting, insecticides 
and fungicides will be retained. These scales have been in effect 
many years for assistance to agriculture. 

Special local rate adjustments on per car movements between 
large cities and industrial plant stations near by also will be retained. 

The Commission declined to cancel less than carload rates on live 
stock also. 

Special rates on sugar between points on the Gulf coast will be 
continued with an agreed adjustment as to minimum car weights. 

Mixtures of glass and tin goods, notably chile products and 
tamales, will be allowed. 

The third class rating on less than carload bakery goods was can- 
celled and the rating made second class, despite a treat of bakery 
shippers that they might resort to motor trucks. 

The new scale will apply to eggs. It was accepted by the ship- 
pers, with one exception. They wanted to retain the present 69-cent 
rate to Laredo, but the Commission found no justification for this. 
The scale will mean an increase of cost for egg shipments. 

A material increase was made in rates on carload bottle goods, 
but a rate of 65 cents was allowed to El Paso to meet the Los Angeles 
rate. Otherwise, the Texas rate would have been 94 cents from Three 
Rivers, where a bottling plant which sent a representative to the 
hearing is located. : 
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Intervention of the Texas Steel Company of Fort Worth, the only 
steel manufacturing plant in Texas, failed to gain its desired object. 
George W. Armstrong, president, wanted either a 15-cent rate to Guif 
ports and 20-cent maximum to other Texas points or a melting in 
transit rate. Both were denied, but the Commission did not prescribe 
rates asked by the railroads, pending a later settlement. 


ORDER NOTIFY RULE 


At the hearing before the carriers’ national diversion and 
reconsignment committee at Chicago, October 24—L. T. Wil- 
cox, assistant freight traffic manager, Union Pacific, acting as 
chairman—strenuous objections to changes proposed in order- 
notify rule 16 were presented by H. D. Rhodehouse, on behalf 
of the committee on diversion and reconsignment of the Na- 
tional Industrial Traffic League. The changes proposed, as set 
out in the notice of the carriers’ committee, are as follows: 


Eliminate the words “or other satisfactory assurance given 
carrier” from paragraphs (a) and (b) of order-notify rule 16. 

, —_ the following for present note 4 of order-notify 
rule a 

“Note 4. When the original bill of lading arresting an “order- 
notify” shipment is not available, the shipment may be delivered 
upon receipt by the carrier of— 

“(a) Cash or a certified check for an amount equal to 125 
per cent of the invoice value of the property; or 

“(b) A bond for double the invoice value of the property; or 

“(c) A blanket bond (such individual or blanket bond to be 
satisfactory to the carrier as to surety, amount of form), in 
lieu of the bill of lading. Where a bond (individual or blanket) 
is executed a condition of the same shall be that the bill of lading 
will be obtained and surrendered immediately upon receipt of 
advice by the party executing the same that the bill of lading 
is available. 

“It is not intended the provisions of this note will in any 
way modify application of rule 7 of Consolidated Freight Classi- 
fication No. 5, I. C. C. No. 49, issued by D. T. Lawrence, I. C. C. 
No. 18, issued by R. C. Fyfe, and I. C. C. No. 23, issued by E. H. 
Dulaney, agents, supplements tiereto or reissues thereof. (D. A. 
NDR-415; file No. NDR-47.)” 


Mr. Rhodehouse said his committee was “unalterably op- 
posed” to the change proposed and believed that it was “wholly 
improper.” He said that, in the opinion of his committee, the 
matter of the security to be provided should be left up to the 
individual shipper and the individual railroad. “We want to 
give the railroads proper protection,” he said, “but we think 
they should be left free to deal with the shippers as they see fit.” 

In response to the expression of Mr. Rhodehouse on the 
impropriety of the carriers’ diversion and reconsignment com- 
mittee proposing such action, members of that committee ex- 
plained that it was made on the suggestion of a committee of 
treasury officers of the carriers and was considered as a lib- 
eralization of the existing rules. 

Mr. Rhodehouse replied by saying that he personally knew 
of railroads that would refuse to carry the proposed change, if 
adopted, in their tariffs, and that the shippers did not desire 
the “liberalization.” 


With respect to two other changes in the rules, one having 
to do with rule 8 (a), stopping in transit, and the other to be 
added to the “exceptions” appearing in general diversion and 
reconsignment rules tariffs, Mr. Rhodehouse said his committee 
would recommend approval. 

Certain changes affecting the petroleum industry, presented 
in the carriers’ notice of the hearing as follows, were objected 
to by representatives of the American Petroleum Institute: 


, Spatitate the following as note 3 for present exception 1 to 
rule : 

“Note 3: Petroleum and petroleum products, in tank cars, 
placed for unloading on private sidings at original billed des- 
tination and reforward therefrom within 48 hours from the first 
7:00 a. m, after placement, without being unloaded, to a point 
outside of the switching limits, will be subject to the through 
rate from point of origin over the route of movement to final 
destination, plus the reconsignment charge shown in rule 10, and 
switching or other charges applicable under these rules.” (D. A. 
NDR-457; file NDR-305.) (Portion in bold indicates proposed 
addition to the note.) 

Add the following as note 3 to rule 14: 

“Note 3: Petroleum and its products, in tank cars, placed 
for unloading on private siding at original billed destination and 
reforwarded therefrom within 48 hours from the first 7:00 a, m. 
after placement, without being unloaded to a point outside of the 
switching limits, which involves a back-haul, will be subject to 
the provisions of rule 14 (a).” (D. A. NDR-386; file NDR-258.) 
(Portion in bold indicates proposed addition to the note.) 


Henry Hauseman, traffic manager of the Pure Oil Company, 
Chicago, speaking on behalf of the institute, said no objection 
would be made to adoption of the proposals if the reference 
to a 48-hour limitation was withdrawn. He said that, unlike 
in many industries, reconsignments after placement were very 
rare in connection with shipments of petroleum and its prod- 
ucts and that, when it did happen, it was the result of a “bona 
fide” rejection by the consignee, and almost unifromly resulted 
in heavy loss to the shipper. He called attention to the fact 
that shipments of petroleum and its products were generally 
made in industry owned cars and that any delays in disposition 
following placement resulted either in depriving the shipper of 
the use of the car or of the accumulation of rental, as well as 
demurrage, and that, as commodity rates on petroleum are in 
effect only from a limited number of producing territories, it 
was usually necessary to pay rates materially higher than the 
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The Gateway 
of the Southwest to the 
Trade ‘Routes of the World 


Facts FOR Facts FOR 
Sn1p OPERATORS SHIPPERS 


1 On the OpEN OCEAN l Closest great Pacific 
*(no bar) an “always ~* Port to the Panama 
open” port. Canal. 

The hub of 212 trade 

routes (frequent sail- 

ings to all parts of the 


3 Chamnels and berths world). 
* from 30 to 35 feet at The waterway entrance 
low water. * to a market of two mil- 
lion people. 
One thousand acres of 
*tideland available for 
west coast factory- 
branch sites. 


9 Main channel fairway > a 
* 1000 feet wide. 


4. Adequate turning ba- 
*sins strategically 4, 
located. 


5 Ample protected an- 

* chorage. Three transcontinental 

*railroads direct to 

6 Cheapest bunker port wharves and ware- 
* in the world. houses. 


6 A six-story, reinforced 

* concrete waterside ware- 

house, contains 500,000 
square feet. 


7 Two completely fitted 
* ship building and repair 
yards; 12,000 and 15,- 
000 ton . 

a tae Ideal weather condi- 

8 Perfect climatic con- — tions permit year-’round 
*ditions (out of storm handling of freight in 
and fog belt). ~ 

8 Supparted by Pacific 

Lowest wharfage and Y*Coast’s largest manu- 

dockage rates on the facturing and produce 

Pacific Coast. district. 
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going level on such cars ifthe local rates applied from point 
of reconsignment. He contended that there was no abuse of 
the present rules and that the penalties whieh the industry 
had to meet when reconsignment did occur were sufficiently 
great. 


RICE VIA LAKE CHARLES, LA. 


The Shipping Board hearing in No. 47, Board of Commis- 
sioners of the Lake Charles Harbor and Terminal District vs. 
New York & Porto Rico Steamship Co., scheduled for November 
20, will be held November 26 instead, at Lake Charles, La. 


HEAVY EASTBOUND CARGOES 


Owing to continued heavy eastbound offerings of general 
cargo from the Pacific Coast to Boston, Philadelphia and New 
York, the American-Hawaiian Steamship Company has char- 
tered the S. S. Oakmar from the Calmar Line to assist in moving 
them. The Oakmar sails from San Francisco November 9 and 
gives the company ten sailings for November. 


PARCEL POST REGULATION 

Effective at once, unregistered parcel post packages ad- 
dressed for delivery in northern and southern Rhodesia and 
dispatched via Great Britain and Capetown will be accepted up 
to a weight limit of 11 pounds when prepaid at the postage rate 
of 14 cents a pound or fraction thereof plus a transit charge 
of 40 cents for each pound with respect to those parcels ad- 
dressed for delivery in northern Rhodesia and plus 32 cents a 
pound when destined for delivery in southern Rhodesia, accord- 
ing to W. Irving Glover, second assistant Postmaster-General. 


SHIPS FOR COAL EXPORTS 

Representative Bowman, of West Virginia, has discussed 
with Shipping Board officials the question of putting ships into 
service for the transportation of coal to foreign markets under 
the provisions of the independent offices’ appropriation act 
authorizing the board to spend not more than $1,000,000 for 
making ships available for such service. The Shipping Board 
has directed that three vessels be put into the coal-carrying 
trade. Mr. Bowman believes that expansion of such service will 
aid the coal industry in West Virginia and Pennsylvania. 


WAGE HEARING ENDED 


The hearing before the President’s fact finding commission 
on the wage dispute between the western railroads and their 
conductors and trainmen ended October 22. The last day was 
given over to summing up and argument. Kenneth F. Burgess, 
of the Burlington, and J. Carter Fort, of the Illinois Central, 
represented the railroads. A. F. Whitney, president of the 
Brotherhood of Railroad Trainmen, and E. P. Curtis, president 
of the Order of Railway Conductors, represented the employes. 

The statements of the representatives of the two. sides were, 
in many instances, in direct conflict. The employe representa- 
tives contended that cost of living was on the increase, that the 
wages of the men they represented were lower than those of 
other classes of employes, and that additional responsibilities 
and hazards in connection with increased efficiency of railroad 
operation entitled them to higher pay. Mr. Whitney cited sta- 
tistics compiled by the Department of Agriculture showing that 
food costs, in certain cities, had increased from 2% to 4 per 
cent in September of this year. He said that, at the time the 
firemen’s case was before a board of arbitration, counsel for the 
carriers had said that the firemen were better paid than the 
trainmen and conductors, but that, despite that, they got a 6% 
per cent increase. However, he said, the case on behalf of the 
trainmen and conductors was not based on cost of living, but 
on increased hazard and responsibility. In contradiction of the 
contention of the carrier representatives that the double-header 
rule, which the railroads wish to abolish, was inimical to efficient 
operation, he said that the average train today carries five times 
the load of the average train in 1903, when the double-header 
rule went into effect. As against the statements of carrier 
counsel that the rule was only in effect in the western territory, 
he said that, while the working rules were not as uniform in 
the east and south as in the west, there were a great many cases 
in those territories where agreements similar in effect were in 
operation and that the most drastic of such rules operated in 
southern territory. Further, he said, the railroads seldom 
double-headed in the east for the purpose of increasing train 
tonnage. The objection to elimination of the rule on the part 
of the employes, according to him, was that it would cause acci- 
dents and otherwise work injury to the employes. “Rear-end 
shocks (the result of handling excessively long trains) are 
making nervous wrecks of these employes,” he said. “These 
organizations welcome any changes that increase either pro- 
ductivity or safety.” He held that elimination of the rule in 
question would do neither. In response to the criticism of the 
carrier representatives that their refusal to submit the elimina- 
tion of the rule to arbitration was in violation of the spirit of 
the railway labor act of 1926, he said that it would be just as 
reasonable to expect them to arbitrate the question of whether 
they should have an eight-hour day, and that all the carriers 
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participating in the present dispute had failed to set up board 
of adjustment, as contemplated by that legislation, with certaj, 
classes of their employes. 

According to Mr. Fort, the real reason for the refusal of 
the employes to submit the dispute to a board of arbitration ‘4, 
lack of faith in their case, lack of confidence in their cause, ang 
a consequent unwillingness to submit their demands to digip. 
terested parties.” And, in his opinion, they objected to eliming. 
tion of the double-header rules because it might be the cause 
of eliminating certain crews. As he presented it, the plea of 
increased hazard resulting from handling of long trains wag jp 
the nature of an afterthought. He discussed the testimony 
which had gone in with reference to the level of the earnings 
of the employes, contending that it clearly showed they were 
receiving pay commensurate with that of the same classes jp 
other section of the country and with that received by other 
classes in the west. In addition, he stressed the fact that dif. 
ferent economic conditions prevailed in the west than in the 
east and south; that the western roads were, comparatively, in 
poor financial shape; that a different policy of rate making pre. 
vailed in that territory as the result of the nature of its industry, 
and that cost of living had decreased in recent years materially 
in excess of any reductions that had been made in wages. 

Mr. Burgess largely confined himself to a discussion of the 
broad features and implications of the case. He said the con. 
troversy was far broader than any money that might be involved, 
either directly, so far as the conductors and trainmen were con- 
cerned, or indirectly, through the effect it might have on the 
wages of other classes of employes. It constituted the first real 
test of the railway labor act, he said. He had always supposed, 
he said, that such a test would come at a time when economic 
conditions were such as to make a drastic reduction of wages 
imperative, not at a time when the railroads had offered sub- 
stantial increases. In part, he continued as follows: 


The railway labor act, when passed by Congress, had the approval 
and support of the railway employes and their organizations. This 
approval and support extended, of course, to the principles of volun- 
tary arbitration laid down in that act. Yet despite that approval and 
support in 1926, the western conductors and trainmen have now re- 
fused to arbitrate the present dispute. Indeed, this morning, Mr. 
Whitney, president of the Brotherhood of Railroad Trainmen, stated 
their present attitude toward arbitration as follows: “If the virtues 
of arbitration are as great as the carriers would lead your honorable 
board to believe, then we submit that when that principle is applied 
to the fixing of prices of foodstuffs, clothing, automobiles, building 
materials, the salaries of railroad officers, the price of farm products, 
coai, lumber, etc., it will be sufficient time then, and not until then, 
to suggest that the wages of railroad employes should be adjudicated 
by arbitration.” 

I direct your attention to these matters because the whole heart 
of the railway labor act is the setting up of machinery sufficiently 
attractive to induce the parties to submit their disputes to arbitra- 
tion. If the act fails in that respect, then the act fails to provide 
adequate protection to the public. 

This is what I meant when I said that the present dispute is 
larger by far than any money wage which may be directly or in- 
directly involved. If the railway labor act has failed to provide the 
means for a fair arbitration, it may become necessary for Congress 
to amend the act. Yet two years ago the spokesman for the rail- 
way employes testified that “The terms of a fair arbitration have 
been written out in this bill in the light of a long experience—those 
terms necessary to insure the fairness of the arbitration itself and 
to persuade the parties to accept such an arbitration.”’ 

If, then, on the other hand, the railway labor act does provide 
a basis for fair arbitration and the strongest labor organizations 
subject to its jurisdiction reject its processes, then the whole scheme 
of the act has failed, and something entirely different must be set 
up in its stead. 


FULL LOADING CAMPAIGN 


The car service division of the American Railway Associa- 
tion has begun a campaign for heavier loading of freight cars. 
It has sent out an illustrated bulletin, No. 1, depicting what is 
called an open door to economy, the same being a freight car 
with an open door imposed upon a pair of clasped hands, one 
hand being marked shipper and receiver and the other railroads. 

“Nothing affects its (the freight car’s) efficiency more than 
the tonnage it can be made to carry,” says the bulletin. “To 
illustrate: In 1927 (exclusive of L. C. L.) 35,159,453 carloads of 
traffic were handled in the United States, with an average 
loading of 35.1 tons per car. Had this average loading been 
increased by one ton it would have required 945,273 less carloads 
to have moved the same tonnage.” 

From that, the bulletin argues that if there had been heavier 
loading the shipper and receiver of freight would have received 
a benefit in the reduced unit cost of handling, demurrage ex: 
pense, switching expense and industry track facilities. The 
benefits flowing to the railroads, the bulletin says, would have 
been reduced terminal cost, haulage expense, investment in 
equipment and increased revenue per car. 

One of the points made is that if the shipper will exert 
himself to persuade his customer to make his order big enough 
to fill a car to maximum loading capacity, the extra load put 
into the car will not have to be sold after that car has been 
sent on its way. 

The bulletin advises shippers to look at the load limit on 
the car and not merely at its capacity. The car shown on 
the clasped hands of the shipper and carrier bears two printed 
lines, one showing the capacity, 110,000 pounds, and the load 
limit, 124,300 pounds. 












October 












0. 17 





Oards 
brtain 
ba] of 
on “ig 
» and 
isin. 
mina. 
Cause 
ea of 
as in 
mony 
nings 
Were 
es in 
Other 
t dif. 
Nn the 
ly, in 
> Pre- 
istry, 
rially 


f the 
con- 
lved, 
con- 
. the 
real 
sed, 
omic 
Aes 
sub- 





‘Oval 
This 
lun- 
and 
re- 
Mr. 
ated 
rues 
able 
lied 
ling 
cts, 
en, 
ted 


art 
tly 
ra- 
ide 


is 
in- 
che 
28S 
il- 
ve 
se 
nd 


de 
ns 
ne 
et 


cle Ce i. 


a a oe 














Co., 





October 27, 1928 





THE TRAFFIC WORLD 947 


Freight Rates 


Forty-third of a Series of Fifty-two Articles on This Subject Written for The Traffic World, 
by G. Lloyd Wilson, Ph.D., Professor of Commerce and Transportation, 
University of Pennsylvania 


The Southwestern Rate Structure—Part Il—The Consolidated 
Southwestern Cases 


Six years ago, on November 2, 1922, the first hearing was 
held in the investigation of the “tangled maze of inconsistencies 
and incongruities” that constituted the freight rate structure 
of the southwest. After an exhaustive investigation that has 
extended over a period of five years, the Commission published 
a comprehensive decision readjusting and modifying the entire 
rate structure of the southwest, to become effective December 
5, 1927. This order was postponed several times and became 
effective, in part, in July, 1928. Certain portions of the order 
have been postponed several times and hearings are now being 
held on them. 

The decision of the Commission attempts to correct and 
revise a rate structure built up as a result of conflicting railroad, 
steamship, and commercial competition in which intrastate rates, 
in many instances, were substantially lower than interstate rates 
and the interstate rates often so badly aligned that the state 
commissions could not have made the intrastate rates conform 
with them had they desired to do so.’ 


Findings of the Commission 


The Commission found that the rates on all-rail traffic to 
points in Texas from points in Oklahoma, Arkansas, Louisiana 
west of the Mississippi River, the portions of Kansas and Mis- 
souri in Kansas-Missouri territory, the defined territories in the 
Eastern, Western, and Southeastern rate territories, the gate- 
ways and the Missouri River cities, based on the Texas common 
point rate adjustment, resulted in prejudice to the points in 
northeastern Texas and in undue preference of other points in 
Texas. The same was found with respect to the all-rail rates 
from Texas to Oklahoma, Arkansas, and western Louisiana. 
This finding applied to all rates on numerous commodities em- 
braced in the complaint of the Dallas Chamber of Commerce 
et al. against the Aberdeen & Rockfish R. R. Co. et al.,? where 
the rates to or from northeastern Texas were not lower than 
the corresponding rates to or from the more distant points in 
Texas south and west of the northeastern section of that1state 
by amounts commensurate with the differences in distance.’ 

The maintenance of all-rail class and commodity.. rates from 
the gateways, the Missouri River cities, Kansas-Missouri terri- 
tory, and defined territories to points in northeastern Texas, 
higher than the rates from the same territories to Oklahoma, 
Arkansas, and western Louisiana, by amounts greater than 
warranted by differences in distance, were found to prejudice 
the points in northeastern Texas and to give undue preference 
to the points in Oklahoma, Arkansas, and western Louisiana, 
when the distances to northeastern Texas were net greater than 
to points in the other states named. 

When distances to points in northeastern Texas are less 
than to the points in Oklahoma, Arkansas, or western Louisiana, 
class and commodity rates, the rates to the Texas points that 
were not lower by amounts commensurate with the differences 
in distances as compared with the rates and distances to points 
in these other states were found to be prejudicial and pref- 
erential, respectively, to the northeastern Texas points and to 
points in the other southwestern states named above. 


These findings relieved Texas points from discriminations 
that prejudiced them unjustly and of which specific complaint 
was made, and gave them the advantages of their locations when 
distances were shorter.‘ 

Another finding of the Commission was that class and com- 
modity rates between the gateways to the southwest, the de- 
fined territories, and the Missouri River cities, on the one hand, 
and points in Oklahoma, Texas, Arkansas, Kansas, and Missouri 
west of the line of the St. L. & S. F. Railway from a point just 
south of Kansas City through Harrisonville and Clinton, to 
Springfield, Mo., thence via the line of the Missouri Pacific 
Railroad through Crane and Galiva to the state boundary line 
between Missouri and Arkansas, and western Louisiana, on the 
other hand, were unduly prejudicial to shippers and receivers 
of traffic in Oklahoma and unduly preferential of shippers and 
receivers in the other states named to the extent that such rates 
to or from Oklahoma were higher for equal distances than the 
corresponding rates to or from points in Texas, Arkansas, west- 
ern Louisiana, and points in the Kansas-Missouri territory south 


~~ Memphis Southwestern Investigation, 55 I. C. C. 511, 524. 

7T, < “ Docket No. 14880. 

3123 I. C. 203, 342 Finding a. 

*West pd Chamber of Commerce versus the A. T. & S. F. Ry. 
I. C. C. Docket No. 15217. 





and west of the line described above. This finding applied only 
if the points were not located east of the line of the St. L. & 
S. F. Railway from Springfield, Mo., through Aurora and Monett 
to Neosho, thence via the Frisco Lines through Galena, Kan., 
Columbus, and Oswego to Severy, thence via the line of the 
Santa Fe Railway to Eureka, thence by an air line to Bazaar, 
thence via the line of the Santa Fe through to Strong City, Lost 
Springs, Hope, and Detroit to Abileme, and thence through Man- 
chester and Concordia, Kan., to Superior, Neb. 

Differences in the relative rates to and from these territories 
were permitted only to the extent that the rates to or from 
the Oklahoma points exceeded those to or from points in the 
Kansas-Missouri territory between these two boundary lines 
described above by differences greater than the amounts found 
by the Commission to be reasonable. Several commodities, in- 
cluding enameled brick, paper, sugar, and bagging and ties, in 
carload lots, were specifically omitted from this finding. 

Class and commodity rates between Oklahoma and portions 
of Kansas and Missouri were found to be related directly to 
the rates between points in the corresponding parts of Kansas 
and Missouri. Consequently, rates between Oklahoma and the 
Kansas-Missouri territory were ordered to be established with’ 
the rates in the latter territory as maxima in order to protect 
Oklahoma from unjust prejudice.® 


Shreveport Rate Adjustment 


The Commission decided in the consolidated southwestern 
cases in 1927 that class and commodity rates applicable to a 
large number of heavily moving commodities between points 
in Oklahoma and Texas points were unduly prejudicial to ship- 
pers and receivers of freight moving between Oklahoma and 
Texas and to shippers forwarding freight from Little Rock, 
Ark., to Texas destinations, and unduly preferential of shippers 
and receivers of freight moving between Shreveport, La., and 
Texas points, to the extent that the class and commodity rates 
were higher for equal distances than the Shreveport-Texas rates. 
The discrimination against Oklahoma and Arkansas points was 
ordered discontinued.‘ 


Traffic in Texas and Oklahoma 


Transportation conditions in Oklahoma, in Texas common 
point territory, and between these districts were found by the 
Commission to be substantially similar in character. Direct 
competition was found to exist between shippers and consignees 
of freight traffic in Oklahoma in the northeastern section of 
Texas and between those in Oklahoma and those in Texas 
common point territory. This competition was found to embrace 
many important commodities distributed in the southwest. 

Interstate class and commodity rates applying between 
these territories were found to be discriminating to the extent 
that they exceeded Oklahoma intrastate rates for equivalent 
distances, and intrastate rates within Texas were found preju- 
dicial and preferential to the extent that they exceeded the 
interstate rates applicable to traffic moving between Oklahoma 
and Texas. 

The undue preference and prejudice and unjust discrimi- 
nation were ordered removed by the establishment of scales of 
rates prescribed by the Commission to apply in connection with 
traffic moving between Oklahoma and Texas common point ter- 
ritory, between points in Texas common point territory, and 
between points in Oklahoma. 

Class and commodity rates were also prescribed for appli- . 
cation in connection’ with traffic moving between Oklahoma 
and Texas differential territory, within Texas differential terri- 
tory, and between Texas common point and differential terri- 
tories. Class and commodity rates were prescribed as reason- 
able maxima. 

Texas Differential Territory 

Differential territory, as defined in the decision of the Com- 
mission in the consolidated southwestern cases, consists of the 
portion of Texas west of a line drawn via the line of the Pan- 
handle and Santa Fe Railway from Higgins to Amarillo, thence 
to Fullerville through Canyon, Plainview, Lubbock and Slaton, 
thence via an air line passing through Fluwanna to Big Spring, 
thence via an air line immediately east of the Sterling City 
branch of the Gulf, Colorado & Santa Fe Railway to San Angelo, 
thence via an air line passing through Eden, Menard, and Llano 


5See 123 I. C. C. 203, 350 and 351, Finding 4 for Boundaries of 





these territories and for detailed description of the rate adjustment. 

*See I. C. C. Docket No. 13 
modities affected, and Finding No. 56, 
basis of the Commission's order. 


535 and No. 14416 for lists of Com- 
123 I. C. C. 203, p. 354 for 














to Fredericksburg, thence via the Fredericksburg & Northern 
line and the Kerrville branch of the Galveston, Harrisburg & 
San Antonio Railroad to San Antonio, thence via the main line 
of the G. H. & S. A. Railroad to Duncan Field, thence via an 
air line passing immediately west of the line of the Interna- 
tional Great Northern Railroad to Devine, thence via an air line 
to North Pleasanton, thence via the San Antonio, Uvalde & 
Gulf R. R. through Mathis and Odem to Corpus Christi. 

In addition to the points in Texas west of the differential 
line, the following points are included in Texas differential ter- 
ritory: All points on the Spearman branch of the Panhandle 
and Santa Fe Railway, all points on’the Crosbyton branch of 
the P. & S. F. Ry., all points on the Floydada branch of the 
P. & S. F. Ry., and points on the San Antonio Southern Railway 
south of Kirk, Tex.’ 


Texas and St. Louis Gateway Rates 


Complaints were made of the adjustment of class and com- 
modity rates between points in Texas with respect to cor- 
responding rates between St. Louis and Texas points. The 
Commission found that the Texas rates were not shown to be 
unduly prejudicial to St. Louis or unduly preferential of Texas 
shippers or receivers, except that certain Texas intrastate rates 
applicable between the Texas Gulf ports, such as Houston, Gal- 
veston, and Beaumont, and points in northern and northeastern 
Texas, were found to prefer Texas shippers and consignees and 
Texas intrastate traffic and unduly prejudice shippers and re- 
ceivers of interstate commerce at points in the St. Louis and 
other defined territories. Rates between points in Texas and 
between St. Louis and other defined territories and Texas were 
readjusted and related differentially to the St. Louis-Texas rates. 
No attempt was made by the Commission to specify definitely 
the Texas rates that resulted in undue prejudice and preference 
with reference to the St. Louis and other defined territories’ 
rates. The relationship between the St. Louis-Texas, Texas 
intrastate, and defined territories-Texas rates will be discussed 
elsewhere.® 


Arkansas-Oklahoma-Texas Rates 


Transportation conditions in Arkansas, in connection with 
Arkansas-Oklahoma traffic and Arkansas-Texas traffic, were 
found to be substantially similar. Direct competition was 
found to exist among the shippers and receivers of freight in 
Oklahoma and Arkansas and the northeastern section of Texas. 
Maximum class and commodity rates were prescribed for appli- 
cation to interstate commerce between these states and portions 
of the states.’ 


Western Louisiana-Texas-Oklahoma Rates 


Similarity in transportation conditions was found to exist in 
Louisiana along and west of the Mississippi River and between 
this portion of Louisiana and northeastern Texas and Oklahoma, 
and direct competition was found to exist between shippers and 
receivers of a number of different kinds of freight traffic moving 
between Western Louisiana, Oklahoma, and northeastern Texas. 
Maximum interstate rates were prescribed by this traffic, and 
intrastate rates—to the extent that they were lower than the 
interstate rates for corresponding distances—were found to re- 
sult in undue preference and advantage of intrastate commerce 
and an andue prejudice to interstate commerce.” 

The Commission’s searching inquiries into transportation 
and traffic conditions in Arkansas, Oklahoma, western Louisiana, 
Texas common point territory, central and western Kansas, and 
southern Missouri, led to the conclusion that the average con- 
ditions were sufficiently similar to warrant the conclusion that 
generally the same level of rates should prevail throughout. 
There are, of course, variations in the density of traffic, in the 
population per mile of railroad, and in other factors affecting 
the determination of rates. 

The Commission stated that “it would be manifestly unde- 
sirable and impracticable, even were it in harmony with the 
interstate commerce act, to prescribe rates dependent on the 
density of traffic on particular lines. Rather, the average con- 
ditions in each part of the country should prevail.” 


Standard Distance Rates 


Influenced, doubtless, by its prior decisions in the southern 
class rate investigation and in the C. F. A. class scale case, the 
Commission found that all-rail class and commodity ratés should 
be on the same level throughout the southwest, including the 
southern and western section of the Kansas-Missouri territory. 
The rates were to be based on a distance scale sufficiently ex- 
tended to cover hauls of all lengths.” 


A single scale of distance rates is provided for use on stand- 
ard lines as the underlying basis of maximum reasonable inter- 


123 I. C. C. 203; Apres 9, , 428. 
*Finding L "123 I. C. 203, 357-358. 
See I. C. C. oenes No. 13585 and No. 14880 for articles embraced, 
and Pare 9, 123, Cc. C. 203, p. 361-362. 
107, “. boekets No. 13535 and No. 14880, and Finding 10, 123 


C. C. Ms 
i193 J *e. 7008, 2. = 
2123 I. C. C. 203, wee 13, p. 382. 
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state class and commodity rates between points in Southwestern 
territory. All lines in the southwest are classed as standarg 
lines for the purpose of rate construction, except certain short 
and weak lines for which special treatment is prescribed.“ 

In applying the distance rates and the distance arbitraries 
provided for traffic moving over weak or short lines and for 
Texas and Oklahoma territories, the shortest routes are useq 
over which carload traffic can be moved without necessitating 
the transfer of the ladings of the cars. No differentials, arbj. 
traries, or distance additions for joint-line movements should 
be added, in the opinion of the Commission. It was directeg 
that the absence of such additions and the short-line method 
of computing distances should have weight in determining the 
basic distance scales. 


The Southwestern Scale 


The Commission, in the consolidated southwestern cases de- 
cision, reiterated its conviction that no mathematical formula 
had ever been developed for the construction of a scale of dis- 
tance freight rates. Scales are built to fit particular situations, 
One generally recognized principle of rate making is that the 
rate per ton per mile should decrease as distance increases, 
since freight rates contain factors of terminal cost that remain 
constant whatever the length of the haul, and of line-haul cost 
that are somewhat higher for short hauls than for longer. The 
Commission, however, has never developed a record of evidence 
showing conclusively the relationship that longer haul rates 
should bear to shorter haul rates from a cost point of view. 
Substantially the same principles are followed in constructing 
the southwestern scale that were followed in the southern scale. 


Table No. 1 


SOUTHWESTERN DISTANCE SCALES—FIRST CLASS RATES 
AND DIFFERENTIALS 


Rates in Cents Per One Hundred Pounds 


South- Kan.- 


western Mo. Okla. 
— 


Distance Scale 
miles and 
miles and 
miles and 
miles and 
miles and 
miles and 
miles and 
miles and 

00 miles and 
miles and 
miles and 
miles and 
miles and 
miles and 
miles and 
miles and 
miles and 
miles and 


se 2eRee ee HF 


*Differential scale runs out at 500 miles. 





Key rates and distances are used and the rates are graded 
between the key distances. 

A comparatively high rate of progression is used for each 
successive distance increment up to 75 miles, because such hauls 
are usually performed by way freight trains, the most expensive 
freight trains operated by railroads. Successively lower rates 
are used for hauls of between 75 and 160 miles, 160 and 400 
miles, 400 and 800 miles, and 800 and 1,500 miles, respectively. 
The greater the amount of through trains service, the lower the 
cost per ton per mile, through freight train service being an 
unmeasured amount lower than local train mileage. 


Scales of first class distance rates are provided for the south- 
west generally and for the Kansas-Missouri territory, while 
scales of first class differentials are prescribed for Texas and 
Oklahoma differential territories and for traffic moving via the 
Fort Smith & Western Railway, respectively. Representative 
rates and differentials are shown in Table No. 1. The rates and 
differentials progress with five mile blocks up to 100 miles, 
with each ten mile block from 100 to 240 miles, with twenty mile 
blocks from 240 to 800, and with twenty-five mile blocks from 
800 to 1,500 miles.™ 


Weak or Short Lines 


A number of railroads in the southwest fall within the 
category of short independent roads or those of some length 
that are in comparatively poor financial condition and have 
relatively light traffice density. Longer lines in this class in- 
clude the Fort Smith & Western Railway, the Kansas City, 





13123 I. C. C. 203, Finding 14, pp. 382-383. 
4123 I. C. C. 203, Finding 15, p. 384. 
oss acca 18, 193 1. °C. ¢. 203, pp. 477-478, and Finding 16, pp 
5- 


octaber 2 


Mexico & 
Railway. 
Thes¢ 
distances 
of the ev 
solidated 
mission 
treatmen' 
The | 


by | 
lines 
the 

evel 
rito: 
tow: 
siti 












October 27, 1928 









pt 

an Mexico & Orient Railway, and the Missouri & North Arkansas 
hort Railway. ? ? : : 

8 These and other roads, in the past, received arbitraries over 
aries the rates applicable over standard or class A railroads for the 
l for distances traffic moved over their lines. The incomplete nature 
used of the evidence adduced at the time of the decision in the con- 
Ating solidated southwestern cases made it impossible for the Com- 
arbi- mission to name all the short or weak lines to have special 
ould treatment in constructing rates. ; 

cted The Commission did, however, condemn the making of rates 
bthod 

E the 
3 de- 
mula 
dis. 
ions, 

the 
Ases, 
nain 

cost 

The 
2nce 
ates 
iew. 
ting 
ale, 








: ~ ‘Y 
\ 
~ ™ “> A 2 
N . q 
x O 


_—  —_— —_— - ay oe 
Y 
4, 


THE TRAFFIC WORLD 


949 





Differentials were provided for interstate traffic moving via 
the Fort Smith & Western Railway, which demonstrated its need 
of additional revenues to the satisfaction of the Commission. 
These differentials, shown in the last column of Table No. 1, may 
be regarded as typical of the treatment given weak roads. 

Rates via the weak roads are made by combining the stand- 
ard rates with the differentials shown. The differentials accrue 
exclusively to the weak roads.* 





’Finding 17 and Section XIII, 123 I. C. C. 203, pp. 386-389. 


SOUTHWESTERN TERRITORY RATE SCALES AND GROUPS 
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by local rates to and from the junctions of the weak or short 
lines with other roads. Combination rates of this sort place 
the territories served exclusively by the weak or short lines at 
even greater disadvantages than usually suffered by these ter- 
ritories. Such rates tend to hamper the development of the 
towns and industries as well as the roads. The financial neces- 
Sities of weak lines should be provided for by liberal divisions 
of joint rates. 








CHANGES IN DOCKET 

Hearing in No. 21311, Federated Metals Corp. vs. Pa. R. R. 
et al., assigned for October 26, at Washington, D. C., before 
Examiner Weems, was postponed. 

Hearing in No. 20181, Superior Zinc Corp. vs. C. R. R. of 
N. J., et al., assigned for October 26, at Washington, D. C., 
before Examiner Weems, was postponed to date to be hereafter 
fixed. 
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MEETING OF .TRAFFIC CLUBS 


Thirty-four of the fifty-one member clubs of the Associated 
Traffic Clubs of America were represented by delegates at the 
semi-annual meeting of the association that opened at the 
Palmer House, Chicago, the morning of October 24. Two new 
member clubs were represented by delegates—the Harbor Trans- 
portation Association, of Terminal Island, Calif., and the Traffic 
Club of New York, the latter having withdrawn from member- 
ship some time ago and now returned. 

J. P. Haynes, of the Chicago Association of Commerce, 
chairman of the public affairs committee of the Traffic Club of 
Chicago, welcomed the association on the part of the local 
club and delivered the invocation. An address of welcome from 
the city was made by W. A. Dudley, managing director of the 
Greater Central District Association. S. O. Dunn, editor of the 
Railway Age, who was also to have made an address of welcome, 
was unable to attend and his address was read by C. B. Morris, 
of the Western Railways Committee on Public Relations. He 
expressed the thought that the traffic clubs of the country 
should devote more time to the discussion of transportation 
problems, for the consideration of which no one was better 
fitted, and pointed out some of the dangers of political control 
of rates. 

Political Rate-Making 

F. A. Doebber, secretary of the association, in making his 
report, read the following letter recently written by President 
W. C. Fitch to President Coolidge with copies to all senators 
and representatives in Congress, with respect to the resolution 
on political rate-making, adopted by the meeting at San Fran- 
cisco last June and since ratified by more than thirty of the 
member clubs: 

“At the annual meeting of the Associated Traffic Clubs of 
America, representing more than one-half of the known traffic 
clubs of the United States, held at San Francisco on June 12, 
13, inclusive, 1928, the following action was taken in connection 
with ‘political rate making;’ this resolution has since been 
ratified by a majority of the member clubs and I am instructed 
to inform you as to the views of our members: 


Whereas, the signs of attempted and, in part, successful at- 
tempts at political rate-making and political control of rates, always 
deplored by this association, are increasing and their effects are be- 
coming more and more serious and harmful; 

And, whereas, these attempts are illustrated by the Hoch-Smith 
resolution of Congress, condemned from the first by us; the refusal of 
the United States Senate to confirm the reappointment by President 
Coolidge of John J. Esch to the Interstate Commerce Commission; the 
recent unanimous resolution of the United States Senate requesting 
the Interstate Commerce Commission to put rates on grain and live- 
stock in the northwest United States on a par with rates on the 
same commodities in Canada, though rates on livestock in this country 
are already substantially twenty per cent lower than on livestock in 
Canada; and by other similar actions and proposals of Congress or 
the members thereof; 

Resolved, that the Associated Traffic Clubs of America, meeting 
in annual delegate convention at San Francisco, Califronia, June 12- 
13, 1928, declares for a return to the policy of interstate commerce 
regulation by and through the Interstate Commerce Commission, to 
be composed of men chosen for their duties because of their quali- 
fications; calls on industrial and railroad traffic men to realize the 
seriousness of the situation and to do what they can to correct it; 
and urges the lawmaking authorities to consider the consequences 
of the policies toward which they are now heading. Regulation of 
interstate commerce, to be fair and successful, must be by disinter- 
ested men, properly equipped for the task, and without political 
prejudice or interference of any sort. 


“Copy of this letter is being addressed to all of the senators 
and representatives in Congress, and it is hoped that they may 
be guided by our views, which we believe represent the best 
thought of men who are directly engaged in traffic work.” 

The secretary also reported on the work of his office, in- 
cluding the preparation of a new roster, the attempt to act as 
a clearing house for information as to the dates of annual din- 
ners of the various clubs, and the distribution of the pamphlet 
on “the accomplishments of an industrial traffic department,” 
written by P. H. Banks and W. E. Butterbaugh. 

The report of the treasurer, W. T. Vandenburgh, showed a 
balance of $750 with all bills paid. 

President Fitch, because two members of the committee 
on procedure were not in attendance as delegates, appointed 
T. T. Harkrader, of New York, and J. N. Cornatzar, of St. Louis, 
to act with W. E. Butterbaugh, of Chicago, the other member, 
Mr. Harkrader serving as chairman. 


Report of Directors 


H. A. Palmer, chairman, reported for the board of directors, 
which had been in session all day the day previous. The board 
acted favorably on the applications of the two new member clubs 
previously mentioned. It canvassed the reports of the officers 
and committees later to be presented to the association, and 
discussed many other matters that might or might not take form 
in the convention’s proceedings. It reported, as additions to the 
literature at the disposal of the educational committee, a reprint 
of an article by W. E. Butterbaugh in Distribution and Econ- 
omy on “How Traffic Executives Can Remove the Octopus of 
Distribution,” and an article in The Traffic World by, the same 
author on “Traffic Management In Retail Stores.” Both publi- 
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cations furnish these reprints without charge. The board posgt. 
poned until its next meeting, for further consideration, the 
proposal of the educational committee that medals be awardeg 
for certain kinds of meritorious service in the field of traffic 
A proposal to establish a clearing house for the purpose of 
bringing competent traffic men into contact with industries neeg. 
ing them was tabled because the board felt that the association 
would be unable at this time to carry out any such plan. The 
board heard Ira W. Meyers, manager of the Kansas City Raj). 
road Clearing House Association, explain his plan, but took no 
action other than to consider the advisability of having some. 
thing with respect to it published in the Bulletin, for information, 
A suggestion as to legislation having as its object the standardj. 
zation of traffic requirements was not acted on except that it 
was ordered printed in the Bulletin. President Fitch was ip. 
structed to write to President Coolidge with reference to ap. 
pointments to the Commission that are to be made by the end 
of the year, pointing out again the association’s stand as to the 
appointment of competent men. 


Regional Plan Defeated 


The board adopted the report of its special committee on 
the resolution offered a year ago by the Oklahoma City Traffic 
Club proposing regional meetings instead of the semi-annual 
meetings of the association. The board, at San Francisco last 
June, reported against this resolution but, after considerable 
discussion, it was, by general agreement, sent back to the board 
for further consideration. The board then appointed a special 
committee consisting of Messrs. Palmer, Fitch, and Burwell to 
consider and report on the resolution at Chicago. The special 
committee caused to be printed in the September 15 Bulletin, 
for the information of all member clubs, the resolution, a brief in 
support of it by the Oklahoma City Club, and a report against 
it by the special committee. This report of the special committee 
was adopted by the board as its report and, on being presented 
to the delegates by Chairman Palmer, was unanimously adopted 
without debate, the Oklahoma City delegates saying nothing. 
The adoption of the report kills the Oklahoma City resolution. 
The report was as follows: 


The special committee of the board of directors of the Associated 
Traffic Clubs of America, appointed to consider and report to the 
board at its next meeting on the proposal of the Oklahoma City 
Traffic Club, feels that the plan to substitute meetings of regional 
organizations for the semi-annual meetings of the national organiza- 
tion is neither practical nor compatible with the purpose of national 
association, as expressed in its constitution. 

We are organized for the purpose of reaching agreement, where 
possible, on transportation problems of national concern, and, mani- 
festly, regional organizations would be interested in regional prob- 
lems, action on which, if any were taken by them, could not properly 
come before the national organization. 

The committee fears also that any radical change at this time 
in its method of procedure might result fatally for the orgnization, 
which is still far from firmly established in many localities. If we 
should abolish our semi-annual meetings and provide, in their stead, 
for regional meetings, and the regional meetings should not materialize 
to any great extent, the association would be embarrassed. 

There are also practical questions of administration in the pro- 
posal to set up regional organizations that the committee believes 
the national association is in no position to undertake to deal with 
at this time. 

However, the commitee believes that the association ought to 
offer every possible sympathy and cooperation to traffic clubs that 
may wish, on their own responsibility, to organize regionally, just 
as it offers every encouragement to the organization and activities 
of individual clubs. The more of this sort of thing there is, the better 
for the cause and the profession. 

The committee’s idea at this time, then, is that all the national 
association ought to do is to put the regional plan before the traffic 
clubs, suggesting that, if clubs in any region or regions care to 
adopt it, they will have the cooperation of the national association, 
just as the individual clubs have, but that the regional plan ought not 
to interfere wifh or in any sense take the place of the national plan. 


Membership Committee 


The report of the membership committee, T. B. Curtis, At- 
lanta, chairman, was as follows: 


Since our sixth annual meeting at San Francisco in June, the 
interval of working-time up to the present semi-annual meeting has 
actually consisted of but three months—a quarter year—owing to a 
necessity for the deferred annual meeting in June, necessary travel 
time going to and returning from that glorious west coast of our 
president, and thereafter the somewhat unusual time necessary in 
straightening out personal affairs and resuming normal operations. 
Your present-year membership committee, therefore, in submitting its 
first report, calls attention to this brief period so that an idea may 
not be entertained that this semi-annual report is representative of 
six full months. 

Complete organization of this committee was not possible before 
late August. Ten assistant general chairmen, twenty-three members, 
and your general chairman, now constitute this committee. Their 
names and locations have been published and circularized to our 
member-clubs. Copies of this circular may also be had by any one 
interested. With the best portion of the year yet before us in which 
to work, we believe this personnel will produce some surprising results 
before the time for our annual meeting in April, 1929. 

At the close of our San Francisco meeting in June, our roster 
consisted of forty-nine member clubs. To these we have since added 
the Harbor Transport Association of Terminal Island, California, and 
the Traffic Club of New York. 

While your ee committee, with pardonable pride, assumes 
credit for the return to the national association of the Traffic Club 
of New York, we cannot but help feel it fair to say that to those 
great leaders within the greatest individual traffic club organization 
in the country, who had never lost faith in the values and purposes 
of the national association, all credit must go. As a charter member 
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WEATHER Clear... 
... LRACK Fast! 


OWN in the “Blue Grass” region of 

Kentucky where the historic Ken- 
tucky Derby overshadows all other 
events—there are no sweeter words than 
“Weather Clear! Track Fast!” For that 
magical phrase means the ring of sharp 
hoofs on hard dirt, a thunderous finish 
and a warranted anticipation of excel- 
lent running time. It means the Derby 
at its best! 


, And there is “The Derby” of the rails 
—a high-spirited freight train. On its 
runs to the Louisville Gateway it makes 
as good time as if it were always blessed 
with clear weather. 


The track itself is fast—and rain, fog, 


hail and the like hold no terrors for a 
train of “The Derby’s” calibre. In all 
weathers—this dependable freight brings 
in its cargoes safely. 


For shippers of goods from Chicago 


and points West to Indianapolis and 
Louisville almost every day is “Derby 
Day.” For “The Derby” runs daily ex- 
cept Sunday—leaving Chicago in the 
evening at a regular hour. 


Through Logansport, and Frankfort, 
Indiana, “The Derby” clicks off the 
miles to Indianapolis and Louisville. At 
Dolton, Illinois and Logansport, In- 
diana, it picks up cars for the Indianap- 
olis and Louisville territories and other 
destinations routing through these points. 


* * * 


Live stock, perishables and general mer- 
chandise are carried by this dependable 
freight train. And shippers of these car- 
goes have found “The Derby” a thor- 
oughly reliable and efficient carrier of 
these products. 


After ““The Derby’s” name a long rec- 
ord of regular on schedule performance is 
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“THE DERBY” is one of the fleet of 61 
named Pennsylvania freight trains that have 
set remarkable records for regularity and de- 
pendability of on time arrival 


Here are three other Pennsyl- 
vania freight trains whose reg- 
ular on_ time arrivals have 
earned them distinctive names: 


“THE THOROUGHBRED” 
Live Stock 


Indianapolis to Pittsburgh and 
Seaboard Cities 


‘*THE PACKER”’ 
Perishable Freight 
Chicago to Seaboard Cities 


“‘THE YANKEE’”’ 
Perishable—Merchandise 
New England to Chicago 





written. Having set a high standard 
of excellence the train crews and men 
at all points along the way take 
particular care to see that it is main- 
tained. To their efforts is due in great 
part the enviable reputation for on time 
arrival that “The Derby” enjoys. 


PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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of The Associated Traffic Clubs of America, the Traffic Club of New 
York withdrew some two years ago and its return now not only is 
welcomed, but affords much reason for renewed confidence in the 
efforts being made to elevate the traffic profession to that level of 
dignity occupied by all other professions. 

Our board meeting of yesterday, attended by all five presidents 
the association has known in the almost seven years of its life, is 
equally indicative of the faith five leaders have held and continue to 
hold throughout the years of the values and accomplishments of the 
national association of traffic clubs. 

We had hoped likewise to report at this time applications from 
three other organizations, but the dates for their decisive meetings 
are set somewhat after our Chicago meeting and we must defer this 
pleasure until our annual report is submitted. 

Our work of assisting in the formation of new traffic club units 
is again underway and we expect at the end of the year to give you 
a detailed account of these new organizations. 

We are cooperating with our educational committee in every 
possible way. Your general chairman has appeared before several 
organizations explaining the work of the educational committee and 
advocating the formation of traffic study clubs, traffic forums, and 
emphasizing the value of traffic departments in the industrial field. 
Several other invitations are outstanding and it is hoped to make 
as many of these educational talks as his personal business 
will permit. r 

We are deeply appreciative of all the kindly assistance rendered 
by our officers and directors, as well as helpful suggestions from many 
of our member-units. We are anxious to hear from you on any point 
or subject at any time and we now promise you that our annual 
report will go into complete detail of our operations and you will be 
fully advised of our activities and results for the year. 


Miscellaneous Matters 


The Traffic Club of Chicago gave a complimentary luncheon 
to the officers and delegates of the association at noon in its 
dining room. There was no extended program. Brief remarks 
were made by President M. J. Kennelly, of the club, welcoming 
the visitors and expressing sympathy with the purposes of the 
association, and by President W. C. Fitch, of the association, 


in response. 

When the association resumed its meeting in the afternoon, 
there was a discussion with respect to a proposal that there 
be an attempt to bring about an interchange of club courtesies. 
The matter had been docketed at the request of Mr. Harkrader, 
of New York. He and his associate delegate, C. A. Swope, dis- 
agreed as to the advisability and practicability of such a plan. 
Mr. Martindale, president of the San Francisco Club, had written 
a letter telling how the scheme worked on the Pacific coast. 
The association once before went into this matter and tabled 
it, after a report by a special committee, of which S. S. Butler, 
of St. Louis, was chairman. This was recalled and the subject 
was again tabled. Some of the smaller clubs objected to the 
suggested plan because they had nothing to offer in exchange 
for courtesies from clubs with their own club rooms. The larger 
clubs, and some of the smaller clubs also, objected because 
they thought a plan of this sort would deprive them, in laige part, 
of opportunity to obtain non-resident members. 

Professor L. C. Sorrell, of Chicago, chairman of the speakers 
committee, told of plans to complete a list of available speakers 
for club dinners and luncheons and asked for suggestions from 
member clubs as to the types and speakers desired. 


Educational Report 


W. E. Butterbaugh, of the University of Minnesota, chairman 
of the educational committee, made the following report for that 
‘committee: 


The educational committee reports progress in connection with 
most of*the items dealt with in its rather extensive annual report 
submitted at San Francisco last June. 

The first step usually taken by a traffic club, in carrying out the 
purposes of the educational program, as outlined two years ago at 
the Milwaukee meeting, is to appoint an educational committee. This 
is usually followed by open forum meetings at which various traffic 
and transportation problems of general interest to the members are 
presented and discussed. 

In St. Paul, for example, we are planning to take up the following 
topics this winter: The St. Lawrence waterway project; street traffic 
control and safety; joint problems of the accounting and traffic de- 
partments; developments in air transportation; the industrial and 
commercial traffic department situation in St. Paul; inland waterway 
projects; the proposal to centralize federal government transportation 
activities in a department of transportation; present status and future 
tendencies of railroad transportation. 

There are many indications of renewed activity on the part of 
traffic clubs that have held such meetings in the past. The Traffic 
Club of New York continues to carry on in this direction. The Traffic 
Club of Chicago has recently organized an open forum sub-committee 
to function in connection with its public affairs committee. This 
group is holding meetings and discussing transportation problems that 
have a general public interest, which resume a policy carried on 
several years ago. A list of the clubs that have adopted this sort 
of program could be extended at some length but these cases are 
illustrative of what many are doing. Various clubs are undertaking 
open forum meetings this year, for the first time. The Traffic Club 
of Denver, I believe, illustrates this group. 


Conducting Traffic Study Clubs 


The second development of the educational program on the part 
of the traffic clubs is to organize traffic study groups. The Traffic 
Club of Atlanta furnishes an inspiring illustration. Any club con- 
templating this type of service to its members should investigate what 
the traffic men in Georgia have accomplished. I am sure that Mr. 
Manning, who is president of the study club, will be very happy to 
give others the benefit of its experience. 

The Transportation Club of Decatur now holds weekly meetings 
to study traffic problems. This is said to have resulted in an increase 
in club membership. 

The Traffic Club of Birmingham has also prepared to extend its 
usefulness in this field. Perhaps at the conclusion of this report 


Mr. Lucas, chairman of the committee in charge of its program, 
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e This, of course, is the 
interpretation of the educational program and merits the 
highest praise. 


= tell us something concerning its plans. 
rea 


Cooperating with the Schools 


The third step in the development of the educational program by 
local traffic clubs is in their relation to the schools. In cities that do 
not have evening extension traffic classes the clubs may find an 
opportunity to start them. Existing classes can be assisted by the 
traffic club in many ways. 

The Traffic Club of Kansas City furnishes a good illustration, 
This was explained to us at the Memphis meeting by A. W. Mackie. 
For over five years Memphis conducted a traffic institute for the 
benefit of its own members as well as for the younger men employed 
by its members. These graduates have, since that time, progresseq 
in their work, many of them now being active workers in the club 
that assisted them, while others are members of a junior traffic 
club which is also assisted by the Traffic Club of Kansas City. After 
the institute was put on its feet it was turned over to an established 
school to carry on. I understand that the Kansas City Club continues 
to give it valuable support. 

There are many of our traffic clubs that cooperate with city 
evening high schools, the Y. M. C. A. schools, university evening 
extension classes, and other such commendable institutions. Assist- 
ance is rendered through publicity in their club papers and on their 
bulletin boards; furnishing speakers; opening their offices, freight 
houses, yards, steamships, and other facilities for tours of inspection; 
and by encouraging their employes to enroll for training. 


Promoting an Understanding of Traffic Work 


Since our last meeting the material promised you, entitled, ‘‘The 
Accomplishments of An Industrial Traffic Department” and ‘‘Savings 
from Traffic Management” has been made available to you. 

The purpose of these booklets is to make it easier for the 
traffic clubs to acquaint the business concerns of their communities 
with the profitable possibilities open to them by either creating a 
traffic department or in developing to a fuller extent the departments 
that already exist. 

“The Accomplishments of an Industrial Traffic Department’’ is a 
34-page pamphlet containing illustrations taken directly from business. 
It presents an actual case. The citations of service rendered and 
savings as unfolded therein bristle with suggestions for the worried 
business man. This material has been enthusiastically received. 
I believe the secretary still has a small supply of the first edition 
should you desire a number. And, please remember, it is preferable 
to have the booklets taken around to Mr. Business Man, and pre- 
sented personally, if possible. It is not intended for distribution to 
your club members who, we assume, already appreciate what traffic 
management can do and, hence, do not need the message themselves. 


Acquainting Certain Executives with the Place of Traffic in Business 


You will remember that our original program called for our giving 
attention to the business executives heading the other important de- 
partments of business, in order better to acquaint them with the value, 


purpose, duties, and accomplishments of our great field of 
management. 
It is our plan from now on, in carrying out this part of our 


program, to select one field of business each six months, and con- 
centrate on the executives engaged therein. For example, between 
now and our next meeting in April, we hope that each club will get 
in touch with the accountants and controllers in its community. 

These men recognize it to be a requirement on their part to 
understand business management, business organization, and the ac- 
tivities and possibilities of all departments. They realize that they must 
have a wide appreciation of business and not simply be experts in 
their own specialty—records, reports, and statistics. Without such 
knowledge they cannot render the general management coordinated 
reports covering the entire operations of their firm. The management 
demands such general pictures from their controllers or auditors in 
order that they may be guided intelligently. Such reports point out 
the weaknesses and strengths, the profitable and unprofitable depart- 
ments, and the leaks due to organization and management. 

We who are engaged in traffic work do not believe that all con- 
trollers, auditors, and accountants are well enough informed concern- 
ing the possibilities of the traffic department for saving money or in 
making money directly. We consider our department a producing 
unit as well as a service unit. They do not. We even believe many 
of these executives ignorant, to some extent, as to our duties and the 
need for the bringing together—the centralization—of traffic and trans- 
portation activities under a single manager. Too often we note their 
failure to distinguish between strong and weak traffic administrations. 
Seldom do they satisfactorily point out to the general management 
the savings and service accomplishments that would very likely be 
derived from increased traffic authority, increased traffic budgets, 
increased attention to the traffic department. 

This is not entirely the fault of the accountants. Traffic men have 
been too much interested in the technical phases of their work to 
think of human relationships. In fact, we traffic men have been short- 
sighted. Perhaps there is no better executive with whom to begin this 
campaign of enlightenment than the accountant. 

With this in mind your educational committee expects to place 
in your hands, at a very early date, another pamphlet designed to 
show the relationship of the accountant, the controller and the traffic 
manager in business. It will be your privilege, as delegates to this 
meeting, on returning home to report this matter to your clubs in 
order that they may make arrangements for the proper distribution 
of this pamphlet. . 

Every certified public accountant and public accountant, every 
controller and auditor and every accounting department manager 
located in the territory served by your clubs should be asked to read 
this message. We shall send it to the national accounting societies 
and accounting magazines. 

You can do more than this. Your club can invite the accountants 
to meet with them for an evening. Hold a get-together smoker. 
Each traffic club member can bring his accountant and the accounting 
societies can be asked to attend. At these joint meetings the matters 
presented in the pamphlet may serve as a basis for discussion. Fur- 
thermore, the accountants can be asked to explain the nature of 
their work, the traffic managers will enumerate their functions, and 
methods for promoting joint cooperation between these two basic 
fields of business would follow. 


This is to be our specific work in the next six months. 
Conducting Traffic Research 


Since our meeting last June there has been considerable progress 
with respect to our Memphis resolution which requested. the Secretary 
of Commerce to include traffic and shipping waste in his drive to elim- 
inate waste from industry. 

A survey looking into existing organizations and methods as 
employed by business concerns in handling their traffic affairs has 
been inaugurated. It is being directed by the Transportation Divi- 
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EGGS 


A MISSING 
TARIFF 


can cause a lot of trouble. It may 
be the cause of getting out a car 
today that could have been held 
over until tomorrow to take 
advantage of a reduction. It may 
mean a lost opportunity to hurry 
out a car today to forestall 
tomorrow’s advance. 


And every traffic manager knows 
the delay and grief incident to set- 
tling overcharge and undercharge 
claims resulting from shipping 
under rates that have been revised 
without his knowledge. 


The traffic department in which 


The Traffic Bulletin 


is checked over each week 
is spared these expenses 
and annoyances, for in 
THE TRAFFIC BULLETIN 
is printed a complete list of 
the tariffs filed with the Com- 
mission in the current week 


Last week’s TRAFFIC BUL- 
LETIN contained over thirty other 
items of almost equal importance 
to the shipper. May we send you 
a copy? 


The Traffic Bulletin 


418 S. Market St. Chicago, Illinois 
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Here You Will Find 


the Proper Facilities 


for Taking Care 
of Your Shipments 


VERY year more and more shippers 
realize they can expedite the move- 
ment of their shipments and also save in 
transit charges by routing their goods via 


Ghe 
Port of Houston 


Logically located for shipments 
consigned to or originating in the 
Great Southwest territory. 


. ———______ } 


It will pay you to investigate this 
Port. On receipt of request, we shall 
be pleased to send a copy of the new 


PORT BOOK 
FREE 


Much of interest to you will be found 
in its pages. 


© pace cnet 
“ Address 


DIRECTOR OF THE PORT 


5th floor, Courthouse 


HOUSTON - - £=TEXAS 
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sion, Bureau of Foreign and Domestic Commerce, Department of 
Commerce, in Washington, D. 

This study, contrary to our “expectations, is assuming increasing 
proportions. From the plans that have already been outlined and set 
in motion, there will be, not one report, but perhaps several. This 
work will require, not two or three months, but perhaps as many 
years. 
and its fullest possibilities. The eyes of the Department of Commerce 
have been opened to a vast field of business management that has 
heretofore received little attention on its part. The wheels of gov- 
ernment turn slowly; it requires time in which to secure governmental 
attention, convince it as to the need for action, enable it to prepare 
its budgets to take care of the proposed work, and obtain results. 
But, once in motion, a great deal of assistance can usually be secured 
from them, for their own discoveries reveal the need for further inves- 
tigations. It is now the responsibility of this association that spon- 
sored the survey, and the duty of any member clubs and individual 
transportation men of the country who are interested in advancing 
their field of work, to render the government every assistance in 
this needed. work. 

In nearly every occupation men are engaged in researching the 
problems with which they are confronted and advancing the world’s 
knowledge. In the past we, in traffic, have lagged. We shall lag no 
longer. While the Associated Traffic Clubs of America is the biggest 
and most representative traffic organization we have, it does not have 
the advantage of high dues and a large income. The average indi- 
vidual member contributes less than two cents a month, which pro- 
vides no money for traffic research nor revenue for many other desir- 
able activities which we, as a profession, should be engaged in. Never- 
theless, we can serve and are serving the traffic profession to good 
advantage. We can interest the government in our problems, which 
are the problems of business the country over, and gain its assistance 
in doing for us what otherwise would cost us thousands of dollars. 
Furthermore, with our cooperation, the efforts of the government 
will be all the more successful, while their impartial reports will be 
received by the general public with better grace than if coming 
directly from us. 

In response to the traffic questionnaires sent out by the Depart- 
ment of Commerce this summer, material is arriving in ‘Washington 
in such volume and is of such a high quality that it may require 
years properly to digest it all. The government undertaking found 
a most unbelievable reception throughout the country. It was re- 
sponded to so enthusiastically and earnestly that Mr. Norman Titus, 
who has it in charge, announced immediately that his plans would be 
enlarged and the task carried out in a big way. Credit is due Mr. 
Titus, Mr. Cricher, and Mr. Surface, of the Department of Commerce, 
for the sympathetic interest and physical support they have so 
promptly given our resolution. We should also acknowledge our 


appreciation to the hundreds of traffic men and other business execu- 


tives who are lending their help, to make the facts available. 

This subject could be discussed at further length, for there are 
many interesting developments concerning it. But let me just sum 
up the subject by quoting to you a typical reply which I recently 
received. Referring to the survey, a conservative Pacific Coast execu- 
tive, who is well acquainted with the problems of traffic, although 
not a traffic manager or a member of any of our local traffic clubs, 
has this to say: 

“To my mind it is one of the most practical pieces of work that 
I have ever known of. The assembling of this information for the 
entire United States is going to be worth millions of dollars to the 
business men of our country. As time goes on you will see for your- 
= = foundation you have laid, for it will bring results of lasting 

enefit.’”’ 
Miscellaneous Activities 


As for our other activities, the members of your educational 
committee have continued to render a certain amount of vocational 
guidance; have called publishers’ attention to erroneous statements 
or omissions concerning traffic; have promoted contacts of a traffic 
educational nature with other organizations; have addressed meetings 
and have also assisted our speakers committee in providing speakers 
for clubs; have prepared and published traffic and transportation 
articles, pamphlets, and books; have reviewed proposed transportation 
publications; and, in other ways, have done what they could to pro- 
mote the educational program. 


Conclusion 


In conclusion, it is desirable that each delegate render a report 
concerning the educational activities of his club. In this way we can 
better determine how our campaign is progressing and your club’s 
work may prove an inspiration in the form of a practical illustration 
for some other club. 

Your continued interest and accomplishments in carrying on the 
educational phase of the national association’s work is very much 
appreciated. 


After this report had been received with a warm expression 
of appreciation, there was a discussion by delegates as to the 
educational work in their respective clubs. Some reported what 
their clubs were doing and others asked for advice and sugges- 
tions. Among those who took part were: Mr. Lucas, of Birming- 
ham; Hull, of Richmond; Messrs. Billings, Wallace, Sorrell and 
Palmer, of Chicago; Martin, of South Bend; Cash, of Louisville; 
MeMillen, of Grand Rapics; Swope, of New York; Lallande, of 
New Orleans; Doebber and Helm, of Indianapolis; Wentworth, of 
Des Moines; and Burwell, of Decatur. Because of questions as 
to the definiteness of the program set up by the educational 
committee, it was decided, just before evening adjournment, to 
have the original program of the committee read to the delegates 
the next morning. 

When the convention resumed its sessions Wednesday Presi- 
dent Fitch read from the program of the educational committee, 
adopted at the Milwaukee convention two years ago, to show 
that it was specific and directed to a definite end. In connec- 
tion with this subject Mr. Walker, of Kansas City, explained the 
activities of his club in co-operation with the Kansas City Traffic 
Instiute. There were additional remarks by Messrs. Doebber 


and Curtis. 

The matter of legislation having as its object the standard- 
ization of traffic requirements was brought before the conven- 
tion as information, by request, and was discussed briefly by 
Messrs. Harkrader, Butterbaugh, Pike and Lallande. 
was taken. 


No action 
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That part of the docket providing for criticism and sugges. 
tions as to the work of the association brought forth consider. 
able discussion, participiated in by Messrs. Palmer, Webster, 
Swope, Fitch and McCabe. Lack of interest on the part of many 
member clubs was found to be the chief source of trouble, ang 
the remedy suggested was that individuals who are “sold” op 
the work of the association and are familiar with it ought to 
continue their efforts even more strenuously to interest other 
members of their clubs. 


New York Next April 


Invitations were received from New York and Kalamazoo 
for the next meeting of the association, though it has adopted 
a policy of discouraging invitations and programs of entertaip. 
ment, preferring to go where it chooses, with no obligation on 
local clubs. At the meeting of the board of directors after 
adjournment of the convention, however, it was decided to go 
to New York for the annual meeting next April, the exact date 
to be left to the president. 


The Traffic World will make reprints of its report of this con- 
vention and will send them in any quantity desired to traffic clubs 
wishing to distribute them among their members. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended October 13 
totaled 1,190,127 cars, according to the car service division of 
the American Railway Association. This was an increase of 
3,529 cars over the preceding week this year, increases over the 
week before being reported in the loading of miscllaneous freight, 
coal, coke, and forest products. Decreases, however, were re- 
ported in the loading of grain and grain products, live stock, 
ore and merchandise less than carload lot freight. 

The total for the week ended October 13 was an increase of 
70,120 cars above the same week in 1927, but a decrease of 
12,653 cars under the corresponding week two years ago. 

Revenue freight loading by districts the week ended October 
13 and for the corresponding period of 1927 was reported as 
follows: 





Eastern district: Grain and grain products, 7,549 and 7,816; live 
stock, 2,666 and 2,945; coal, 51,899 and 44,640; coke, 2,805 and 2,286; 
forest products, 4,366 and 4,734; ore, 4,497 and 3,915; merchandise, L. 
C. L., 73,304 and 69,934; miscellaneous, 117,223 and 103,630; total, 1928, 
264, 309; 1927, 239, 900; 1926, 266,439. 

Allegheny district: Grain’ and grain products, 3,224 and 2,944; 
live stock, 2,285 and 2,540; coal, 50,883 and 44,716; coke, 5,393 and 
4,428; forest products, 3,230 and. 2,742; ore, 12, 623 "and 11,147; mer- 
chandise, in ©. Ea, UE 063 and 58,014; miscellaneous, 100,986 and 88, 549; 
total, 1928, 236,687; 1927, 214,990; 1936, 241,482. 

Pocahontas district: Grain and grain products, 219 and 250; live 
stock, 409 and 314; coal, 46,792 and 42,294; coke, 428 and 394; forest 
products, 1,678 and 1,842; ore, 183 and 118; merchandise, am { ma 
f s 49 omene ee miscellaneous, 8,083 and 6, 440; total, 1928, 65, 766; 1927, 
59,496; 19 ‘ 

Southern Mratrict: Grain and grain products, 3,895 and 3,852; 
live stock, 2,223 and 2,094; coal, 28,982 and 29,392; coke, 513 and 606; 
forest products, 21,807 and 20,504; ore, 1,024 and 1,158; merchandise, 


L. C. L., 42,409 and 43,830; miscellaneous, 64,345 and 59,795; total, 
1928, 165, 198; 1927, 161, 231; 1926, 170,281. 
Northwestern’ district: Grain and grain products, 20,298 and 


18,874; 
and 1,281; 


live stock, 9,641 and 10,488; coal, 
forest products, 15,611 and 16,678; ore, 


8,121 and 11,538; coke, 1,291 
38,067 and 31,246; 


merchandise, L. C. L., 34,383 and 35,721; miscellaneous, 51,597 and 
48,030; total, 1928, 179,009; 1927, 173,856; 1926, 187,574. 
Central western district: Grain and grain products, 14,987 and 


13,270; live stock, 16,974 and 18,018; coal, 15,009 and 16,072; coke, 362 
and 379; forest products, 11,125 and ii, 422; ore, 3,821 and 3, 474; mer- 
chandise, L. C. L., 36,040 and 35,314; miscellaneous, 83,147 and '32, 740; 
total, 1928, 181, 465: 1927, 180,689; 1926, 181,3 

Southwestern district: Grain and aa products, 6,612 and 5,410; 
live stock, 4,191 and 4,373; coal, 6,254 and 7,856; coke, 199 and "278: 
forest products, 9,149 and 8,562; ore, 475 and 1, 007; merchandise, L. 
Cc. L., 17,181 and 17, 887; miscellaneous, 53,632 and 44, 472; total, 1928, 
97, 693: 1927, 89,845; 1926, 93,123. 

Total, all roads: Grain ‘and grain products, 56,784 and 52,416; live 
stock, 38,389 and 40,772; coal, 207,940 and 196, 508; coke, 10, 991 and 
9,652; forest products, 66,966 and 66, 484; ore, 60, 690 and 52, 065; mer- 
chandise, ie © dns ’269, 354 and 268, 544; miscellaneous, 479, 013 and 
433,566; total, 1928, 1,190, 127; 1927, 1,120, 067; 1926, 1,202,780. 


Loading of revenue freight in 1928 compared with the two 
previous years follows: 





1928 1927 1926 

Four weeks in January ....... - 3,447,723 3,756,660 3,686,696 
Four weeks in February ....... 3,589,694 3,801,918 3, 677,332 
Five weeks in March............ 4,752,031 4,982,547 4,805, "700 
Four weeks in April ........... 3,738,295 3,875,589 3, 862, 103 
Four weeks in May ...... seeeee 4,006,058 4,108,472 4, 145, 820 
Five weeks in June............ 4,923,304 4,995,854 5,154, 981 
Four weeks in July............. 3,942,931 3,913,761 4, 148, 118 
Four weeks in August.......... - 4,230,809 4,249,846 4, "388, 118 
Five weeks in September....... 5, 586, 284 5,488,107 5,703,161 
Week Of October 6......cccccsece 1 & 186, 598 1,102,994 1,174,928 
Wee GC COtOUOP BB occ ccicciccs. 1,190,127 1,120,007 1,202, 780 

EE. o:tend,cea'e cee emeaweonat 40,593,854 41,395,755 41,950,337 


CHRYSLER ERIE DIRECTOR 


The Commission has granted the application of Walter P. 
Chrysler, the automobile manufacturer, to hold the position of 
director of the Erie Railroad Company, in addition to holding 
positions of director with the Ann Arbor and the Chicago, Mil- 
waukee, St. Paul & Pacific. 
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Burlington 
Houte 


All fine trains whose superb equipment fully measures up to 
the highest standards of the most discriminating traveler. 


BLACK COMMERCIAL *ORIENTAL 
LIMITED LIMITED 


*NORTH 
COAST LIMITED HAWK 

12:10 p. m. 6:30 p. m. 8:45 p.m. 11:30 p.m. 

10:40 p. m. 7:00 a. m. 8:15 a. m. 11:00 a.m. 
11:35 p. m. 7:35 a. m. 8:55 a. m. 11:55 a.m. 


*Solid through trains to the Pacific Northwest—Spokane, Seattle, Tacoma, Portland 

COLORADO NEBRASKA *OVERLAND MISSOURI 

LIMITED LIMITED EXPRESS LIMITED 
Lv. CHICAGO 10:30 a. m. 11:30 p.m. 6:00 p.m. 
MAHA.. 11:30 p. m. 3:50 p.m. 
1:15 a. m. H 5:55 p.m. 
:10 p.m. 7:15 a.m. 
7:20 a. m. 
8:00 a. m. 


. DENVER... 
Ar. ST. JOSEPH 
Ar. KANSAS CITY ... 
*Through Pullmans to California, via Denver, Royal Gorge, Salt Lake City and the Feather River Canyon 


BURLINGTON TRAVEL BUREAU 


cAt Your Service + «+ 
179 West Jackson Street S. J. OWENS, General Agent Phone Wabash 4600 








MEN IN TRANSPORTATION 





Many of the members of the Interstate Commerce Commis- 
sion are youngsters in point of service as federal regulators of 
common carriers in interstate commerce compared with Bal- 
thasar Henry Meyer, who is now rounding out his eighteenth 
year as a commissioner. His service on the Commission exceeds 
by seven years that of Commissioner Clyde B. Aitchison, who 
ranks next in seniority, and by eight years that of Commissioner 
Joseph B. Eastman, who ranks third. The other eight members 
of the Commission have been appointed since 1920, Chairman 
Johnston B. Campbell and Commissioner Ernest I. Lewis hav- 
‘ing been appointed in 1921; Commissioner Frank McManamy in 





® B. H. MEYER 


1923; Commissioners Thomas F. Woodlock and Richard V. 
Taylor in 1925; Commissioner Ezra Brainerd, Jr., in 1927; Com- 
missioner Claude R. Porter in January, 1928, and Commissioner 
Patrick J. Farrell in June, 1928. 

Search of the records showing years of service of commis- 
sioners since 1887, when the Commission was organized, indi- 
cates that only one commissioner—Judson C. Clements—served 
considerably longer than Commissioner Meyer has served up to 
the present. Commissioner Clements was a member of the 
Commission for a quarter of a century, having been appointed 
in 1892. He died in office in 1917. Martin A. Knapp was a 
member of the Commission from March 2, 1891, to December 12, 
1910. Charles A. Prouty served from December 21, 1896, to Feb- 
ruary 2, 1914. 

Three presidents of the United States have appointed Mr. 
Meyer a member of the Commission. President Taft, in 1910, 
made the original appointment. President Wilson reappointed 
him in 1917, and President Coolidge reappointed him in 1924 
for his present term, which will expire December 31, 1931. 

The regulatory experience of the commissioner, however, 
began before his assumption of duties as a federal regulator. 
He was chairman of the Railroad Commission of Wisconsin 
when he was appointed to the Commission by President Taft. 
He had become a member of the Wissconsin commission in 
July, 1905. His active interest in transportation dates back to 
a day in 1894 when he read on a bulletin board at the University 
of Berlin an announcement of lectures in transportation. The 
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reading of that announcement led to a proposal by him, in ppp, 
ciple, thirty-two years ago, for the creation of advisory boar 
such as the country now has in the shippers’ regional advisor 
boards. Those who have read the report of the proceedings 
the meeting, last June, of the Pacific Northwest Advisory Boar 
or who attended that meeting, will remember the remarks there 
of Commissioner Meyer, who said: 


In 1894, in the fall of the year, I found myself making out , 
scheme of studies in the University of Berlin, and as I was walking 
through the corridor of one of the buildings, I noticed upon th, 
bulletin board an. announcement of lectures in transportation. y, 
program was pretty well made out, but when I saw that announce. 
ment, with a flash I said to myself: ‘‘There is something for yoy. 
If I had not read that announcement, I would not be here today. 

Those lectures were given in a university hall, but they hag 
nothing to do with the university. I asked for permission to join 
those classes; and that permission was promptly secured. I was the 
only man in those classes who was not a practical railroad man 
And I spent four hours a week in railroad law, four hours a week 
in railroad engineering, and the second semester four hours a week 
in railroad economics. Between semesters, something like six or 
seven weeks, I spent literally all my time in trying to get acquainte 
with transportation literature in the Royal Library. 

It was in that connection that I first learned about advisor 
councils as a scheme in administration, and something like two years 
later I published the first article I ever published on the subject of 
railroads and headed it ‘‘Advisory Councils in Railroad Administra- 
tion.” So you see, gentlemen, that if this had depended upon me 
personally you would have been created thirty-two years ago. 


In revised form, Commissioner Meyer’s article on advisory 
councils will be found in chapter IV of his book, “‘Railway Legis. 
lation in the United States.” He proposed establishment by law 
of a system of state and interstate councils, having advisory 
power only, and representing all the various interests of the 
entire population as far as practicable. The present regional 
advisory boards and what he proposed differ fundamentally only 
in that the boards have come into existence by voluntary action 
and not by law. 

“The aim of the suggested plan,’ says Commissioner Meyer 
in his book, “is obvious—to represent all the varied interests of 
our population in an advisory capacity, in the conduct of our 
railways. These councils are to be clearing houses of informa- 
tion through which the railways and the public will learn to 
know each other’s interests better, and through which the 
material interests of both these great parties will be built up 
in accordance with principles of justice and equity. Every 
attempt to interfere in the purely business management of a 
railway should be resisted; but every attempt on the part of a 
railway to disregard the just rights of the public should likewise 
be promptly checked and thoroughly ventilated in the councils.” 

The commissioner proposed that quarterly meetings of the 
councils be held, that all the meetings should be public and that 
the proceedings should be printed. 

Following his transportation research work in Berlin, Mr. 
Meyer, on his return to the United States, continued his study 
of the subject. He made an exhaustive inquiry as to railroad 
charters and in 1898 began teaching a course of transportation 
at the University of Wisconsin. Later, as professor of political 
economy of the university, he dealt with problems related to 
transportation. He has written several books and many articles 
on various phases of that subject. 

Commissioner Meyer was born at Mequon, Wis., May 28, 
1866. He was graduated from the Oshkosh Normal School, the 
University of Wisconsin and did graduate work at the University 
of Berlin. From 1884 to 1886 he taught district school and there- 
after was principal at Fredonia. From 1889 to 1892 he was 
principal of the high school at Port Washington, Wis. He was 
professor of political economy at the University of Wisconsin 
from 1900 to 1910, having received leave of absence to accept 
appointment to the Wisconsin commission in 1905. In August, 
1910, he was appointed by President Taft as a member of the 
Railroad Securities Commission, and his original appointment 
to the Interstate Commerce Commission was made the following 
December.—S. H. S. 


ROLLING STOCK ADDITIONS 


Class I railroads in the first nine months this year installed 
46,574 freight cars, according to reports filed by the carriers 
with the car service division of the American Railway Associa- 
tion Compared with the corresponding period last year, this 
was a reduction of 12,131 in the number of freight cars installed. 
Freight cars on order on October 1 this year totaled 7,522 com- 
pared with 14,833 on the same date last year. In the month 
of September, the railroads installed 4,002 freight cars com- 
pared with 6,431 in September last year. Locomotives placed 
in service by the Class I railroads the first nine months in 1928 
totaled 1,088, which was a decrease of 388 compared with the 
corresponding period last year. Locomotives installed in Sep- 
tember numbered 93 compared with 177 placed in service in 
September 1927. Locomotives on order on October 1, 1928, 
totaled 113 compared with 134 on the same date in 1927. 


These figures as to freight cars and locomotives include 
new and leased equipment. 
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“<1 | Near the Center of Population and Manufacturing 


a and Along the Backbone of American 
tudy Industrial Opportunity 


road 


HERE is an advantage in 

proper geographical location if 

your marketing expense is of at 
major importance in your total cost & Metin J 
of production and distribution. Rene fe ge 


The territory in Ohio and Indiana 
served by the Chesapeake and Ohio 
Lines occupies a commanding posi- 
tion with respect to the raw materials 
and to the markets of the Country. 


It has cheap power, abundant 
supply of skilled labor, and splendid 
transportation facilities. 


Industrial Department, 
Chesapeake and Ohio Lines, 
Richmond, Virginia. 


Unusual opportunities and advan- Please send me information about 


tages are offered new industries. 


Fill out the coupon for full data 
about this territory. 
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N. E. FLOOD AND RAILROADS 


The Trafic World Washington Bureau 


The New England flood in November last year resulted in 
a financial loss, caused directly by the flood, of approximately 
$13,000,000 to the eleven railroads operating in the flood zone, 
according to a report of a special committee appointed by the 
American Railway Engineering Association to make a study of 
the flood situation. 

“The flood,” says a bulletin made public by the American 
Railway Engineering Association, “affected a total of 2,830 miles 
of road on the eleven railroads in Maine, New Hampshire, Ver- 
mont, Massachusetts, Rhode Island, Connecticut, New York and 
the Province of Quebec. Statements of direct losses presented by 
the roads aggregated approximately $13,000,000. In addition, 
there were very substantial losses incurred by each road difficult 
to estimate because of their intangible nature. The New Eng- 
land flood may well be termed a New England disaster that has 
no peace time precedent. 

“The railroads restored over 2,800 miles of road seriously 
damaged as to roadbed, track and bridges under extremely ad- 
verse conditions with surprising speed.” In fact, the bulletin 
continued: 


It is not the purpose of this report to recommend flood preven- 
tion measures—the reports of the various investigating bodies com- 
posed of competent authorities will serve that requirement—but this 
report would be incomplete without some reference to the value of 
certain factors which proved to be measures of protection in con- 
nection with the flood of November, 1927, in New England. Storage 
reservoirs located in flood areas prevented flood damage in certain 
localities and lessened the effect of the flood elsewhere. Notable 
instances were those located on the Deerfield River in southern Ver- 
mont and on the upper Androscoggin River in northern New Hamp- 
shire and eastern Maine. 

The menace to railroads of dams, bridges and other structures, 
improperly located or poorly designed and constructed on and adjacent 
to rivers in flood regions, is of extreme importance and suggests the 
necessity for a lively interest on the part of railroads and close co- 
operation with all who may be concerned in the ownership, construc- 
tion or control of such structures to secure, through scientific con- 
struction and proper location, maximum protection against unneces- 
»sary loss of life and property and interruption of rail transportation. 


LUMBER SHIPMENTS 

Steady shipments accompanied by slight declines in produc- 
tion and orders were outstanding in the lumber movement the 
week ended October 20, as compared with the previous week, 
according to reports received by the National Lumber Manu- 
facturers’ Association from 883 leading softwood and. hardwood 
mills. Production totaled 408,655,000 feet; shipments, 403,748,000 
feet, and orders 380,890,000 feet. In the hardwood branch of 
the industry both shipments and orders were considerably ahead 
of production. Sales reported for the current week were 65,843,- 
000 as compared with 73,129,000 feet for the preceding week, the 
high for the year. Shipments of softwoods were slightly higher, 
but production and orders both fell off. The West Coast Lum- 
bermen’s Association reported for 233 mills production as 209,- 
301,682 feet, as against an average weekly operating capacity for 
three years of 240,985,451 feet and average weekly production 
this year of 192,611,861 feet. The Southern Pine Association for 
156 mills reported production as 73,335,596 feet, which was 
8,694,810 feet under the three-year average. 

The following table compares the lumber movement, as 
reflected by the reporting mills of eight softwood, and two hard- 
wood regional associations, for the two weeks indicated; 000’s 
omitted: 


Preceding 
Past Week Week, 1928 (Revised) 
Softwood Hardwood Softwood rdwood: : 
Mills (or units*) ....... 5 403 547 387 
oe err 353,171 55,484 356,250 55,024 
Oe eee 341,036 62,712 340,315 58,770 
Orders (new bus.)...... 315,047 65,843 322,998 73,129 


‘ *A unit is 35,000 feet of daily production capacity. 


RATES ON SALT . 


A joint hearing in docket 20462, Colonial Salt Company and 
others against the A. & S. and others, and I. and S. 2976, and 
first supplement, salt from St. Louis, Mo., and related points 
to Texas, began at Chicago before Examiner Disque October 25. 

The complaint in the docket case attacks the rates on salt 
from Ohio and Michigan salt producing points, such as Akron, 
Wadsworth and Cleveland, O., and St. Clair, Mich., to the south- 
west as unreasonable and as unduly prejudicial, as against rates 
applicable to the same territory from Kansas, Louisiana and 
Texas producing points. 

Increases of approximately 1.5 cents a hundred pounds from 
St. Louis to Texas points are proposed in the suspended sched- 
ules. 

While the complaint attacks the reasonableness of the rates, 
the point stressed by the complainant witness, W. J. Tompkins, 
was that of relationship. It was his position that the scale 


prescribed by the Commission in I. and S. 2414, for application 
from Kansas producing points to southwestern territory, and 
since extended by the carriers to Louisiana shippers to a large 
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part of the territory, or something lower, should be extendg 
to the Michigan and Ohio producers. That would mean a p 
duction of approximately 40 per cent in their rates, ACCcording 
to him. From his testimony it appeared that he would be satis. 
fied either with a reduction in the rates complained of or increagge; 
in the rates from the competing producing territories. Repary. 
tion was asked on shipments made since the 2414 rates have beg, 
in effect. He said that, in order to compete in the territory 
the interests represented by him had to absorb the difference 
in freight rates. 

Testimony in defense of the existing rates in the southweg 
was introduced by John R. Baker, of Armour and Company. 
He said his company was a large user of salt at its packing 
plants in the territory and that he considered the rates, as 
applicable to his company’s traffic, in excess of reasonable 
maximum rates. Loadings received by his company, he sai¢, 
averaged 110 per cent of the full carrying capacity of the cars 
the claim hazard was low, and other facts were cited in sup. 
port of his contention that the transportation characteristics 
were favorable. Car-mile earnings from Kansas points to Ok. 
lahoma City, for 229 miles, were shown to average 73 cents 
and, to North Ft. Worth, for 416 miles, 53.81 cents, according 
to his exhibits. He compared that with the earnings produced 
by other traffic, in support of the reasonableness of the salt 
rates. “The scale prescribed in the southwest has been thor. 
oughly tried out and every angle has been before the Com. 
mission,” he said. 

A motion for reopening of I. & S. 2414 was presented by 
the carrier representatives. According to E. Rigg, assistant 
general freight agent of the Rock Island, the rates prescribed 
in that case were lower than anything prescribed by the Con. 
mission in the consolidated southwestern cases, docket 13535. 
He called attention to the fact that the I. & S. case was de. 
cided in December, 1926, and docket 13535 was decided in April, 
1927. According to him, the 2414 scale was approximately 16 
per cent of the first class scale prescribed in 13535. He held 
that salt should not take a basis lower than 22.5 per cent of 
first class, or class D. It is classified class C, he pointed out. 
It was his position that the present and proposed rates applicable 
to the Michigan and Ohio traffic were reasonable and that if 
there was any prejudice it should be removed by increasing 
the rates applicable from the other producing points. In de 
fense of the present relationship, he said there was apparently 
sufficient production in the southwest to meet the consumption 
demand in that territory and that the producers located there 
did not have access to Official Territory on as low a basis as 
was in effect from the Michigan and Ohio points into the south- 
west. The southwestern producers were striving for subsist- 
ence in a relatively low consumption territory, he said, whereas 
the Official Territory producers had a large territory of con- 
sumption at hand. 

Other witnesses who testified were Harold Scherer, of the 
Southern Pacific, and J. E. Dimond, of the Missouri Pacific. 





BUS OPERATION COSTS 


The average cost of operating busses in the United States 
in 1927 was 1.1 cents per seat for every mile, as compaser to 2.6 
cents per seat for private automobiles, according to the bus divi- 
sion of the American Automobile Association. The statement is 
based on a study of motor bus operating costs of 66 representa- 
tive companies which carried more than 400 million passengers 
at an average fare of 10.1 cents. 

“Fares constituted about 95 per cent of the total revenue 
of the average company in this group, while it paid $8,700 for 
its insurance, and almost $37,500, or 1.6 cents per bus mile, for 
taxes,” it is stated. 

“Although bus transportation is in its infancy, with the 
average age of these 66 companies at four years, the miles of 
route covered by the common carrier motor bus exceeds by 
five per cent the route mileage of the railroads and by 463 per 
cent that of the electric railways.” 

The bus division says this tremendous and sudden pop- 
ularization of the bus, which has been due to an increasing 
demand for public conveyance by automobile, has led to a wide- 
spread need on the part of operators, manufacturers, finantiers, 
as well as regulatory and legislative bodies, for data on the 
costs of operation. The statement by the bus division continues: 


Steady progress has been made in adapting the motor bus to the 
transportation needs of the country. Bus registration has reached 
a total of about 86,000 units. This total is not large compared with 
automobile registration, but to appreciate its full significance it must 
be compared with the number of units in the electric railway in- 
dustry. In the hey-dey of the trolley, after two decades of expansion, 
about one hundred thousand were in use. 

The bus companies used in obtaining average figures range from 
the operator of but a single bus to the operator of 1,389 busses, from 
the operation of 42,178 bus miles to the operation of 46,293,358 bus 
miles, from the accommodation of 7,000 passengers to the accom- 
modation of 261,548,808 passengers, and reveal the same wide varia- 
tion from almost any other point of consideration. 

The motor coach is the natural result of the demand created by 
the private passenger car for swift, comfortable and economical 
transportation. Many steam and electric lines have realized this, 
and substitution of the motor coach for non-paying train and trolley 
prybt id has during the past few years been the rule rather than the 
exception. 
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MOVEMENT OF TRAFFIC 


Freight traffic is being handled with the greatest speed ever 
attained by the railroads of this country, according to the 
Bureau of Railway Economics, which says: 


The daily average movement per freight car for the first eight 
months this year was 30.3 miles per day, the highest average ever 
attained by the railroads. This was an increase of four-tenths of 
one mile above the daily average for the corresponding period last 
year and an increase of seven-tenths of one mile above that for 
the corresponding period in 1926. 

The average daily movement per freight car in August was also 
the highest for any August on record, amounting to 32.1 miles per 
day. This was an increase of 1.2 miles above the daily average for 
August last year and an increase of six-tenths of one mile above 
that for August, 1926. 

In computing the average movement per day, account is taken 
of all freight cars fn service, including cars in transit, cars in pro- 
cess of being loaded and unloaded, cars undergoing or awaiting re- 
pairs and also cars on side tracks for which no load is immediately 
available. ; 

The average load per car in August was 27.2 tons, including 
less than carload lot freight as well as carload lot freight. This 
was a decrease of four-tenths of one ton under the average for August 
last year. For the first eight months in 1928, the average load per 
car was 26.5 tons, compared with 27.3 tons for the same period in 
1927, or a decrease of eight-tenths of one ton. ; 

The volume of freight traffic handled by the Class I railroads in 
August this year amounted to 42,406,223,000 net ton-miles. 

This was an increase of 422,031,000 net ton-miles or one per 
cent over August, 1927, but a decrease of 1,327,788,000, net ton-miles 
or three per cent under the same month in 1926. 

In the eastern district, there was a decrease in the volume of 
freight handled of 2.4 per cent in August, 1928, compared with the 
same month last year, while the southern district reported a de- 
crease of 6.5 per cent. The western district reported an increase of 
8.4 per cent. 

For the first eight months in 1928, the volume of freight handled 
by the Class I railroads amounted to 305,381,025,000 net ton-miles. 
This was a decrease of 8,976,455,000 net ton-miles or 2.9 per cent 
below the corresponding period last year and a decrease of 7,202,955,- 
000 net ton miles or 2.3 per cent below the same period in 1926. 

Railroads in the eastern district for the eight months’ period 
this year reported a decrease of 6.5 per cent in the volume of traffic 
compared with the same period in 1927, while the southern district 
reported a decrease of 8.1 per cent. The western district reported an 
increase of 4.8 per cent. 


OPERATING AVERAGES 


The bureau of statistics of the Commission has issued the 
following comparison of selected items of freight service oper- 
ating averages of Class I steam railways: 
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5,179 1,433 708 14,833 483 *28.8 24.0 *69.9 36.2 § 
SE xcewnes 3,929 1,423. 646 16,424 378 27.9 21.7 62.5 38.1 162 
BE siconten 3,999 1,445 655 16,652 388 26.2 22.3 66.4 38.6 158 
| eeeee 5,341 1,528 716 16,464 510 28.2 27.4 66.0 39.4 163 
TOE... 4,794 1,563 702 17,997 453 26.8 26.0 65.0 41.2 151 
| Seats 5,117 1,656 740 19,643 477 27.0 27.4 64.5 48.6 139 
BE ani 5,462 1,715 759 20,616 511 27.1 29.6 63.7 44.9 136 
pee *5,463 1,772 778 21,777 *515 27.3 29.9 63.0 46.3 131 

= Ee 5,256 *1,814 *779 *23,396 505 26.5 *30.3 62.9 *47.8 #127 
Aug., 1927 .... 5,711 1,843 813 22,550 538 *27.6 30.9 *63.0 47.7 118 
Aug., 1928 ....*5,732 *1,886 *823 *24,055 *549 27.2 *32.1 62.9 *49.1 *115 





tIncludes unserviceable cars. 

jIncludes equivalent coal tonnage for fuel oil consumed. 
§Data not available. 

*Best record of the comparative period. 


: HANDLING OF GOODS 


Ray M. Hudson, assistant director of commercial standards 
of the Department of Commerce, in a statement on simplification 
in distribution, says: 


Distribution, according to the dictionary, means the “physical 
process of conveying a commodity from the producers to the con- 
sumers.”’ In this sense it is synonymous with “transportation.” 

The economists give ‘distribution’? a much broader interpreta- 
tion by adding to physical movement all the activities, operations, or 
efforts connected with the “service of supply’’ to the consumer. In 
this connection transportation is but one of many operations. 

Analysis of costs of the general service of supply indicate that 
actual freight charges per unit of sale is but a small part of the total 
cost of physical movement. The larger part is represented in the 
effort of getting the goods to the freight car and getting them away 
again after the car reaches its destination. This applies in similar 
manner to water transportation. 

Recognition of this larger cost has focussed attention on the 
opportunities for simplifying and otherwise improving material han- 
dling methods, machinery and equipment. 

In the early days of rail transportation it was often necessary, 
because of the diversity in track gauges, to transfer or unload and 
reload goods at junction points. Simplification of that diversity to 
the present standard gauge, and consequent simplification of coupler 
heights and other features of railway equipment, marked a great 
advance in handling goods. 

The advent of the “container’’ car for less-than-carload ship- 
ments, of the small tractor and train for use around freight houses, 
mark further progress in this direction. 

Now the “lift-truck and skid platform” method is rapidly coming 
into vogue. Heretofore this method has been confined chiefly to use 
single plants. Now shippers are sending goods 


within or around 
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through to ultimate destination on skid platforms. This practic 
facilitates handling all along the line of movement from factory t, 
consumer. Goods thus prepared for shipment are loaded into ga), 
unloaded onto trucks, and finally moved into the customer’s stock 
rooms without breaking bulk, with a minimum of physical effort and 
with a great saving in time. 

Investigations already completed indicate direct savings rangin 
from 25% to 90% in cost of packing, handling, loading and unloading 
It has been estimated that direct cost of material handling jn the 
United States approximates $3,500,000 annually. Of this, $700. 
000,000 is estimated as the cost of handling goods which cap }, 
shipped on skid platforms. It is estimated this cost can_probably be 
cut in half by wider application of this recent step toward simplifying 
this phase or part of ‘distribution.’ 

he division of simplified practice of the bureau of standards 
and the transportation division of the bureau of foreign and domestic 
commerce are jointly co-operating with manufacturers and distrjp. 
utors, also shippers and carriers interested in this endeavor. A first 
result of this program is the standardization of clearance heights 
for skid platforms at 8” and 12”, and of minimum clearance between 
supports at 29”. 








AUGUST RAIL EARNINGS 


The Commission’s official statistics on operating revenues 
and operating expenses of Class I railroads, for August, ang 
the eight months ended with August, for the United States as 
a whole, follow: 





1928 1927 
Average number of miles operated.... 240,631.11 239,453.36 
Revenues: 
EE SU ee Pe ee $ 421,006,706 $ 415,346,693 
EE. cis 44. nee ba eae de aah wie.sdines *85,101,543 791,703,557 
RN Sc tae Ww spoke eae W anne se dauene 8,848,023 7,658,421 
ES ee ee rane 11,420,592 11,876,967 
All other transportation ........... 18,627,524 18,357,947 
IES 53:54 lig. a-6' se 2 8a 'e ind toraris's 12,046,867 12,053,858 
pS a Ee Peer ree 1,090,780 1,183,162 
pe 286,480 406,442 
Railway operating revenues.... 557,855,555 557,774,163 
Expenses: 
Maintenance of way and structures 76,890,498 80,310,327 
Maintenance of equipment......... 99,457,172 102,983,587 
RPC i as Sat a ee 10,298,338 9,955,982 
I err rere 177,686,104 180,866,397 
Miscellaneous operations .......... 5,074,834 5,117,027 
I Ee re 15,941,669 16,111,883 
Transportation for investment—Cr. 1,440,840 1,785,993 
Railway operating expenses... 383,907,775 393,559,210 
Net revenue from railway operations.. 173,947,780 164,214,953 
SRP GU) GIDPEUEEB. 6c cccccccessccecs 35,209,727 35,402,706 
Uncollectible railway revenues......... 93,314 90,340 
Railway operating: income 138,644,739 128,721,907 
Equipment rents—Dr. balance......... 8,169,166 7,862,490 
Joint facility rent—Dr. balance........ 2,061,439 2,057,854 
Net railway operating income.. 128,414,134 118,801,563 
Ration of expenses to revenues (%)... 68.82 70.56 
EIGHT MONTHS 
Average number of miles operated.... 240,203.36 239,154.35 
Revenues: 
Chi wit dc witansbackun-ew ors anees $2,991,672,761 $3,049,747,453 
ESE ee Seren $609,292,545 $662,197, 754 
EE ins. FEC asks onder debadacteees 64,286,488 62,498,606 
a near 88,911,120 88,699,464 
All other transportation ........... 136,685,121 138,068,398 
A CURD a ahaa ot oh: s-eeic own te 81,289,961 85,621,239 
Pe ee SE eT eee eee 8,910,968 9,239,789 
SOUS TF son sig «5 50s cb6 0000s 2,923,020 3,357,028 
Railway operating revenues.... 3,978,125,944 4,092,715,675 
Expenses: : 
Maintenance of way,and structures 562,896,829 585,950,186 
Maintenance of eqtipment......... 781,834,848 825,184,578 
ee Se oe eee 83,795,901 80,582,807 
eee 1,380,610,490 1,440,882,651 
Miscellaneous operations .......... 37,396,305 37,613,969 
dekh eckvaletx tesa amreicieat Ms ais 128,971,098 128,288,124 
Transportation for investment—Cr. 10,109,773 10,197,497 


Railway operating expenses... 2,965,395,698 


3,088,304,818 
Net revenue from railway operations... 1,012,730,246 


1,004, 410,857 


NS I ee 249,711,549 252,109,084 
Uncollectible railway revenues......... 859,502 985,592 

Railway- operating income..... 762,159,195 751,316,181 
Equipment rents—Dr. balance......... 60,308,194 57,867,196 
Joint facility rent—Dr. balance........ 16,198,988 16,584,324 

Net railway operating income.. 685,652,013 676,864,661 
Ration of expenses to revenues (%)... 74.54 75.46 


*Includes $3,797,395 sleeping and parlor car surcharge. 
tIncludes pA sleeping and parlor car surcharge. 
tIncludes $26,623,476 sleeping and parlor car surcharge. 
$Includes $26,977,386 sleeping and parlor car surcharge. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended October 13 totaled 
11,279,000 net tons, an increase of 240,000 tons over that for 
the preceding week, according to the weekly estimate of the 
Bureau of Mines of the Department of Commerce. Anthracite 
production was estimated at 2,003,000 net tons, an increase of 
88,000 tons over the revised figure for the preceding week. 


Bituminous coal dumped into vessels at Lake Erie ports the 
week ended October 14 totaled 919,465 net tons. Anthracite 
shipped from Lake Erie ports that week totaled 24,682 tons. 


Tidewater bituminous coal shipments from Hampton Roads 
the week ended October 13 totaled 387,731 net tons, of which 
238,504 tons were for New England delivery. 

Cars of coal forwarded over the Hudson to eastern New 
York and New England the week ended September 29 were 
reported as follows: Bituminous, 2,612 cars; anthracite, 3,303 
cars. 
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DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Chicago opened its new club rooms ad- 
jacent to the old ones in the Palmer House at a luncheon October 
22. It was intended to hold it in the club dining room, but 
there were over 900 members and guests present, so the hotel 
ball room had.to be used. George B. Hild acted as master of 
ceremonies, which were brief. F. L. Bateman, chairman of the 
special committee on club quarters, turned over the rooms to 
M. J. Kennelly, president of the club, who responded fittingly. 
There were nine former presidents of the club at the head table. 
The rest of the program was furnished by members, of the “My 
Maryland” company. The spacious new rooms of the club, filled 
with flowers, were open for inspection. 





In addition to the clubs already reported, the resolution 
pertaining to political rate making adopted by the Associated 
Traffic Clubs of America at San Francisco was ratified by the 
Transportation Club of St. Paul and the Oklahoma City Traffic 
Club. 





The Tri-City Traffic Club will hold its annual “‘Ladies’ Night 
Party” at the LeClaire Hotel, Moline, Ill. November 8. A 
turkey dinner will be served and dancing will follow. 





The Traffic Club of Detroit will hold a ladies’ bridge lunch- 
eon at the Statler Hotel October 30. Luncheon will be served 
at noon. The following will be in charge: . Mrs. Henry Shearer 
(chairman), Mrs. N. D. Hoke, Mrs. J. H. Myler, Mrs. W. J. 
Dibble and Mrs. Gordon O’Day. 





The Transportation Club of St. Paul held a luncheon at the 
Union depot dining room October 23. ‘Motion pictures of “Ger- 
many’s Transportation System” were shown, through the cour- 
tesy of Hans Engel, New York representative of the German 
Railroad. The first fall dance was held at the Weequah Country 
Club October 25. Music was provided by the Great -Northern 
Railway Orchestra. 





The Traffic Club of Tulsa held its regular luncheon at the 
Mayo Hotel October 23. P. P. McKirahan was chairman of 
entertainment committee, assisted by Harold Skyrm. Approxi- 
mately 175 were present, including about twenty off-line railroad 


officials and the following Roumanian delegates: George 
Anagnostache, Oscar Woinaresky, Ernest Dimibrim, Victor 
Dumibris, George Callya and Margante Calleya. E. C. Master- 


son, field superintendent, Phoenix Oil & Transport Company, 
gave a talk on the city of Bucharest. 





The following officers and directors were elected at a meet- 
ing of the Norfolk-Portsmouth Traffic Club October 18:  Presi- 
dent, M. Daily Walsh, traffic manager, William Sloane & Co., 
Inc.; first vice-president, J. H. Threadgill, manager, International 
Mercantile Marine; second vice-president, H. C. Mitchell, assist- 
ant general freight agent, Virginian Railway; secretary, R. T. 
Etheridge, assistant chief clerk to first vice-president, Seaboard 
Air Line; treasurer, L. B. Woody, agent, Buxton Line; board 
of governors, G. F. Palmer, agent, Norfolk & Western, and W. B. 
Jester, traffic manager, D. Pender Grocery Company. Governors 
held over from last year are P. M. Pritchard, general agent, 
Norfolk & Washington Steamboat Company, and H. P. Fried- 
man, traffic manager, Portsmouth Cotton Oil Refining Corpora- 
tion. The annual dinner, designated ‘Ladies’ Night,” will be 
held December 20. 





A meeting of the Traffic Study Club of Philadelphia was 
held at the State Fensible Infantry’s Armory October 26. L. A. 
Becker, traffic manager and purchasing agent for the Rohm & 
Haas Company and the Charles Lennig Company, spoke on the 
relation of purchasing and traffic management. George Alrich, 
office manager of the Universal Carloading and Distributing 
Company, spoke on car consolidation. Prof. G. Lloyd Wilson 
presented a brief resume of the investigation of the traffic de- 
partment in industry conducted by the Bureau of Foreign and 
Domestic Commerce, Washington, D. C. Following are some 
of the topics that will be discussed at future meetings: Pool 
car distribution, north Atlantic ports, public relations, the mo- 
tor truck and traffic management, and sales management and 
advertising in relation to traffic management. Following the 
meeting of the study club, Pi Alpha Episilon Society held its 
annual election. ome 





The Traffic Forum of the Traffic Club. of New York held-- 
its first meeting of the season at the Hotel McAlpin October 19.- 


The next meéting will be held at the Hotel McAlpin Novémber 13. 





The Traffic Club.of Newark will-held its annual meeting 
and election at the Elks’ Club November 5. There will be a 
program of entertainment. The nominating committee has-pre- 
sented the. following ticket: Pre: D. R.. 
vice-president, J. L. Hughes; second vice-president, William 
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Hildebrand; treasurer, F. A. Fielder; board of governors (three 
year term), J. T. Sasso, J. Vogt and A. D. Davis (one-year term) 
C. Goelzer and C. E. Tinney. ; 





H. G. Watts, traffic manager, Derby Oil Company, has bee, 
appointed chairman of the nominating committee of the Traffic 
Club of Wichita. The nominations will be reported at the first 
meeting in November. 





The San Antonio Traffic Club held a meeting October 99 
The nominating committee, of which Murray Trainer is chair. 
man, made its report. Hardie Johnston has been appointed chair. 
man of a committee on arrangements for the annual stag banquet 
to be held the last of November. 





The nominating committee of the Traffic Club of Kansas 
City has made the following selections for office: President. 
G. L. Walker, traffic manager, Continental Oil Company; first 
vice-president, A. C. Burrows, general agent, passenger depart. 
ment, New York Central; second vice-president, R. E. Crowley, 
assistant traffic manager, Colgate-Palmolive-Peet Company; 
secretary-treasurer, A. A. Luttrell, traffic agent, C. & A.; di. 
rectors, E. C. Ferguson, traffic manager, Central Coal and Coke 
Company; J. E. Johnston, traffic manager, Southwestern Lum. 
berman’s Association; F. E. Wall, general agent, Fort Smith & 
Western, and Julian Nance, general agent, Union Pacific. 





The Oakland Traffic Club held its second meeting of the 
season October 16. There was a large attendance. A. W. Grieve, 
of Beckman, Hollister & Co., San Francisco, spoke on “Keep. 
ing Up with the Times,” and L. A. Bailey, secretary of the San 
Francisco Warehouse Association and the California Warehouse 
Association, spoke on “The Place of the Warehouse in Trans. 
portation.” Following the business session, there was discus- 
sion of entertainment features planned for the coming year, the 
first of which is to be a theater party. 





The Traffic Club of St. Louis held a meeting at the City 
Club October 22. E. F. Endicott, blind attorney, chief of the 
department for the blind of the St. Louis Public Library, was 
the speaker. : 





Sir Henry Thornton, president of the Canadian National, 
will be the guest and speaker at the annual banquet of the 
Traffic Club of Minneapolis at the Nicollet Hotel December 6. 





The Transportation Club of Louisville has changed the date 
of its annual banquet from November 20 to November 27. L. A. 
Downs, president of the Illinois Central, will be the principal 
speaker. W. R. Cole, president of the L. & N., will be toast- 
master. 





The Association of Railroad and Steamboat Agents of Bos- 
ton will hold “Ladies’ Night” at the Hotel Bellevue November 5. 
There will be a program of entertainment and dancing. 





The Traffic Club of Baltimore will hold its annual election 
and a dinner dance at the Southern Hotel November 6. There 
will be an elaborate program of entertainment. 





The Traffic Club of St. Louis and the St. Louis Chamber of 
Commerce will hold a joint meeting at the City Club October 
29. Bernard MacFadden, editor and publisher, will speak on 
“Health as a Business Asset.” 





The Grand Rapids Transportation Club will hold a luncheon 
at the Association of Commerce November 1. Lee M. Hutchins, 
Sr., president of Hazeltine & Perkins Drug Company, will be 
the speaker. 


STUDENTS TO CONDUCT HEARING 


A public demonstration of scientific training’ in traffic 
matters will be given Saturday afternoon, November 3, at 2 
P. M., by the graduating class of the College of Advanced Traffic, 
Chicago. An interstate commerce hearing will be held in the 
classrooms of the college in the Transportation Building, with 
members of the graduating class taking the various roles. The 
case assigned for the hearing is Purity Filter Company vs. Pere 
Marquette Railway Company, Chicago and North Western Rail- 
way Company et al., docket No. 18550, involving the alleged 
unreasonableness of the fifth class rate paid on carload ship- 


-meéents of processed sand from Michigan City, Indiana, to Omaha, 
Nebraska. 
“as an actual Commission. proceedings. 


The hearing will be conducted in the same manner 
George A. Rautenberg, 
director of the college, will act as special examiner. 


. RAILWAY BUSINESS ASSN. DINNER 


The Railway Business Association will hold its twentieth 
annual dinner at the Hotel Commodore, New York, November 21. 
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THROUGH 
CHICAGO 


This thing called momentum works with the 
organization back of the freight train as well as 
with the train. The South Shore Line, lately reor- 
ganized and growing daily in service achievement, 
is on its way. The entire personnel of this organi- 
zation has the interest of its patrons at heart... . 
It is a railroad with vision. Belt line and 
direct through line connections make it available 
to shippers and receivers at principal shipping 
points and markets. Nickel Plate, Wabash, E. J. 
& El. H.B, B. & O. C. T., B. R. C., Pullman. 








TRAFFIC DEPARTMENT 


Chicago: 79 W. Monroe St. South Bend: 301 N. Michigan St. 
Phone Central 8280 Phone 2-5764 


CHICAGO SOUTH SHORE 
AND SOUTH BEND RAILROAD 















_ Personal Notes 
$e 
Blackburn Esterline, assistant to the Solicitor-General of 
the United States, in charge of litigation for the Department of 
Justice, growing out of orders of the Interstate Commerce Com- 
mission, lost his life October 21 by being struck by an elevator 
and falling to the bottom of the shaft in the Department of 
Justice building. ; 

Louis H. Marceau, traveling freight agent, N. Y., N. H. & H., 
at Boston, died October 13. 

Earl C. Wight has been appointed assistant general freight 
agent, B. & O., at Baltimore. In addition to his new duties he 
will retain supervision of intercoastal traffic under the jurisdic- 
tion of the foreign freight traffic manager.. 

David S. Mackie has been appointed assistant freight traffic 
manager, Michigan Central, at Chicago. 

T. L. Darneal has been appointed assistant general freight 
agent, Missouri-Kansas-Texas, at Dallas. 

J. L. O’Connor, assistant to vice-president, Judson Freight 
Forwarding Company, now has complete jurisdiction over mer- 
chandise services. V. Stern continues as general freight agent, 
merchandise services. T. G. Bugan has been appointed general 
agent at Chicago, and Charles Thayer has been appointed 
assistant general agent at Chicago. Robert F. Sandberg has 
been appointed division freight agent at Chicago. 

Effective November 1 the office of A. W. Mitchell, general 
agent, Erie, will be removed from Oklahoma City to Tulsa. 

The following B. R. & P. appointments have been made, 
effective November 1: Everett D. Davis, assistant freight traffic 
manager at Rochester, N. Y.; Webster H. Francis, general 
freight agent at Rochester; headquarters of William J. Sheridan, 
general western freight agent, transferred to Buffalo; Robert 
L. Yates, soliciting freight agent at Buffalo. 


CHICAGO SHIPPERS’ CONFERENCE 


The Chicago Shippers’ Conference Association will hold its 
eighth annual luncheon at the Palmer House November 6. Ralph 
E. Heilman, dean of the school of commerce, Northwestern 
University, will speak on “Transportation, Past, Present and 
Future.” 


INLAND WATERWAYS 


Editor The Traffic World: 

I refer to the communication from E. E. Wepplo in the Octo- 
ber 13 issue. . 

There is something else that government operation of inland 
water service does. 

To the manufacturer and shipper located elsewhere, it means 
loss of business to competitors having undue advantage with 
government barge service under subnormal rates—undue be- 
cause it is a subsidized service that cannot operate on its own, 
but is paid for in part by all the people. 

J. T. Preston, Traffic Manager. 

Roanoke, Va., Oct. 23, 1928. 


IGNORANCE OF COMMERCE ACT 


Editor The Traffic World: 

Your splendid editorial, “Jobs for Traffic Men,” October 13, 
1928, together with quotations from others on the subject of the 
need of capable traffic men by industrial and commercial con- 
cerns prompts this mental question: Which is the more nearly 
enforced, the interstate commerce act or the Volstead act? We 
hear more about the latter because it affects a different ele- 
ment, but the same, much harped on, “disregard for law is 
involved. The element or class of people who would be more 
directly affected by the interstate commerce act is that which 
should be looked to for precept and example, but consider the 
evil effect on the millions of employes’ who would see and 
observe and whose morals would be affected by a failure of 
employers to observe and respect the law. 

There seems justification for the contlusion that the average 
shipper of today is more ignorant about the stipulation in the 
interstate commerce act than the shipper of fifteen years ago. 
The average shipper seems particularly ignorant of the funda- 
mental purpose of that act—namely, benefit to the shipper. 
There also is displayed a lack of ability of the average shipper 
to grasp the logical and sole means of making the act effectual— 
namely, strict adherence and obedience by both shippers and 
carriers. The problem which I should like to see tackled and 
solved is: What is the best means of keeping shippers in- 


formed of the legal requirements and the individual responsi- 
bility of each to respect the law, as the new people constantly 
come into the field? 

Perhaps you would like to study and then offer your readers 
something on this phase of jebs for traffic men. 

Washington, D. C., Oct. 18, 1928. 


E. L. Herndon. 
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* Questions and Answers 


In thie department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate law, is a member of our legal department, 

will give bie opinion in enews to any cian le question relating to the law 
ef interstate transportation of freight. A traffic man of long experience 
and wide will answer questions rae practical traffic 

blems. We do not desire to take the place of traffic man but to 
help him in his work. Lagan 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may ap to us unwise to answer 
or that involves a situation too complex for the kind of investigation 


i templated. 
sean p.— ions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 

























Tariff Interpretation 
Texas.—Question: Kindly refer to Item 900-E, page 7, Sup, 
15 to S. W. L. Tariff 6-G, naming a rate of 31 cents on scrap iron, 
minimum 70,000 pounds, from P. & S. F. stations, Higgins to 
Pecos, inclusive (Indices 1260 to 13335), to Minnequa, Colo, 


which point takes Denver group rates. You will observe refer. 
ence is made to Note 7 only. The railroad now claims the rate 
is 39 cents, based on 8 cents differential, as per Note G. Sev. 
eral rate clerks have quoted a rate of 31 cents and our transac. 
tions were based on this rate. Our contention is that Column 3 
plainly names a rate of 31 cents and no reference being made 
to Note G, hence no differential can be added. 

Is it not fundamental in tariff construction and interpreta- 
tion that if a note has any bearing on the rate that immediate 
cross reference should be made to such notes? 


We contend that the 31 cent rate is plainly published and 
that Note G cannot govern without a proper reference thereto 
in connection with the rate or at the top of Column 3. 

As several of the rate clerks have quoted 31 cent rate, does 
not shipper have some protection against such faulty tariff con- 
struction? 

Please advise whether the rate as published is 31 cents or 
39 cents from Plainview, Texas. Also, please advise if the pro- 
visions of Note 7 would apply in connection with this rate if 
no reference were made to Note 7. 

Answer: Item 900-E, on page 7 of Supplement 15 to S. W. 
Tariff 6-G, I. C. C. No. 1975, provides for rates on scrap iron 
from Texas stations named in Note A below and on the follow- 
ing page. Note A is subject to Note G, the latter being shown 
in parenthesis immediately following the term “Note A,” which 
captions the list of stations and the rates to which reference is 
made in the first portion of Item 900-E. 

Note G provides that rates named in Columns 1, 2 and 3 of 
Note A are subject to addition of Class D differential on those 
lines in differential groups as shown on pages 21 to 37 of tariff, 
as amended. 

Rates—Basis for Mississippi-Warrior Service Rates 

Missouri—Question: It seems to be the established fact 
that river rates are 80 per cent of the all rail rates between two 
given points. For instance, the Mississippi-Warrior rate on 
grain is 80 per cent of the all rail rate from St. Louis to New 
Orleans. 

Can you advise what reasoning was used to establish this 
differential? Also, if the Interstate Commerce Commission made 
decision in a case before it, and what date this practice was 
established? 

Answer: The basis of the rates which have been estab- 
lished by the Mississippi-Warrior Service and the reasons for 
the establishment of the present differential between these rates 
and the all rail rates is described by the Commission in its 
report in U. S. War Department vs. A. & S. Ry. Co., 77 I. C. C. 
317. In this case the Commission on pages 322 and 328 said: 


Port-to-port rates were established by the railroad administration 
upon the ihauguration of water service and in all instances were made 
80 per cent of the corresponding all-rail rates, except that on coal 
from points on the. Warrior the differential was made 20 cents per 
ton, or substantially less than 20 per cent. The purpose of the dif- 
ferentials is to attract traffic to the barge line, and they were ap- 
parently based, not so much upon estimated economy in operation 
compared with rail service, as upon the difference in the value of 
the service to the shipper, the barge service being less convenient 
and much slower than the rail service. The barge-line management 
thinks experience has shown that the differentials could not with- 
eut loss of traffic be made any less. It cites Rates via Rail-and- 
Lake Routes, 37 I. C. C. 302, where we said, at pages 314-315: 

From the purely interested standpoint of the carriers the record 
further defines ‘‘a suitable differential to a line requiring a differ- 
ential’ as “one determined upon the character and service of the 
route as well as from a consideration of what in the judgment of 
the carrier would give to such a line an equitable share of the 
business.”’ F 

The record contains many comparisons with differentials main- 
tained by other water lines. There is no uniformity in these differ- 
entials; some are relatively smaller and some relatively greater than 
the differentials of the barge line. It is also evident that the service 
afforded ‘vy the barge line is in no way comparable with the service 
afforded by ocean or lake steamships. 

Joint rail-and-barge rates via St. Louis and East St. Louis be- 
tween New Orleans and points in the territory north of the Missouri 
and Ohio Rivers, west of the Indiana-Illinois state line, including 
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Indiana points in the Chicago switching district, and on and east 
of the Missouri River and the Minnesota-Dakotas state line, were 
made effective by the Railroad Administration on March 1, 1919. 
These joint rates were made the same differential in cents under 
the corresponding all-rail rates as the barge rates between St. 
Louis and New Orleans were under the all-rail rates between those 
ports. They included certain rail-barge-and-rail' rates to and from 
interior points in Louisiana taking the same rates as New Orleans 
or differentials higher. Joint rail-and-barge rates on coal from cer- 
tain Alabama points via the Warrior River route to Mobile and New 
Orleans became effective May, 1919, and were made the same as 
the all-rail rates. 


Tariff Interpretation—General Versus Specific Rates in Same 
Tariff 
_Texas.—Question: Will Item 3155, Wm. J. Sedgman’s Tariff 
No. 16-L, I. C. C. 191, apply on carload shipments of automobile 
axles, as classified in Item 16, page 460, Western Classification 
No. 60? 

We have reference to axles, with attachments, which are 
iron and steel, and you will note that the above item just men- 
tions “axles” under heading of iron and steel articles. 

Answer: While the rate published in Item 3155 of Agent 
Sedgman’s I. C. C. 191, on “axles-iron or steel,” is not limited 
in its application to any class of iron or steel axles, in view of 
the fact that Item 4765 of the same tariff publishes a specific 
rate on automobile axles, with or without attachments, the rate 
published in Item 3155 may not be applied. See Abilene Flour 
Mills Co. vs. A. & S. Ry. Co., 101 I. C. C. 14; Ehherss-O’Flung 
Co. vs. A. G. S. Ry. Co., 112 I. C. C. 218; Cleveland Akron Bag 
Co. vs. B. & L. E. Ry. Co., 93 I. C. C. 694. See, also, United 
States vs. Gulf Refining Co., 268 U. S. 554, in which case the 
court said: : 


When a commodity shipped is included in more than one tariff 
designation, that which is more specific will be held applicable. U. S. 
Industrial Alcohol Co. vs. Director General, 68 I. C. C. 389, 392;, 
Augusta Veneer Co. vs. Southern Railway Co., 41 I. C. C. 414, 416. 


Tariff Interpretation—Rule for Constructing Rates on Combina- 
tion Basis 

Oklahoma.—Question: A question has arisen concerning the 
application of rate on refined oil or gasoline from Eldorado, 
Kan., to Rockport, Mo., which we are unable to determine to 
our satisfaction and shall appreciate very much your advice in 
the matter. 

Eldorado is located in Group 4, Agent Boyd’s Tariff 90-F, 
I. C. C. A-1867, which names a rate of 29.5 cents from this point 
to Langdon, Mo., there being no through rate from origin to 
destination. C. B. & Q. Tariff 6208-M, I. C. C. 16855, names a 
fifth class rate of 10 cents from Langdon to Rockport, the ag- 
gregate of the two factors being 39.5 cents. Item 25, Agent 
Boyd’s Circular 1-T, I. C. C. A-1914, provides a method for con- 
struction of rates on petroleum and its products to be used in 
connection with Rule 525 thereof. 

The question to be determined is whether or not we may 
properly apply the combination rule referred to in the foregoing 
notwithstanding that the lowest fifth class rate named in Rule 
525 is 30 cents while the factor we are using beyond Langdon 
is only 10 cents. 

Answer: While Item 94 of Agent Boyd’s Tariff I. C. C. 
A-1867, which tariff carries a factor applying from Eldorado, 
Kan., to Langdon, Mo., provides that the rates named in that 
tariff are not subject to reductions in constructing combination 
of through rates, C. B. & Q. Tariff I. C. C. 16855, which carriers 
the factor beyond Langdon, in Item 20, makes cross reference 
to Agent Boyd’s I. C. C. A-1644, which latter issue contains a 
rule (i. e. Rule 25) for constructing rates on petroleum oil and 
its products on a combination basis. This rule (No. 25) states 
that it is to be used in connection with Rule 525, which rule pro- 
vides that rates on oil, petroleum and petroleum products clas- 
sified fifth (5) class in current Western Classification, in car- 
loads, will be as shown below and subject to rules, minimum and 
estimated weights as provided in current Western Classifica- 
tion, unless otherwise specifically provided in tariff. 

If Rule 25 of Agent Boyd’s Circular No. 1-T, I. C. C. A-1914, 
is limited in its application to Rule 525, that is, if it may be 
applied only when the basis used in Rule 525 is used, the full 
combination of the factors to and beyond Langdon must be ap- 
plied, there being no combination rule other than Rule 25 of 
Agent Boyd’s I. C. C. A-1914 which has any application in con- 
nection with the factors to and from Langdon. If Rule 25 of the 
latter tariff is applicable, the combination rule may be used 
under the principle of the Commission’s decision in the Sligo 
case, 61 I. C. C. 648, 73 I. C. C. 551. 

To limit the application of Rule 25 to rates constructed in 
accordance with Rule 525 of Agent Boyd’s Circular No. 1-T, I. 
Cc. C. No. A-1914, would result in a lower combination where a 
fifth class rate of 30 cents is used than where a fifth class rate 
of 29 cents is used, for the reason that a fifth class rate of 30 
cents, treated as provided for in Rule 525, would be subject to 
the provisions of Rule 25, while a fifth class rate of 29 cents, 
not being subject to the provisions of Rule 525, would, if used 
in combination with another factor not subject to the combina- 
tion rule, result in a higher through rate than a combination 
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using a fifth class rate subject to the provisions of Rule 525 4 
a factor. 

It does not appear, therefore, that it was the intendment 
the carriers to limit the application of Rule 25 of Agent Boyq, 
Circular 1-T, I. C. C. A-1924, to rates subject to the provision, 
of Rule 525 of that tariff. 

Damages—Measure of—Where Part of Released Value Shipmen 
Is Lost or Damaged 

Minnesota.—Question: An interstate shipment forwardeg 
on a declared valuation of $1,000 and weighing 1,000 poung 
upon which the railroad rate is predicated upon valuation gy. 
fers a loss of 500 pounds. Is the carrier liable for only $500 o 
is it liable for the total loss up to the total valuation declareg 
upon the complete shipment? 

Answer: There are two lines of decisions with respect to 





* the amount which can be recovered for partial loss or damage 


to a part of a shipment which has been released to a stateg 
valuation. Under one line of these decisions it is held that 
shipper may recover the real value of the property lost, not ey. 
ceeding the limit of liability stipulated in the contract of ship. 
ment. Decisions of this nature are Cent. of Ga. R. Co. yg 
Broda, 67 So. 437 (Ala.); Davis vs. Wabash R. Co., 99 S. w. 
1; Buffington vs. Wabash R. Co., 94 S. W. 991; Viscanaka ys. 
Sou. Express Co., 75 S. E. 962 (S. C.); Winslow vs. A. C. L, 
60 S. E. 709; Carlton vs. N. Y. C. & H. R., 117 N. Y. S. 1021 
(affirmed 121 N. Y. S. 997); Heugelet vs. Warfield, 65 S. E. 985 
(S. C.); Candee vs. D. L. & W., 109 Atl. 202 (N. J.), (certiorari 
denied), 40 Sup. Ct. 584; Nelson vs. Ga. No. R. Co., 72 S. W. 
642 (Mont.); R. Co. vs. Priddy, 115 N. E. 266 (Ind.); Baird ys, 
R. Co., 162 Pac. 79 (Utah); Dee vs. S. P. LL A. & S. L. R. Co., 
+ Bay 246; Washington Horse Exchange vs. Wilson, 176 S. W. 

Under these decisions you will not in the instant case be 
limited to a proportionate amount of the value to which the 
shipment was released, but could recover the actual value of 
the goods damaged, but not to exceed the released value of the 
entire shipment. 

There are, however, decisions which hold directly to the 
contrary. Under such decisions recovery for loss of or damage 
to part of a shipment released to a stated value is limited to a 
proportionate amount of the released value of the shipment, 
Decisions which so hold are Western Transit Co. vs. Leslie & 
Co., 242 U. S. 441; Shelton vs. Canadian Northern Railroad Co., 
109 Fed. 153; Fielder vs. Adams Express Co., 71 S. E. 99; United 
Lead Co. vs. Lehigh Valley R. Co., 141 N. Y. S. 310; affirms 109 
N. E. 1094; Stratton vs. C. M. & St. P., 168 N. W. 757; Frank vs. 
Mich. Cent., 154 N. Y. S. 701. 

Tariff Interpretation 

Massachusetts.—Question: Kindly give us your opinion rel- 
ative to a statement made by a carrier as follows: 


The correct rate_on dried sheep pelts, less carload, machine 
pressed bales, from Ft. Worth, Texas, to Bangor, Me., is $2.81% 
cwt. constructed: 

To Galveston (as published in Agent A. C. Fonda’s I. C. C. 232), 
69 cents; to New York (as published in W. J. Sedgman’s I. C. C. 193), 
$1.154%4; New York Transfer (as published in Mallory S. S. Co. I CG 
C. 287), 12 cents; New York to Bangor, Me. (as published in E. §. S. 
Co. I. C. C. 287), 85 cents. Total, $2.81%%. 

Your attention is directed to page 47, section 2 of Agent W. J. 
Sedgman’s freight tariff 17-P I. C. C. 193, publishing class rates from 
Galveston and Houston, Tex., to all points named on pages 8 to 27 
inclusive, except points taking group A rates and points symbolized, 
which is subject to item 415 published on page 29 of the above issue, 
which reads: 

‘‘Where reference is made to this item through class rates named 
on page 47 will not apply on commodities named on pages 38 to 45 
inclusive. Combination rates will apply except where specific com- 
modity rates are named on pages 47 to 81 inclusive.” 

By referring to page 40, item 990, you will note that hides (dried) 
sheep pelts and goat skins (dried), in bales or bundles, carload 
minimum weight 20,000 pounds, rate of 47 cents cwt. from Galveston, 
Tex., to New York, N. Y., is provided. It is quite true that the 
rates published in page 40 referred to above is a specific carload 
commodity rate but in view of the wording of item 415 through 
class rates named on page 47 will not apply on commodities named 
on pages 38 to 45 inclusive. It restricts the application of class rates 
published on page 47. 


You will note that the carriers’ contention is to the effect 
that the publication of a carload commodity rate removed the 
application of the class rate on less-carload lots. 

Answer: In our opinion the fact that in Item 990, on page 
40, of Agent Sedgman’s I. C. C. 193, a carload rate is published 
on dried sheep pelts does not remove the application of the 
class rates published on page 47 of this tariff, in so far as less- 
than-carload shipments of dried sheep pelts are concerned. 

In our opinion the term “Commodity” as used in Item 415 
is to be read as being qualified by the terms “carload” and “less 
than carload,” and that a carload rate published on pages 38 to 
45, inclusive, will not prevent the application of the class rate 
published on page 47 to a less-than-carload shipmentof that com- 
modity or vice versa. 

Apparently the only purpose sought to be accomplished 
by the exception provided for in Item 415 is the elimination of 
fourth section violations, and the above interpretation is in 
the light of the accomplishment of this purpose. 

Read literally, however, Item 415 would prevent the appli- 
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UNITED FRUIT COMPANY 


Ao : on eee 
fifa) > Steamship Service <QiGmals 


MENRSN 


EASTERN AGENTS 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 








General Offices, One Federal St., Boston, Mass. 
REGULAR FREIGHT SAILINGS 


Between 


New York New Orleans 


Boston and San Francisco 


and 






From Baltimore, Philadelphia and 


New York 
Bi-Weekly or Fortnightly 












DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 










Havana and Santiago, Cuba; Jamaica, Panama, 
Colombia, Costa Rica, Guatemala, Honduras, Brit- 
ish Honduras, and via transshipment at Cristobal 
to West Coast Ports of Mexico, Central and South 
America. 






Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East 
and British Columbia 










MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 





For rates and other information address: 


FREIGHT TRAFFIC DEPARTMENT 


433 California St., 17 Battery Place, 321 St. Charles St., 
San Francisco, Cal. New York, N. Y. New Orleans, La. 
Long Wharf, 140 S. Dearborn St., 

Boston, Mass. Chicago, Ill. 






Branch Offices 
Chicago, St. Louis, Pittsburgh, - ———_ae 
nn “Mobile, New Orlea 


McCORMI CK STEAMSHIP Co. 


GENERAL PACIFIC COAST AGENTS 










Fast Freight Service: Mexico 


Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 













From Veracruz to: 
Mexico City - - 23 hours 
Pachuca- - - - 23 hours 

Puebla - - - - 20 hours 


From Tampico to: 
, Mexico City - - 47 hours 
Pachuca- - - - 47 hours 























The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately sakes of the 
total territory of the Republic. 








New Orleans (C New a Bie Line) > 
.. New eans uyame ne— Mexican- . : 
Ameri Li e.) . at - rena information, mmm with — nee 
Sy, yos;Gen. Agent . med Gen. ‘Agent 
315 Peon Bailding we Ry. Exch Bldg. =~ 
es bills of: lading sii ‘by: New York C City oe Sty Louts, Mo. 
steamship lines to: all destinations «: tee Agt. . A. Horcasitas, Cant. A BS iad Com. 


‘Naccadnock Bag” ~ ace Witten bank i 
on the National Railways of Mexico "gt Francisco, Calif are ens eeaun ta. 








ing 








bein pera 2 me waning 
Sees WR ee A AR eee = 









968 THE TRAFFIC WORLD 


cation of the class rates on page 47 on any commodity named 
on pages 38 to 45 inclusive. 
Tariff Interpretation 

New York.—Question: We recently made shipment of a 
carload of plaster board from A, Mich., to a lumber company 
at B. Ill., routing the car for delivery in care of private siding 
of the X Company at that point. 

Rule 21 of Agent Galligan’s Tariff 20-R, I. C. C. 122, provides 
that shipment may be consigned to parties having private sidings 
on the flat Chicago rate, providing the traffic involved is con- 
nected with the business of the party listed for the private 
‘siding. Provision is also made in this rule that it must not be 
construed as authorizing the use of this private siding for gen- 
eral traffic, which should be handled through the public facilities 
of the carrier. 

The lumber company to whom the car was consigned did 
not have a private siding of their own, but requested delivery 
in care of the X Company’s switch. Further, there are no team 
tracks at B. The car actually moved to B and delivery was 
taken on the private siding referred to. The flat Chicago rate 
applies to industries at B having private sidings. 

The carrier has assessed Illinois distance rate for this move- 
ment, contending that under rule 21, the proper charges are as 
for a team track delivery, since the material included in the 
shipment was in no way connected with the business of the 
industry listed, having the private siding. 

Our contention is that since there are no team tracks at 
B, and since delivery was taken on a private siding, and, regard- 
less of rule 21, the flat Chicago rate should apply. 

Answer: Section 2 of rule 21 of Agent Galligan’s Tariff 20-R, 
I. C. C. No. 122, reads as follows: 


The rates named herein to or from industries with private sidings 
also apply on traffic or other parties using such facilities connected 
with the business of the party listed in Chicago Switching Committee, 
Tariff 22-U, C. W. Galligan, Agent, I. C. C. No. 117, Ill. C. C. No. 50, 
Ind. R. C. No. 25, C. R. C. No. 18, supplements thereto or subsequent 
issues thereof, the same as for the party having the private siding. 

The rule must not be construed as authorizing the use of individual 
or private side-tracks for general traffic which should be handled 


through the public facilities of the carrier. 


In Bartlett-Heyward Co. vs. B. & O. R. R. Co., 40 I. C. C. 
151, the Commission, in considering such a rule, said: 


We find that the rates legally applicable on the shipments here 
involved which moved from Baltimore and were delivered on the 
industry tracks of the Knickerbocker Ice Company, at Grayland, were 
the flat Chicago rates then in effect, viz., 27 cents per 100 pounds on 
the structural steel and contractors’ outfits and 22 cents per 100 
pounds on the lumber; and that the charges collected were unlawful 
to the extent they exceeded the charge that would have accrued on 
that_basis. : 

Effective September 30, 1913, in supplement No. 12 to Lowrey’s 
tariff I. C. C. No. 17, an amendment covering the movement of ship- 
ments to or from industries within the Chicago district when from 
or to points outside of the Chicago district was made as follows: 

“Rule 8%. The rates named in tariff, as amended, to or from 
industries with private sidings will also apply on traffic for other 
parties using such facilities for traffic connected with the business 
of the party listed in tariff 22-E, I. C. C. No. 20 (L. A. Lowrey, 
agent), supplements thereto and reissues thereof, as the party hav- 
ing the private siding. 

“This rule must not be construed as authorizing the use of in- 
dividual or private sidetracks for general traffic which should be 
handled through the public facilities of the carrier.’’ 

This rule remained in effect until December 1, 1914, when, by sup- 
plement No. 16 to Lowrey’s tariff I. C. C. No. 22, the Milwaukee was 
exempted from its operation. 

The shipment of contractors’ outfits from Grayland to Baltimore 
moved from the industry tracks of the Knickerbocker Ice Company 
during the period when this rule was in effect. They moved over 
the same lines as the shipments to Grayland and charges were col- 
lected at the same rates as on the contractors’ outfits to Grayland. 
The record shows that the industry tracks of the Knickerbocker Ice 
Company were laid upon its own property, and that the entire expense 
of their construction, with the exception of the cost of the metal, was 
borne by the ice company. These shipments were in no way con- 
nected with the business of the Knickerbocker Ice Company, and 
were in the nature of ‘‘general traffic which should be handled through 
the public facilities of the carrier.’’ Neither the rule quoted nor the 
previous rule is specifically assailed, nor does the evidence prove that 
the Milwaukee’s switching charges or the total charges collected on 
the shipments from Grayland were unreasonable for the services 
performed. 

The opposing parties discuss at length the legal right of carriers 
to deny to others than the actual owners thereof the use of private 
spur tracks of industries or to refuse to receive or deliver on such 
private industrial tracks shipments not intended for use by or in 
connection with the business of the owners. But this question is not 
properly before us, for regardless of its possible legal right to refuse 
such service the Milwaukee did receive and deliver all of the con- 
tested shipments on the ice company’s track. If the carrier recognizes 
the right of a track owner to accord the use of its siding to one 
shipper the carrier must treat alike all users of the siding. Section 
2 of the act expressly prohibits a carrier from charging greater or 
less compensation for a like and contemporaneous service dependent 
upon the individual served. Wight vs. U. S., 167 U. S. 512. We 
find that all charges assessed in addition to the Chicago rate on the 
shipments from Grayland to Baltimore were unjustly discriminatory 
within the meaning of section 2. Our findings are not intended, 
however, to declare the existence of the right asserted by defendants 
or to approve the practice of owners of industrial tracks of throwing 
open their tracks in such a way as to make them general terminal 
facilities, thus investing the owners with power to foster discrimina- 
tion between shippers. 


Delay—Liability of Carrier 


Virginia.—Question: .Our firm makes a large number of ex- 
press shipments every day. On September‘18 we made our 
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shipments as usual. There was a storm raging at time the 
shipments were made. The shipments were received by the 
express company and unqualified receipts given for same. The 
were not received “Subject to delay.” Due to delayed trajp 
schedules and in some cases cancellation of trains on cértaip 
divisions, a number of our shipments were delayed from one ty 
two days and were spoiled and worthless when they finally 
reached destination. The express company is declining oy, 
claims on the ground that the delay was not caused by their 
negligence, but was due to the storm, over which they had no 
control. 

We claim that when the express company received the ship. 
ments in good order and gave unqualified receipts for same, they, 
as insurers of the lading while in transit, are liable for any 
loss caused by delay in transit and if they could not have made 
these deliveries they should not have accepted the shipments 
at all, or, if they did accept them, they should have been ae. 
cepted “Subject to delay.” Kindly advise if, in your opinion, 
we can collect our claims. 

Answer: A carrier is not an insurer against delay in the 
transportation of goods. The principle on which a carrier’s 
extraordinary liability is founded does not extend to the time 
occupied in transporting the goods. As to the time of delivery, 
their liability stands on the same ground as that of ordinary 
bailees for hire. Hence the rule is one of general application 
that, in the absence of special contract binding the carrier to 
deliver within a specified time, mere delay in transportation 
does not create any liability to respond in damages. As to the 
diligence and care required in completing the express or im. 
plied contract for transportation only, the rule is that the carrier 
is bound to use reasonable diligence and care, and that only 
negligence will render it liable, unless a stipulated time is fixed 
in the contract. The shipper assumes the risk of unavoidable 
accidents, and of usual and ordinary delays incident to the ordi- 
nary conduct of the carrier’s business. Nevertheless, if damage 
results from failure, without good excuse, to deliver the goods 
at their destination within a reasonable time, the carrier is 
liable for such damage. When a common carrier undertakes to 
convey goods, the law implies a contract that they shall be 
delivered at destination within a reasonable time, in the ab- 
sence of any special agreement as to the time of delivery. 

Where goods are tendered to a carrier for transportation it 
is bound to advise the shipper as to any cause liable to delay 
transportation, which cause is within its knowledge, or within 
its fair and reasonable means of knowledge, and not within the 
knowledge of the shipper; and if it fails in its duty in this 
respect, a delay in the transportation of the goods will not be 
excused, and that, too, irrespective of the nature of the cause. 
The acceptance of goods for shipment without notifying the 
shipper that they cannot be promptly delivered is tamtamount 
to an assurance that they will be delivered within a reasonable 
time, except for the intervening of excusing causes of subsequent 
occurrence. This duty is in no way dependent on special agree- 
ment, but is a part of the duty imposed by law on carriers; 
and the reason why the law had imposed it on the carrier is 
to give the shipper an opportunity to exercise his own dis- 
cretion as to the propriety of making the shipment—to choose 
between the different courses open to him. 

When the carrier has complied with its duty in respect to 
giving notice, it should not be held responsible for a delay which 
it cannot prevent, if the shipper still insists on delivering his 
property for shipment; an express agreement between the car- 
rier and the shipper is not necessary to exempt the carrier from 
liability for delay in delivery due to such conditions. 

In G. H. & S. Ry. Co. vs. Buck, 230 S. W. 891, the court said: 


It is the rule that where the shipper proves an unreasonable de- 
lay, resulting in loss or injury to his property, which the carrier seeks 
to excuse by showing the existence of unusual conditions, it must 
assume the burden of pleading and proving the validity of its excuse. 
Where notice could have been brought home to the shipper of the 
conditions, by the exercise of ordinary care, the existence of those 
conditions constitutes no defense, where there has been a failure to 
give such notice. Ry. Co. vs. Grain Co., 103 Tex. 542, 131 S. W. 
410; Railway Co. vs. Word, 159 S. W. 375; Railway Co. vs. Mont- 
gomery, 141 S. W. 813; Railway Co. vs. Brooks, 145 S. W. 649; Rail- 
way Co. vs. Dunford, 152 S. W. 1129; Railway Co. vs. Drahn, 157 S. W. 
282; Railway Co. vs. Franklin, 58 Tex. Civ. App. 41, 123 S. W. 1150. 


See M. K. & T. of Tex. vs. Stark Grain Co., 131 S. W. 410, 
holding that a showing of knowledge possessed by the public 
generally as to congestion of traffic, is not a defense. 

Also F. E. C. Ry. Co. vs. Peters, 73 Sou. 151; Joynes vs. 
Pa. R. Co., 83 Atl. 1916, and Fruit Co. vs. R. Co., 130 Atl. 63. 


Limitation of Actions—Overcharges 


Oklahoma.—Question: A carload shipment moved inter- 
state and was delivered June 7, 1926, upon the basis of rates 
prescribed in I. and S. docket No. 2414, December 16, 1926, as 
amended June 7 and 16, 1927, which appeared to be erroneous 
account of shipment moving prior to effect of docket. The cor- 
rect rate should have been 27 cents per 100 pounds. However, 
on July 12, 1927, the delivering carrier sued the consignee upon 
the basis of an illegal rate of 35 cents per 100 pounds, which 
was paid by consignee through suit, and which at present has 
been proven as an illegal rate, the carrier expréssing a desire 




















































































October 27, 1928 


What Some of Our Clients Have to Say 


About Our Service 


“UP-TO-DATE” 


Both our facilities and organization follow the trend 
of successful, modern business—“Watching” Service 
is up-to-the-minute. 


The Traffic Service Corporation, 
Washington, D. C. 


Gentlemen: 
I wish to acknowledge receipt of your letter of 


THE TRAFFIC WORLD 


Controlling Transportation Costs 


HIPINDE 
RATE CARD SYSTEM 


produces the wanted rate in a jiffy. No turn- 
ing from page to page or from one tariff to 
another—ShipindeX brings within reach all 
the rates made use of during the day’s work. 


June 3d, giving us information relative to certain 
changes in Supplement 7 to Great Lakes Transit 


Corp., I. C. C. 68. COMPLETE 


The service that we are receiving from your com- 
CONCISE 


ACCURATE 
ECONOMICAL 


pany is very much appreciated by us, and I wish to 
compliment your company on the class of service 
that you are giving, and will certainly be glad to 
recommend it to anyone desiring the service of an 3 ia 
up-to-date traffic organization in Washington. It costs nothing to find out how ShipindeX 


Yours very truly, meets your particular problem. 


MINNESOTA-ATLANTIC TRANSIT CO. 


(Signed) A. R. SHEFF, 
General Freight Agent. 


Address Desk 102 


SHIPPING SERVICE 
ORGANIZATION 


25 W. 43rd Street, New York, N. Y. 


Write us for further information 


The Traffic Service Corporation 
MILLS BUILDING = WASHINGTON, D. C. 


Mexico’s Dependable Freight Service 
MEXICAN RAILWAY—VERA CRUZ ROUTE 


NEW ORLEANS NEWYORK 


CUYAMEL WAMERICAR 
T 


LINE FRUI WARD 
LINC 


LINE 


PACHUCA 


Mexico CITY MEXICAN 


CUSTOM HOUSE 
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From ie go WEEKLY SERVICES 
: NEW YORK—Ward Line 
To; PACHUCA | a5 Meurs NEW ORLEANS—Cuyamel Line 
PUEBLA —20 Hours NEW ORLEANS—Vaccaro Line 
Through Bills of Lading Issued by Steamship Lines to All Destinations on Mexican Railway. 


MEXICAN RAILWAY COMPANY 


G. W. WEST, General Freight and Passenger Agent W. F. PATON, General Agent 
Apartado No. 68 Bis, Mexico City Marquette Building, Chicago 82 Beaver Street, New York 


ORIZABA 


EUROPEAN LINES 


Shortest Line — Quickest Time 
The Only Standard Gauge Line 
Vera Cruz is the Nearest Port of Entry 
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to refund to the basis of the legal rate of 27 cents, in compliance 

with claim filed to that effect. 

Formal docket filed with the Commission is under consid- 
eration. In the Louisville Cement Company case, 246 U. S. 638, 
the Supreme Court of the United States held that the date of 
collection of the overcharge and not the date of delivery of 
shipment fixed the date from which the limitation period should 
run. Should not the period of limitation of action date from 
July 12, 1927, the date of the violation of the act? 

Answer: Subdivision (c) of paragraph 3, of section 16 of 
the act provides that for the recovery of overcharges actions 
at law shall be begun or complaint filed with the Commission 
against carriers subject to the act within three years from 
the date the cause of action accrues, and not after, subject to 
subdivision (d). Subdivision (d) provides that if on or before 
expiration of the three-year period of limitation in subdivision 
(c), a carrier subject to the act begins action under subdivision 
(a) for recovery of charges in respect of the same transportation 
service, said period of limitation shall be extended to include 
90 days from the time such action is begun by the carrier. 

Subdivision (e) provides that the cause of action in respect 
to.a shipment of property shall, for the purposes of this section, 
be deemed to accrue upon delivery thereof by the carrier, and 
not after. 

The provisions of subdivision (e) of paragraph 3 of section 
16, above referred to, have made ineffective the decision of the 
Supreme Court of the United States in the Louisville Cement 
Company case, to which you refer, the statutory provisions, and 
not the decision of the Supreme Court governing at the present 
time as to the determination of the time of accrual of the cause 
of action. This statutory provision has been in effect since 
February 28, 1920. 

Routing and Misrouting—Award of Damages Contingent Upon 
Factors of Through Rate Being Filed with Commission 
Michigan.—Question: A operates a boat line between B, 

Ill., and C, Mich.. Shipments destined to D, Mich., originating 

at B, Ill., are routed via boat line to C, and rail carrier to D. 

Bills of lading covering other shipments show no routing. 

A truck line, operating under a state license, from C through 
D, in some manner was given the shipments at C by the boat 
line for delivery to the consignee at D. 

The truck line is not a party to the tariff carrying through 
rates from B, Ill., to D, Mich., although the rail carrier serving 
D is. Is it not the duty of the originating carrier to deliver to 
the rail carrier at C for movement to D? Further, if trucked 
from C is the consignee liable for the combination of local rates, 
i. e., B to C and from C to D, when bill of lading reads origin 
point to destination? 

Answer: Damages for misrouting are based upon the dif- 
ference in the rate charged and the lower rate applicable via 
the route directed by the shipper, or which the carrier should 
use in the absence of any instructions, but to determine the 
damages all factors in the claimed route must be subject to 
the jurisdiction of the Commission and filed in the manner 
prescribed by law. De Bary & Co. vs. Louisiana Western Ry. 
Co., 18 I. C. C. 527; American Cement Plaster Co. vs. Fort W. 
& D. C., 58 I. C. C. 436. 

In Tariffs Embracing Motor Truck or Wagon Transfer Serv- 
ice, 91 I. C. C. 439, the Commission, on p age 546, said: 


It 4s noted the application of the provision of the act is limited 
to certain classes of common carriers expressly named and specified, 
none of which include motor trucks. We have consistently found that 
motor-truck or wagon transfer companies are not common carriers 
subject to the provisions of the act. Parmalee case, 12 I. C. C. 39. 


While, as to certain of the shipments, there was misrouting 
on the part of the boat line, there appears to be no basis for 
an award of reparation in the event the charges collected on 
_ the shipments exceeded the through rate applicable via the boat 
line in connection with the rail carrier from B, IIl., to C, Mich. 
The shipper’s or consignee’s remedy, it is apparent, lies else- 
where than in a complaint before the Commission based upon 
misrouting. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period Octo- 
ber 1-7, inclusive, was 92,203, as compared with 103,906 cars in 
the preceding period, according to the car service division of 
the American Railway Association. The average daily shortage 
reported consisted of 100 box, 324 gondola, 10 hopper and 20 
refrigerator cars. The surplus was made up as follows: 


Box, 44,635; ventilated box, 52; auto and furniture, 2,864; total 
box, 47,551; flat, 5,632; gondola, 10,225; hopper, 7,503; total coal, 17,728; 
coke, 916; S. D. stock, 11,146; D. D. stock, 1,439; refrigerator, 6,365; 
tank, 329; miscellaneous, 1,097. 


Canadian roads reported a surplus of 300 S. D. stock and 
300 refrigerator cars. 

The average daily surplus of freight cars in the period 
October 8-14, inclusive, was 85,825, according to the car service 
division of the American Railway Association. 
daily shortage was 47 gondola and 33 hopper cars. 
was made up as follows: 


The average 
The surplus 
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Box, 41,886; ventilated box, 50; auto and furniture, 3,245; total 
box, 45,181; flat, 5,669; gondola, 9,502; hopper, 5,384; total coal, 14,88¢. 
coke, 791; S. D. stock, 11,048; D. D. stock, 1,518; refrigerator 5,163: 
tank, 362; miscellaneous, 1,207. * 





Canadian roads reported a surplus of 100 flat, 300 S. D. stog, 
and 400 refrigerator cars. 


LOSS AND DAMAGE 


“The railroads of this country in the first six months in 199 
established a new low record in the amount of claims paid by 
them growing out of robbery of freight while in transit,” saig 
the freight claim division, continuing as follows: 


Robbery losses in the first six months this year totaled $537,269 
a decrease of $100,781 or 15.8 per cent compared with the corre. 
sponding period in 1927. This also was a decrease ‘of $5,700,000 below 
the amount of such claims paid in the first half of 1920, which logges 
from that cause were the greatest in the history of the railroads, 


Claims growing out of robbery of entire package paid during the 
first half of the year totaled $328,797, while claims growing out of 
robbery other than entire package amounted to $208,463. In both 
instances, these items were decreases under the amounts paid during 
the corresponding period in 1927 and also in 1926. 


Freight claims paid by the railroads the first six months ip 
1928 growing out of loss and damage to freight shipments were 
the lowest for any corresponding period in recent years, accord. 
ing to reports received for that period from the carriers by the 
freight claim division of the American Railway Association, 
which says: 


Total claims paid the first half of the year totaled $18,834,897, 
compared with $19,820,223 for the first six months in 1927 and 
$19,084,004 for the same period in 1926. 

For the first six months in 1928 eleven of the sixteen causes for 
freight claims reflected reductions under the corresponding period 
in 1927. The other five causes showed increases. 

As a result of the continued increase in operating efficiency, 
especially in recent years, by the railroads of this country, and the 
speeding up of freight movements, loss and damage claims growing 
out of delay show a marked reduction. For the first six months this 
year the amount of such claims paid was $1,495,625, a reduction of 
$488,141 compared with the corresponding period last year. 

Reductions were also reported for the six months’ period in the 
amount of loss and damage claims growing out of robbery of freight. 

Not only was there a reduction in the amount of loss and damage 
claims in the first six months this year, but such claims are being 
gg ee by the railroads with the greatest promptness ever achieved 

y them. 


CHAMBER AND TRANSPORTATION 


Subcommittees of the railroad committee of the Chamber 
of Commerce of the United States are considering proposals 
for modification of section 15a of the transportation act, ques- 
tions as to the powers and duties of the Commission, and the 
Hoch-Smith resolution. 


F. C. Dillard, of Sherman, Tex., is chairman of the sub- 
committee dealing with section 15a; Dr. Emory R. Johnson, of 
the University of Pennsylvania, is chairman of the subcommittee 
dealing with the powers and duties of the Commission, and A. 
R. Currie, vice-president of the Ryan Fruit Co., of Seattle, Wash., 
is chairman of the subcommittee on the Hoch-Smith resolution. 

Reports from these subcommittees will be submitted to the 
full membership of the railroad committee at a meeting to be 
held some time in December. 


TELEPHONE COMPANY EARNINGS 


Large telephone companies had operating income of $146, 
759,845 for the seven months ended with July, an increase of 
$11,703,263, or 8.7 per cent, as compared with the corresponding 
period of 1927, and operating income of $18,893,722 for July, an 
increase of $1,494,643, or 8.6 per cent, as compared with July, 
1927, according to the monthly statement prepared by the Com- 
mission’s bureau of statistics from reports of telephone com- 
panies having their annual operating revenues in excess of 
$250,000. 


The number of company stations in service at the end of 
July was 15,238,610, an increase of 777,092, or 5.4 per cent, as 
compared with the number in service at the end of July, 1927. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended October 20 totaled 31,863 cars, as compared with 36,174 
cars the preceding week, and 35,807 cars for the corresponding 
period of 1927, according to compilations made from carrier re- 
ports by the Bureau of Agricultural Economics of the Depart- 
ment of Agriculture. Shipments were reported as follows: 


Apples, 10,167 cars; imports, 10 cars; asparagus, 8 cars; canta- 
loupes, 6 cars; cabbage, 958 cars; carrots, 171 cars; cauliflower, 142 
cars; celery, 610 cars; cucumbers, 5 cars; grapefruit, 730 cars; imports, 
9 cars; grapes, 8,090 cars; green peas, 23 cars; lemons, 153 cars; 
lettuce, 731 cars; miscellaneous melons, 100 cars; mixed citrus fruit, 
128 cars; mixed deciduous fruit, 47 cars; mixed vegetables, 346 cars; 
onions, 650 cars; oranges, 629 cars; imports, 2 cars; peaches, 39 cars; 
pears, 653 cars; peppers, 84 cars; plums and prunes, 18 cars; spinach, 
55 cars; string beans, 90 cars; sweet potatoes, 550 cars; tomatoes, 
492 cars; watermelons, 12 cars; potatoes, 6,176 cars; imports, 6 cars. 
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view CHARLES RIVER STORES, 131 Beverly St. 


Direct Connection with Boston & Maine R. R. 





Direct Connection with Boston & Albany R. R. 


Direct Connection with N. Y., N. H. & H. R. R. 


Also BATTERY WHARF STORES 


Direct Connection with Union Freight R. R. 





Total General Storage Capacity: 9,706,000 Cubic Feet 


MAIN OFFICE: 


178 Atlantic Ave., BOSTON, MASS. 





Fastest Service by Sea 
Passenger and Freight 


Itinerary: New York—Havana—Panama Canal—Balboa 
—San Diego (Westbound)—Los Angeles—San Francisco. 

Through Bills of Lading to or from other Pacific Coast 

orts; also European, West Indian, Canadian, Hawaiian, 
ar Eastern and Australian ports. 

Passengers’ automobiles accepted uncrated as baggage at 
moderate charge. All steamers equipped for refrigerator 
cargo. Proposed Sailing Dates: 

Eastbound from 
Westbound from New York San Francisco—Los Angeles 


Mongolia .... Nov. 3 Dec. 22 Mongolia.... Nov. 24 Jan. 12 
California(new) Nov.17 Jan. 5  California(new) Dec. 8 Jan. 26 
Manchuria. .......Dec. 1 Manchuria. ....... Dec. 22 
Virginia (new) Dec. 8 Jan. 19 Virginia (new) Dec. 29 Feb. 9 


fonama foaeifie fine 


INTERNATIONAL MERCANTILE MARINE COMPANY 





Pier 61 North River, N. Y. C. 1 Broadway, N. Y. C. 
(W. 23rd St.) Tel. Chelsea 6760 Tel. Bowling Green 8300 
Chicago, 180 N. Michigan Ave. Boston, 84 State Street 


Philadelphia, Public Ledger Bldg. Baltimore, Chamber of Com- 


San Francisco, 60 California St. merce Bldg. 
Los Angeles, Central Bldg. 
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Also ALBANY TERMINAL STORES, 137 Kneeland St. 


Also SUMMER STREET STORES, 419 Summer St. 


Quincy Market Cold Storage & Whse. Co. 
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MOBILE 


$10,000,000.00 Ocean Terminals 


COMPOSED OF 


Concrete Wharves 
Enclosed Fireproof Transit Sheds ‘ 
Extensive Shipside Fireproof Warehouses 
Cotton Compress and Warehouses 
Automatic Sprinklers All Buildings 


Electric Derrick, 75-ton Capacity 
Coal and Material Handling Plant 
Industrial Sites for Lease 
on Canal and Harbor Front 
Connecting with All Railroads 


SEND FOR PORT OF MOBILE BOOKLET 


*- ALABAMA - * 
STATE,DOCKS COMMISSION 





































Digest of New Complaints 














No. 20482. Sub. No. 2. The Harris Clay Co., Dillsboro, N. C,, vs. A. 

Cc. L. et al. 

Rates in violation of sections 1 and 3 of the act, on clay, from 
Spruce Pine and other North Carolina points to New Jersey, Mas- 
sachusetts, Illinois, Indiana, Ohio, Michigan and other states. 
Asks rates for future and reparation. 

No. 20640. Sub. No. 3. David G. Evans Coffee Co. et al., St. Louis, 

Mo., vs. Pennsylvania et al. 

Unreasonable charges on cocoa in bulk in lined bags, from 
Philadelphia, Pa., to St. Louis, Mo. Ask cease and desist order 
and reparation. 

No. he Sub. No. 1. Prendergast Lumber Co., Marion, O., vs. Union 

Pacific. 

Unlawful demurrage charges on designated cars from Oregon to 
Kansas points. Asks reparation. 

No. 21206. Sub. No. 3. Salina (Kan.) Chamber of Commerce vs. Ah- 
napee & Western et al. 

lass and commodity rates between Salina, Kan., on one hand, 

and points east of Indiana-Illinois line and on and north of the 

Ohio and Potomac Rivers, including points in Kentucky, Virginia, 
and West Virginia, on other hand, in violation of section 1 of 
the act; also alleges violation of sections 1 and 3 of the act as to 
class and commodity rates between Salina and points in Missouri, 
Iowa, Illinois, Minnesota, Wisconsin and northern Michigan; also 
alleges that section 3 is violated by class and commodity rates 
between Salina and Memphis, Tenn., New Orleans, La., and 
points in Missouri, Iowa, Illinois, Minnesota, Wisconsin and north- 
ern Michigan, because higher than rates between Kansas City, 
Mo.-Kan., St. Joseph, Mo., Atchison and Leavenworth, Kan., and 
above named points; also complains of Missouri intrastate rates 
in violation of section 13. Asks rates for future. 

No. 21206. Sub. No. 4. Southeast Kansas, Inc. Chanute, Kan., vs. 
Alabama, Tennessee & Northern et al. 

Class and commodity rates in violation of sections 1, 3 and 13 
of the act, Kansas City and St. Joseph, Mo., alleged to be pre- 
ferred. Asks a basis of rates between points in southeast Kansas 
and points in C. F. A., southern freight, southeastern freight, 
trunk line and western trunk line territories on and east of the 
Missouri and Mississippi Rivers which shall be reasonable per 
se and which shall not be unduly preferential of Missouri River 
cities or unduly prejudicial to southeast Kansas, and not give 
undue preference to Missouri intrastate commerce. 

No. 21233. Sub. No. 1. Armour & Co., Chicago, Ill., vs. B. & A. et al. 

Unreasonable rates on mahogany sawdust, from Carteret, N. J., 
and Long Island, N. Y., to Boston, Mass. Asks rates for future 
and reparation. 

No. 21483. Roxana Petroleum Corporation, St. Louis, Mo., vs. Alton 
& Eastern et al. 

Unreasonable rates and charges on petroleum crude oil, from 
McCamey, Tex., to Roxana, Ill., and East Chicago, Ind. Asks 
reparation. 

No. 21484. Draper-Ross Produce Co., Amarillo, Tex., vs. Fort Worth & 
Denver City et al. 

Rates and charges in violation of section 1 of the act, on 
bananas and cocoanuts in straight and mixed carloads from New 
Orleans, La., to Amarillo, Tex. Asks joint through rates, mini- 
mum weights and reparation. 

No. 21485. Union Tank & Pipe Co., Los Angeles, Calif., vs. Southern 
Pacific et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on riveted and welded wrought iron and/or steel pipe, from Los 
Angeles, Calif., to all stations taking group H rates on traffic 
originating at Los Angeles, typical destination points in Texas 
a being set forth. Asks rates for future and rep- 
aration. 

No. se Richmond Radiator Co., New York, N. Y., vs. N. Y. C. 
et al. 

Unreasonable rates and charges on moulding sand, from Sel- 
pone N. Y., to Uniontown, Pa. Asks rates for future and rep- 
aration. 

No. 21487. M. C. Winterburn, Inc., Jacksonville, Fla., vs. Central of 

Georgia et al. 

Rates in violation of section 6 of the act, on road rollers, from 
Harvey, Ill., to Ojus and Miami Shores, Fla. Asks reparation. 

No. 21488. The Berne Manufacturing Co., Berne, Ind., vs. Durham 

& Southern et al. 

Rates and charges in violation of sections 1 and 83 of the act, 
on cotton denims, from Erwin and Greensboro, N. C., to Berne, 
Ind. Asks reparation. : 

, No. 21488. Sub. No. 1. Elin & Golub, Albion, Ind., vs. B. & O. et al. 

Rates in violation of sections 1 and 3 of the act, cotton piece 
goods, any quantity, from Erwin (Duke) and other North Caro- 
lina points, points in South Carolina, Georgia, Alabama, Missis- 
elppl and Tennessee to Albion, Ind. Asks reparaton. 

No. 21489. The Cleveland Crane and Engineering Co., Wickliffe, O., 
va. NX. C. et aL 

Rates in violation of sections 1, 3 and 6 of the act, on electric 
traveling cranes, from Wickliffe, O., to Houston, Tex. Asks rates 
for future and reparation. 

No. 21490. E. P. Flowers, Montgomery, Ala., vs. New Haven et al. 

Unreasonable rates and charges on yellow pine lumber, from 
Lexington, Ga., to New Haven, Conn., reconsigned to Waterbury, 
Conn. Asks reparation. 

No. Bey eae Rock Salt Co. et al., Myers, N. Y., vs. A. C. & 

- et al. 

Rates in violation of sections 1 and 3 of the act, on salt, from 

complainants’ producing plants in New York state to points in 
trunk line and New England territories, as compared with rates 
from Ohio and Michigan points. Asks rates for the future. 

No. 21492. Dewey Portland Cement Co., Kansas City, Mo., vs. Alton 
& Eastern et al. 

Rates and charges in violation of sections 1, 3.and 13 of the act, 
on peene cement, from Davenport and Linwood, Ia., to points 
in Illinois, as compared with rates from points in Illinois and 
other states to points in Illinois. Asks rates for future. 

No. 21493. Wenatchee District Cooperative Association, Wenatchee, 
Wash., vs. C. M. St. P. & P. et al. 

Rates in violation of first three sections of the act, on apples 
and pears, from Neppel, Wash., to Philadelphia, Pa. Asks rates 
for future and reparation. 

No. 21494. The Kansas Live Stock Association et al., Topeka, Kan., 
vs. A. & S. et al. 

Rates and charges in violation of first three sections of the 

act, on range and/or stocker and/or feeder cattle and/or calves, 
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from points in New Mexico, Arizona, Texas and Oklaho 

points in Kansas. Ask rates for future and reparation. 
No. 21495. Pacific Cottonseed Products Corporation, San Diego, Cali, 

vs. San Diego & Arizona et al. “ 

Rates and charges in violation of sections 1, 2, 3, 4 and 13 ot 
the act, on cottonseed and cottonseed oil, from Brawley, Ca) 
to Potash, Calif.. and from Potash to Calipatria and Brawley’ 
Calif. Asks reparation. ' 

No. 21496. Ritter Hardwood Lumber Co. et al., Huntington, W. ya, 
vs. N. & W. ’ 

Charges in_violation of sections 1 and 3 of the act, on lumbe, 
from Sandy Huff, W. Va., Doran, Va., and Hardy, Ky., to Ports’ 
mouth, Ironton, O., Kenova, W. Va., New Boston, O., and (Coa) 
Grove, O. Ask reparation. f 

No. 21497. The Sharples Solvents Corporation, New York, N. Y.,, ys 

Cc. & O. et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on casinghead gasoline, from Menifee, Ky., to Belle, W. Va. Asks 
reparation. 

No. 21497. Sub. No. 1. Same vs. Santa Fe et al. 

Same complaint as to same commodity from Shidler, Okla, to 
Belle, W. Va. Asks rates for future and reparation. 

No. _— The Nicola, Stone & Myers Co., Cleveland, O., vs. A. G.§. 
et al. 

Rates and charges in violation of sections 1, 4 and 6 of the a 
on yellow pine lumber, from Mississippi points to Cedartown, Ga, 
Asks reparation. 

No. 21499. The American Cross Arm Co., Jacksonville, Fla., vs. N, 

& W. et al. 

Unreasonable rates and charges on locust wood cross arm in. 
— pins, from Thaxton, Va., to Jacksonville, Fla. Asks rep- 
aration. 

No. 21500. Dewey Portland Cement Co., Kansas City, Mo., vs. A, 

& W. et al. 

Rates in violation of sections 1, 3 and 13 of the act, on cement, 
from Davenport (Linwood), Ia., to points in Wisconsin as com- 
pared with rates accorded competitors shipping from points in 
Wisconsin, Indiana, Illinois, Iowa and other states. Asks rates 
for future. 

No. 21501. Desel-Boettcher Co., Houston, Tex., vs. G. H. & S. A. et al. 

Unreasonable rates on bananas and cocoanuts, from New Or- 
a La., to Brownsville, Tex. Asks rates for future and rep- 
aration. 

No. 21502. T. R. Miller Mill Co., Inc., Brewton, Ala., vs. B. & O. et al, 

Rate in violation of sections 1, 4 and 6 of the act, on yellow pine 
lumber or timber, from Brewton, Ala., to Staunton, Va. Asks rate 
for future and reparation. 

No. “wy Steel City Lumber Co., Birmingham, Ala., vs. Blue Ridge 
et al. 

Rate in violation of section 6 of the act, on yellow pine lumber, 
from West Union, S. C., to Boswell, N. C. Asks cease and desist 
order and reparation. 

No. 21504. Mid-West Fruit Co., Muskogee, Okla., vs. I.-G. N. et al, 

Rates in violation of section 4 of the act, on watermelons, from 
Derby, Tex., to Muskogee, Okla. Asks reparation. 

No. 21505. Vinita Wholesale Grocery Co. et al., Vinita, Okla., vs. 
Arkansas Valley Interurban et al. 

Unreasonable rates on salt, from Hutchinson, Kan., and Weeks, 

La., to Vinita, Keota and Pawhuska, Okla. Asks reparation. 
No. 21506. Mead Johnson & Co., Evansville, Ind., vs. A. C. L. et al. 

Unreasonable rates and charges on products made from milk, 
from Evansville, Ind., to all points of destination in southern 
classification territory. Asks rates for future and reparation 

No. 21507. Bahm Oil Co. et al., Shelby, Neb., vs. Santa Fe et al. 

Unreasonable rates on petroleum products, from points in Kan- 
sas, Oklahoma and Texas to points in Nebraska. Ask rates for 
future and reparation. 

No. 21508. Swift & Co., Chicago, Ill., vs. A. & S. et al. 

Unreasonable rates on cottonseed oil or foots and other soap 
stocks, from Fort Worth and Houston, Tex., to St. Bernard and 
Ivorydale, O., Jeffersonville, Ind., and Louisville, Ky., and points 
grouped therewith. Asks rates for future and reparation. 

No. ao L. V. Austerschmidt et al., St. Charles, Mo., vs. A. & E. 
et al. 

Unreasonable rates on bituminous coal, from Illinois mines to 
St. Charles, Mo. Ask rates for future and reparation. 

No. or F. W. Tunnell & Co., Philadelphia, Pa., vs. Long Island 
et al. 

Unreasonable rates on fertilizer and/or fertilizer compounds, 
from Philadelphia, Pa., to points on Long Island, N. Y. Asks rates 
for future and reparation. 

No. 21511. Smith Bros., Ing, et al., Dallas, Tex., vs. A. C. L. et al. 

Rates and charges in violation of section 6 of the act, on 
machinery, including tractor, power pumps, ditching machines, 
road rollers, etc., from Dallas, Tex., Milwaukee, Wis., and Mar- 
shall, Mo., to points in Florida. Ask reparation. 

No. 21512. Milwaukee Electric Crane & Manufacturing Corporation, 
West Allis, Wis., vs. A. C. L. et al. 

Rates in violation of section 6 of the act, on electrical crane 
and parts thereof, from West Allis, Wis., to Avon Park, Fila. 
Asks reparation. 

No. 21513. Bodine & Clark Livestock Commission Co., Portland, Ore., 
vs. Great Northern. 

Rules and regulations in violation of sections 1 and 3 of the 
act, with respect to transportation of livestock westbound, from 
points west of Havre, Mont., including Fort Browning, Mont. 
Asks rules, regulations and practices for future. 

No. 21514. The Builders’ Association of Kansas City, Inc., Kansas 
City, Mo., vs. St. L.-S. F. 

Rate in violation of first three sections of the act, on crushed 
stone, from Kansas City, Mo., to Tulsa, Okla. Asks rates for 
future on crushed stone and crushed marble and reparation. 

No. 21515. Illinois Powder Manufacturing Co., St. Louis, Mo., vs. Chi- 
cago, Peoria & St. Louis et al. 

Charges in violation of section 6 of the act, on high explosives, 
from Grafton, Ill., to Milan, Tenn. Asks cease and desist order 
and reparation. ‘ 

No. 21516. C. S. Wells & Son, Keokuk, Ia., vs. C. B. & Q. 

Alleges violation of sections 1, 2 and 6 of the act, because defend- 
ant will not accept cars from connecting lines for switching to 
complainant. Asks relief for future. 

No. 21517. Middle Creek Railroad Co., vs. B. & O. et al. 

Alleges that defendants have refused to accord petitioner just, 
reasonable and equitable divisions of joint rates on coal. Asks 
that Commission prescribe divisions for future make findings 


ma to 


retroactive. 
No. _— Phoenix Horse Shoe Co. et al., Chicago, Ill., vs. C. & A. 
et al. 


Rates or charges in violation of sections 1 and 4 of the act, 
on horse shoes and toe calks, from Joliet, Ill., to Wichita, Kan. 
Asks rates for future and reparation. 
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NEWARK, N. J. 
STORAGE 


NEWARK WAREHOUSE co. 


eS IO Ir 
[SME SOIR IOOT OT 


at es min a 


Located three blocks from the busiest 4 corners_in the U. S. A. 


STORAGE IN TRANSIT 


Pool Car Distribution 


All Freight Unloaded Under Cover 
Grinnell Dry System Sprinkler Throughout 


Private Siding Connection with 
The Central Railroad Co. of New Jersey 


For rates and arrangements, apply or write to 
F. W. STOKES, Manager 


NEWARK WAREHOUSE CO., Newark, N. J. 


Great Lakes’ <4 Pc: New York 


THE ONLY DIRECT ALL-WATER ROUTE 
SERVING WITHOUT TRANS-SHIP MENT 
New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 


a 


2 nae agp ry ype mg — eg ced 


SHIP BY BARGE! 
via THE OPEN GATEWAY TO the SEA 


AFFORDING SHIPPERS 


mdable Freight Service with 20% Savings in Rates. 
Delivery my gside Steamers at New York Without ans-shipment. 


Nothing Lese Than Full Barge Loads Accepted. 650 gross 
tons constitute average barge load. Barges move in fieets of four 
(4) with approximate total capacity of 2600 gross tons. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, Inc. 


25 Broadway, New York City, N. Y. 


NY, Mole Exh Bufiale Office: Chamber of Commerce Bidg. "*riing Gree 0495 
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Calmar Steamship Corporation 


CALMAR LINE—Coast-to-Coast—Via Panama Canal 


Voy. 
Ne. Ship 


3 CUBORE 
5 CALMAR 
5 PENNMAR 
5 YORKMAR 


5 MASSMAR 


Voy. 
No. Ship 


3 CUBORE 
5 CALMAR 
5 PENNMAR 
5 YORKMAR 
5 MASSMAR 


Baltimore | Philadelphia | Los An 
Depart 


Arrive Depart 


Sailed 
Nov. 3 Nov. 7 
Nov. 18 Nov. 22 
Dec. 3 Dec. 7 
Dec. 18 Dec. 22 


San Francisco 
Oakland 
Arrive— Depart 


Nov. 27 Nov. 30 
Dec. 13 Dec. 16 
Dec. 28 Dec. 31 
Jan.12 Jan. 15 


Jan. 27 Jan. 30| 


Arrive— 


Oct. 25 Oct. 30 
Nov. 9 Nov. 15 
Nov. 24 Nov. 30 
Dec. 9 Dec. 15 
Dec. 25 Dec. 30 


Portland 
Arrive— Depart 


Dec. 3 Dec. 4 
Dec. 19 Dec. 20 
Jan. 3 Jan. 4 
Jan.18 Jan. 19 
Feb. 2 Feb. 3 


Arrive 


Nov. 20 Nov. 25 
Dec. 6 Dec. 11 
Dec. 21 Dec. 26 
Jan. 5 Jan. 10 
Jan. 20 Jan. 25 


Seattle 
Arrive— Depart 


Dec. 6 Dec. 8 
Dec. 22 Dec. 24 
Jan. 6 Jan. 8 
Jan. 21 Jan. 23 
Feb. 5 Feb. 7 


=I yu III II —e—SEEEEEEEeEeEeEeEeEe|EleleeeEeeEeEeE»ymwyE 


CALMAR ships sail through all the night, 
SPEEDING westward with all their might, 

A CALMAR aailing every fifteen days, 
ROUTE IT CALMAR—it always pays. 


For information regarding rates, etc., apply to 
CALMAR STEAMSHIP CORPORATION, 


rk, Y. 
Bourse Building, Philadelphia, Pa. 


First National Bank B 


Oliver Building, Pittsburgh, Pa. 
Reekery Building, Chicago, Il. 


CALMAR STEAMSHIP CORPORATION, 


Swayne & Hoyt, 


Bidg., Baltimore, Md. 


Pacific Coast Agents, 


240 Front Street, San Francisce, Calif. 


318 Transportation Bldg., Les A: 


ngeles 


911 Board of Trade Bldg., Portlann Ore. 
201 Central Building, Seattle, Wash. 


Consider 


the Time 
Element! 


When you ship to the Orient via Seattle on 
“President Liners” you are assured of fast, 
dependable service over the short route 
to Yokohama, Kobe, Shanghai, Hong 
Kong and Manila. The service is direct and 
frequent with sailings every other Saturday. 
Arrivals each alternate Monday. Thru bills 
of lading issued to all Oriental ports. 
In addition seven express “Cargo Liners” 
to serve you. 


T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 
R. W. BRUCE, Gen. Agt. 
110 So. Dearborn St. 


W.G. ROCHE, Inc. 
1714 Dime Bank 
Detroit, M 


1519 Railroad Avenue 


i Bide. . Agt. 


, 


L. L. aATES, General Freight A. 


South, Seattle, 


76 offices in 22 countries at your service 


American Mail es 
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Note. Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


October 29—Argument at Wachingses. a Ss 
19911—Manufacturers’ Assn. of Chicago Heights on behalf of Amer- 
ican Manganese Steel Co. vs. Sou. Pac. Co. 
20032—Loose- Wiles Biscuit Co. vs. M. & St. L. R. R. et al. - 
20146—Penn Facing Mills Co. et al. vs. A. A. R. R. et al. 
20367—-Phoenix Horse Shoe Co. vs. C. & O. Ry. et al. 


October 289—New York, N. Y.—Examiners Armes and Brennan: 
21190—Valentine & Co. vs. L. V. R. R. 

October 29—Boston, Mass.—Examiner Main: 
21265—International Shoe Co. et al. vs. C. R. R. of N. J. et al. 


October 29—Sioux Falls, S. D.—Examiner Williams: 
21247—Brownell Corp. et al. vs. A. T. & S. F. Ry. et al. 
21243 (and Sub. Nos. 1 to 6, incl.) —Legel Oil and Gas Co. et al. vs. 
Cc. & N. W. Ry. et al. 
20674 (Sub. 10)—Farmers & Merchants Co-operative Oil Co. vs. C. 
M. St. P. & P. R. R. et al. 
* 21397—-Farmers’ Oil & Gas Co. et al. vs. A. T. & S. F. Ry. et al. 
October 29—Washington, D. C.—Examiner Curtis: 
19455 (and Sub. 1)—North American Cement Corp. vs. B. & O. R. R. 


et al. 
(Further hearing.) 
October 30—Sioux Falls, S. D.—Examiner Williams: 
21203—Traffic Bureau of Sioux Falls Chamber of Commerce vs. Gt. 
Ner. Ry. et al. 
October 30—New York, N. Y.—Examiners Armes and Brennan: 
20356—Times Publishing Co., Inc., vs. Can. Pac. Ry. et al. 


October 30—Argument at Washington, D. C.: 

20562—Johannesburg Manufacturing Co. vs. Mich. Cent. R. R. 

20555—Muskegon Ry. & Navigation Co. et al. vs. P. M. Ry. et al. 

20280—St. Louis-San Francisco Ry. vs. M. & O. R. R. 

October 30—Sioux Falls, S. D.—Examiner Williams: 

a Hide & Fur Co. et al. vs. C. M. St. P. & P. R. R. 
e a 

October 31—Los Angeles, Calif.—Director Mahaffie: 

Finance No. 7084—Application Pacific Telephone & Telegraph Co. 
for certificate that the acquisition by it of control of the Con- 
solidated Utilities Co. by purchase of capital stock will be of 
advantage to the persons to whom service is to be rendered and 
in the public interest. 

Finance No. 7085—Application Pacific Telephone & Telegraph Co. 
for certificate that the acquisition by it of control of the Corona 
Home Telephone & Telegraph Co. by purchase of capital stock 
will be of advantage to the persons to whom service is to he ren- 
dered and in the public interest. 

October 31—Sioux Falls, S. D.—Examiner Williams: 

1. & S. 3180—Apples from Kansas and Missouri points to Iowa, 

Minnesota and South Dakota destinations. 


October 31—Argument at Washington, D. C.: 
18635—In the Matter of the Application of the Great Northern Ry. 
for an order requiring the Northern Pacific Ry. to grant the 
Great Northern Ry. the use of certain terminal facilities at 
Seattle, Wash. 
October 31—Boston, Mass.—Examiner Main: ; 
21227 (and Sub. 1)—American Cotton Waste & Linter Exchange vs. 
B. & O. R. R. et al. 


October 31—Chicago, Ill.—Examiner Disque: 
21158—Swift & Co. et al. vs. A. T. & S. F. Ry. et al. 


November 1—New York, N. Y.—Examiners Armes and Brennan: 
21179—Deslauriers Column*Mould Co. vs. A. C. R. R. et al. 
November 1—San Francisco, Calif.—Director Mahaffie: 

Finance No. 7102—Application Southern Pacific Co. for authority to 
acquire entire control of Northwestern Pacific R. R. by purchase 
of capital stock. 

November 1—San Francisco, Calif—Examiners Flynn and Way: 
21436—Portland Traffic and Transportation Assn. vs. Bay Cities 
Transportation Co. et al. 


November 1—Boston, Mass.—Examiner Main: 
21133—Chapman Valve Manufacturing Co. vs. B. & A. R. R. et al, 


November 1—Kansas City, Mo.—Examiner Hagerty: 
21082—-Southard Feed and Milling Co..vs. C. G. W. R. R. et al. 
21248—Nichols Wire, Sheet & Hardware Co. vs. A. G. S. R. R. et al. 


November 1—Dallas, Tex.—Examiners Money and Esch: 
20821—Oklahoma Portland Cement Co. vs. A. T. & S. F. Ry. et al. 
21164—Iola Cement Mills Traffic Assn. et al. vs. A. & S. Ry. et al. 


Nevember 1—Chicago, Il]l.—Examiner Disque: 
21096—Illinois Malleable Iron Co. vs. C. I. & L. Ry. et al. 
20740—James S. Kirk & Co., Inc., vs. C. & N. W. Ry. 


November 2—San Francisco, Calif.—Director Mahaffie: 
Finance No. 7027—Application Western Pacific R. R. for authority 
to construct a line of railroad in San Joaquin county, Calif. 
Finance No. 7028—Application Sacramento Northern Ry. for au- 
thority to construct an extension to its Holland Line in Yolo and 
Sacramento counties, Calif. 
November 2—Sioux City, Ia.—Examiner Williams: 
1. & S. 3173—Sweet Clover Seed from certhin points in Minnesota, 
North and South Dakota to Sioux City, Ia. 
November 2—Boston, Mass.—Examiner Main: 
20856—-Blanchard Lumber Co. et al. vs. B. & M. R. R. 
November 2—Chicago, Ill—Examiner Disque: 
—American Radiator Co. vs. N. Y. C. R. R. et al. 
November 3—Boston, Mass.—Examiner Main: 
21565—New England Granite Producers’ Freight Committee vs. N. 
Y. N. H. & H. R. R. et al. 


* 21461—Milne & Hector Co. et al. vs. M. & W. R. R. R. et al. 
* 21468—Booth Bros. and Hurrican Isle Granite Co. of New York vs. 
nN. YN. B. & H.R. R. 
1. & S. 3168 (and ist Sup. order)—Granite, Marble and Stone in New 
England territory. 





November 3—New York, N. Y.—-Examiners Armes and Brennen: 
21162—Merck & Co., Inc., vs. B. & O. R. R. et al. 
November 5—San Francisco, Calif.—Director Mahaffie: 

Finance No. 7110—Application San Francisco-Sacramento R. R, for 
authority to construct an extension of its Pittsburg Branch jp 
Contra Costa county, Calif. 

November 5—New York, N. Y.—Examiners Armes and Brennan: 


16457—New Jersey Lumbermen’s Committee vs. A. C. L. R. R. et aj, 


November 5—Chicago, Ill.—Examiner Disque: 
21235—-Oshkosh Traffic Assn. et al. vs. Gt. Nor. Ry. et al. 
November 7—New York, N. Y.—Examiners Armes and Brennan: 
21181—Riverside Monument Works vs. Erie R. R. et al. 
a 7—Deming, N. M.—State Corporation Commission of New 
exico: 

Finance No. 6995—Joint application of E. P. &.S. W. R. R. and 
S. P. Co., lessee, for authority to abandon a line of railroad from 
Deming to Hermanas, N. M. 

November 7—Argument at Washington, D. C.: 

19451—E. B. Muller & Co. vs. P. M. Ry. et al. 

19783—Federated Metals Corp. vs. St. L.-S. F. Ry. et al. 

20445—Federated Metals Corp. vs. Penna. R. R. et al. 

20446—Frederated Metals Corp. vs. Penna. R. R. et al. 
20447—-Federated Metals Corp. vs. Penna. R. R. et al. 
20511—Federated Metals Corp. vs. Penna. R. R. et al. 
November 7—Washington, D. C.—Examiner Weems: 
21123—Capital City Monument Works et al. vs. B. & O. R. R. et al. 
November 7—Chicago, Ill—Examiner Disque: 
21271—Menasha Printing and Carton Co. vs. A. C. & Y. Ry. et al. 


November 8—Cincinnati, O.—Examiner Taylor: 
* 15453 (and Sub. 1)—The Berger Manufacturing Co. et al. vs. W. & 
L. E. Ry. et al. 
* at — 1)—Edwards Manufacturing Co. vs. A. T. & §S. F, 
y. et al. 
* 21313—Hope Engineering & Supply Co. vs. B. R. & P. Ry. et al. 
* 21317—Graver Corp. vs. Southern Ry. et al. 
November 8—Jackson, Miss.—Mississippi R. R. Commission: 
* Finance No. 7007—Application Imperial R. R. Co. for a certificate 
of public convenience and necessity. 
November 8—Washington, D. C.—Assistant Director of Traffic Pitt: 
Fourth Section Application 13470—Class rates from, to and between 
points in Southern territory (further hearing). 


November 8—Washington, D. C.—Examiner Hosmer: 
—— aon Stickell & Sons, Inc., vs. W. Md. Ry. et al. (further 
earing). 


November 8—Argument at Washington, D. C.: 

20107—Advance Bag & Paper Co., Inc., vs. C. R. R. of N. J. et al. 
20477—-Barrett Co. vs. Penna. R. R. 

20514—The Barrett Co. vs. Erie R. R. et al. 

20565—Hugo Strauss Packing Co., Inc., vs. A. & V. Ry. et al. 
19693—-Hugo Strauss Packing Co., Inc., vs. A. & V. Ry. et al. 


November 8—Chicago, Ill._—Examiner Disque: 
21148—William Cooper and Nephews, Inc., vs. B. & O. R. R. et al. 


November 8—Kansas City, Mo.—Examiner Hagerty: 
1. & S. 3126—Transit on grain and grain products at points on A. T. 
& S. F. Ry. and C. R. I. & P. Ry. 


November 8—Boise, Ida.—Examiner Flynn: 
20806—Frank R. Gooding et al. vs. O. S. L. R. R. et al. 

November 9—Washington, D. C.—Examiner Davis: 

* Finance No. 7149—Joint Application of Mountain States Telephone 
& Telegraph Co. and Robert Bourne, doing business as Duran- 
Vaughn Telephone Co. for a certificate that the acquisition by 
the Mountain States Telephone & Telegraph Co. of the Telephone 
properties of said Robert Bourne will be of advantage to the per- 
sons to whom service is to be rendered and in the public interest. 

* Finance No. 7156—Joint Application of New York Telephone Co. and 
James R. McAllister et al., owners of a telephone plant at Palen- 
ville, N. Y., for a certificate that the acquisition by the N. Y. 
Telephone Co. of the telephone properties of the other applican 
will be of advantage to the persons to whom service is to be 
rendered and in the public interest. 

* Finance No. 7163—Joint Application of Mountain States Telephone « 
Telegraph Co. and W. W. Gilstrap et al., doing business as Ro) 
Telephone Co., for a certificate that the acquisition by the Moun- 
tain States Telephone & Telegraph Co. of the Telephone properties 
of the other applicants will be of advantage to the persons tv 
whom service is to be rendered and in the public interest. 

* Finance No. 7100—Joint Application of Bell Telephone Co. of Penn- 
sylvania and Red Bank Telephone Co. for a certificate that the 
acquisition by the Bell Telephone Co. of Pennsylvania of certain 
properties of the Red Bank Telephone Co. and the acquisition by 
the latter company of the properties of the former company will 
be of advantage to the persons to whom service is to be rendered 
and in the public interest. 

November 9—Argument at Washington, D. (.: 

18725 (and Sub. 1)—Ceramic Traffic Assn. vs. Penna. R. R. et al. 
20440—Bigelow-Hartford Carpet Co. vs. N. Y. N. H. & H. R. R. et al. 
20521—-Kieckhefer Container Co. vs. Penna. R. R. et al. 

November 9—Washington, D. C.—Examiner Weems: 

21270—Roach Creek Coal Mines, Inc., et al. vs. A. A. R. R. et al. 
November 9—Chicago, Ill.—Examiner Disque: 

20944—-The Metamora Elevator Co. et al. vs. C. H. & D. Ry. et al. 

21174—Beidster Marble Co. et al. vs. A. A. R. R. et al. 

November 10—Washington, D. C.—Examiner Curtis: 

* 21056—The Beacon Milling Co., Inc., vs. N. Y. C. R. R. et al. 


November 12—Washington, D. C.—Examiner Sullivan: 

* Finance No. 7129—Joint Application of New York Central R. R., 
and N. Y C. & St. L. R. R., for authority to acquire joint con- 
pote - the Lake Erie & Fort Wayne R. R. by purchase of capital 
stock. 

* Finance No. 7063—Application of Wabash Ry. for authority to ac- 
quire control of Lake Erie & Ft. Wayne R. R. by purchase of 
capital stock (further hearing). 

November. 12—Kansas City, Mo.—Examiner Taylor: 

* athe Wichita Board of Commerce et al. vs, A. T, & S, F. Ry, 
e . 
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PANAMA MAILS.S. CO. 


Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES te HAVANA and NEW YORK 














Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 











































BETWEEN EASTBOUND SAILINGS 
° : d H T S. S. COLOMBIA rere — ~ wos 
x [| Philadelphia, Pa., and Houston, Tex. $$ SCURBORS conor = 
n eae VEINELUELA....... cc cceeeee 
SAILINGS:  ....  §§ |}  S-S-GUATEMALA............... S . ' 
otal a. — gg Tiberted, . See |S 6 sepals 
° 5 s © Uatemaia cajutia. a rt: a nion, in ma) a, 
From Philadelphia ety’ Wednesdays and Saturdays Puntarenas, San Juan del Sur, Balboa and Cristobal (Panama) and 
From Houston... .... Mondays and Thursdays Buenaventura. 
n: Trans-Shipment at Panama for South America and European Ports 
x Through rail rt bills of lading issued in t tinental 
f New Low Rates Quick Dispatch Thru P ackage Cars ensue . 7 San Saedies eo Los y~ acher benevall to all 


West Coast Mexican and ee" American ports. 












GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 


2. and 
1 from 
























FICES— 
140 S. Dearborn St., Chicago, It im 2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N. Y. 548 S. Spring St., Los Angeles, Cel. 


ATLANTA 
GEORGIA 









Omaha’s Largest 
a Merchandise Warehouse 


N. & offers to the public the IDEAL warehouse and 
SF distributing service in the Middle West. | 
a Merchandise Distribution and Warehousing. Ideal = ggg one ho ga 
al. rchandise Distribu n re ing. ea _ cS 

ofiems for brokers and func monegitn:  Conteal Best Trade 
on location. Reinforced concrete construction. Private ; Territory 

trackage, no switching charge. Prompt city de- ee In the South 
Pitt: livery service. Pool cars distributed promptly. 
ween MERCHANDISE STORAGE 

The Terminal Warehouse Co. AND POOL CAR DISTRIBUTION 


‘ther Fireproof — Lowest Insurance 


Merchants & Manufacturers Warehouse Co. 


Omaha, Nebr. MemberA.W.A. 11th and Jones St. 


al, 





ST. — — THE 49TH sTATE — MIO. 


INDIANAPOLIS 


al. Service That Satisfies 


Storers, Distributors 
and 
Forwarders 


f 
General Merchandise 


Pool Car Distribution 
pt and 


ne 


ne 


Prom 
Intelligent. Service 


TRIPP WAREHOUSE COMPANY 


Merchandise 2"* Machinery Storage 
POOL CAR DISTRIBUTION 
MEMBER 
AMERICAN CHAIN OF WAREHOUSES 
CHICAGO, 53 West Jackson Blvd. NEW YORK, 260 W. Broadway 


yw Aaa] 
Sar coe 
2 Wr |S mw, 








CONTRACTORS FOR 


export © THE MOTOR HAULAGE COMPANY, Inc. #izr3.t2e"% 









IMPORT Central R.R. o a 

Pack Gos Dietsthuters NEW YORK CITY, N.Y. Tone foland 3k a me 

Constructive Station Deliveries P. O. Box 780, BROOKLYN, N. Y. New York, New Haven & 
Tracks for om s. S eee Savannah 





Valuable Products Over 150 Heavy Duty Trucks in Operation Ponneyivania &.R. Oo 
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16723—United Iron Works, Inc., vs. A. T. & S. F. Ry. et al. 


* sa tng Steel & Wire Co. vs. A. T..& S. F. Ry. et al. (further 
earing). 

* 18422—Concrete Engineering o>. msm A. T. & 8B. B. By. ot al. 

* Portions Fourth Section oom - 697 and 701 of Agents Tucker and 
and Leland and Appl. 629 of Leland. 

* 18970 (and Sub. Nos. 1 to 5, incl. )—Perfection Metal Products Co. 
et al. vs. A. & V. Ry. et al. 

* 19164—Salina A tnt of Commerce et al. vs. A. S. R. R. et al. 


Nos. 14993 and 16723—Further hearing pa B» on question of 
reparation. 
7580—W. C. Norris vs. A. C. & Y. Ry. et al. 
17594—United Iron Works, Inc., vs. A. G. S. R. R. Fg -. 
17683—Butler Manufacturing Co. vs. A. G. 8S. R. al. 
17823—Kansas City Structural Steel Co. et al. vs. A. “ai %. mn. R. ot ab 


we ew 12—Kansas City, Mo.—Examiner Hagerty: 
- & S. 3147—Petroleum and petroleum products from Kansas, Mis- 
” souri and Oklahoma Points to Colorado points. 


November 12—Washington, D. C.—Examiner Weems: 
— Bey _— 1)—R. T. Vanderbilt Co., Inc., et al. vs. A. C. Le 
. et: al 
20850—St. Regis Paper Co. et al. vs. A. A. R. R. et al. 
20929—Castanea Paper Co. et al. vs. A. C. L. R. R. et al. 
20930—International Paper Co. et al. vs. A. A. R. 
21347—-D. M. Bare Paper Co. vs. C. of Ga. Ry. *” a 
20225—Empire Floor and Wall Tile Co., Inc., vs. C. C. & O. Ry. et al. 
* 20482 (Sub. 2)—The Harris Clay Co. vs. A. "Cc. a R. R. et al. 


November 12—Chicago, ag gee ged Disque: 
21294—-Thomas S. Smith & Co. et al. vs. C. & A. R. R. et al. 
November 12—Chicago, Ill.—Examiners Money and Esch 
17000—Rate Structure Investigation: Part Cottonseed, Its Prod- 
ucts and Related Articles. 
ak 05—Armour and Company vs. Erie R. R. et al. 
. & S. No. 2759—Cottonseed and related vegetable products from 
" Southwestern territory to Central, Eastern and Seuthern terri- 


tories, 

. & S. No. 2820—Vegetable Oils and related articles in Official 
or territory. 

. & S. No. 2884—Vegetable Oils and Oil Foods from Texas to Ft. 
Wayne, Ind., and Buffalo, N. Y. 

- & S. No. 2926—Vegetable Oils in Official Classification territory. 

1. & S&S. No. 2995—Vegetable Oils and related articles in Official 
Classification territory. 

. & S. No. 3035—Cottonseed from La. Ry. & Nav. stations to Shreve. 
port and Bossier City, : 

1. & S. No. 3036—Cottonseed Hull Fibre or arene from S. W. 
points to Miss. and Ohio River gateways, etc 

1. & S. No. 3067—Cottonseed and other Vegetable Oils from the 
Southwest to interstate points. 

1. & S. No. 3098—Cottonseed and Vegetable Oils from Texas Com- 
mon points to Baltimore, Md., and Boston, Mass. 

i. wo > No. 3121—Cotton Linters from the Southwest to interstate 
points. 

14594—-American Linseed Co. vs. B. R. & P. et al. 








TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, MISSOURI 


GEOGRAPHICALLY 


LOCATED TO RENDER 
DISTRIBUTORS 


DISTINCTIVE WAREHOUSE 
AND FORWARDING 
SERVICE 






‘uF 








MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railroad District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 


Chicago’s and Kansas City’s 
Most Modern Warehouses 


Merchandise 


Pool Car 
Distribution 


2000 Carload 
Capacity 


NION CITY°--o WATERBURY 
BEACON FALLS@X-ONAUGATUCK 
ANSONIA 9OSEYMOUR 
SHELTON g'o OERBY 
DEVON J 7? MULFORD jew HAVEN 


TO ALL 
POINTS WEST 


TO ALL POINTS SOUTH BOAT AND RAIL 


THE TRAFFIC WORLD 





THAMES RIVER LINE, INC., Pier 32 E. R., New York City, =®N&STE, Fucus, 
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LEONARD’S GUIDE 


FREIGHT, EXPRESS, PARCEL POST 


Rates and aae + All in One Book! 
Send for Sample Sheets 


G. R. LEONARD & CO. 


155 N. Clark St., Chicago 15 E. 26th 0 New York 


HAMMOND, IND. 


In the Chicago Switching District 
General Merchandise, Furniture 
and Cold Storage 


POOL CAR DISTRIBUTORS 


a5 Quick Service. Low Rates 
m& THE GREAT LAKES WHSE. CORP. 


HAMMOND, INDIANA 


BALTIMORE, MD. 


STORAGE WAREHOUSE 
Cold Storage t=: General Storage 
Pool Car Distribution—Forwarding—Rigging 


BALTIMORE TRANSFER CO., ston 7222 Verrons3% 


*?7 Monument and Forrest Sts. 




























HoME-STUDY 
Business Training 


Your opportunity will never be bigger than your 
see ape Pre re now and reap the rewards 


success. Free 64-Page Book Tells 
Write NOW for book you want, ormail coupon ned 
name, present position and address in n today. 
OHigher Accountancy ObBusiness Correspondence 
OModern Salesmanship OCredit and Collection 
OTraffic Management Correspondence 
ORailway Station O Modern Foremanship 
Management OPersonnel Management 
OLaw—Degree of LL.B. OExpert Bookkeeping 
OCommercial Law OC. P. A. Coaching 
OiIndustrial Management O Business English 
OBanking and Finance OCommercial Spanish 
OTelegraphy OEffective Speaking 
OBusiness Management OStenotypy—Stenography 


LaSalle Extension University, Dept. 1095-R Chicago 


of earl 


Tell us 
what you 
ship, without ob- 
ligation on your part. 
BEMIS BRO. BAG CO. 
ST.LOUIS, MO. 


Branches and Sales Offices in nearly all the 
larger cities. See your phone book. 


F ome” Packing 3 
and 
| Shipping Cail 


THRU RATES AND 
DIRECT WATER ROUTES 


South Norwalk, Bridgeport, New 
WESTERLY fi TOM London and Norwich, Conn. 
t GC. F. Ass WwW. se Biss Inter-Mountain, 
O South and Southwest 
CLYDE, OLD DOMINION, SAVANNAH, 
Vid MALLORY and MORGAN S. S. LINES 


@,” 0 JEWETT CHTY 









STORE DOOR DELIVERY 
ey oun OWN MOTOR TRUCKS 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
MILLS BUILDING 418-430 S. MARKET S&T. 
Phone, Main 3840 Telephone State 8635 
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“The Shipping 
That Is Different” 


UN 
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uestion of Policy 
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The measure of a company’s success in any 
phase of industry or transportation de- 
pends entirely upon the policy it pursues. 


The acknowledged leadership of Universal 
Transcontinental Freight Service in the 
consolidation of less than carload ship- 
ments of Machinery, Automobile Parts, 
Paints, Varnishes, Tires and other com- 
modities for the Pacific Coast did not 
just happen. 


It is the result of following a well defined 
policy of operation for 36 years; the best 
possible time in transit at the lowest pos- 
sible rates consistent with dependable 
and efficient transportation. 


UNIVERSAL 


TRANSCONTINENTAL 
FREIGHT SERVICE 


Operated by 


UNIVERSAL 
CARLOADING & DISTRIBUTING CO. 


Offices in All Principal Cities 


Consolidators of machinery, merchandise, automo- 
bile parts, etc., for more than 30 years 
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Manufacturing Plants and Warehouses 


Chicago Switching District 
AT LOW RENTALS 


Designed and built to suit particular requirements of occupant 
LOCATED IN 


A Modern Industrial Center Planned Especially 
For Warehouse and Factory 


Private Switchtrack from Belt Railway of Chicago 

Less Than Carload Service In and Outbound 

Universal Carloading and Distributing Service 

Daily Pick Up and Delivery of Express 
Chicago Rate Basis 
Open Shop Labor Conditions 
Convenience of Location for Local Trucking to Points in and Around Greater Chicago 
Sewers, Water, Gas, Electricity and Paved Streets 
Chicago Street and Mail Address 
Out of town firms are invited to ask for particulars relative to savings through location 


of branch plant or warehouse in this District. 
Information would include probable building costs or rentals (without obligation). 


RESPONSIBLE CONCERNS ARE INVITED TO INVESTIGATE 


91 PLANTS AND WAREHOUSES NOW OPERATING IN THE DISTRICT 
(49 OF THEM LOCATED IN THE PAST 4 YEARS) 


The Clearing Industrial District 


OF CHICAGO 
1007 First National Bank Building 
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The Bett Railway Company 
of Chicago 


That portion of the Chicago Switching Dis- 
trict directly served by The Belt Railway 
Company of Chicago 1s rapidly becoming 
industrially ee 


Character of B. R. C. Service 


All traffic safely and expeditiously 
handled 


Readily accessible desirable 
industrial locations 


We welcome opportunity to submit a survey of desirable 
industrial locations served by 


THE BELT RAILWAY COMPANY OF CHICAGO 
INDUSTRIAL DEPARTMENT 
Phones Harrison 3689-3690 a DEARBORN STATION, CHICAGO, ILL. | 
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trategic Points of Operation 
or Shippers nated 


> BUFFALO 


At Your Pa, 
Finger Tips 


HE Chain of Tidewater Terminals and 

Allied Inland Warehouses offer facil- 

ities to the Merchant Marine, shippers 
and consignees of export and import cargoes 
never before available in this country. 


Ultra-modern buildings, equipped: in the 
most up-to-date manner, afford the greatest 
safety and security with the lowest possible 
insurance rates. Direct rail transfer except 
in New York where the terminal is located 
within “free lighterage limits’. 


Centralized administration under a manage- 
ment specializing in terminal and warehouse 
operation, insures a uniform high standard 
of service throughout the entire chain, to 
vessels and shippers alike. 








W. B. McKINNEY, Sec’y and Treas. 
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BOSTON TIDEWATER TERMINAL, INC. 
J. M. Hoffman, V. P. & Gen’l Manager 
666 Summer Street, Boston, Mass. 


ATLANTIC TIDEWATER TERMINALS 
G. Green, V. P. & Gen’! Manager 
17 State Street, New York 
mers °° TIDEWATER TERMINAL 


G. M. Richardson, Gen’| Manager & Treas. 
10 Chestnut Street, Philadelphia 
NORFOLK TIDEWATER TERMINALS, INC. 
. A. Moore, Manager 
Norfolk, Va. 
KEYSTONE WAREHOUSE Co. 
W. S. Bishop, Gen’l Manager 
Seneca and Hamburg Secoaie, Buffalo, N. Y¥. 
MERCHANTS’ WAREHOUSE CoO. 


Snowden Henry, Supt. 
10 Chestnut Street, Philadelphia 











RICHARD D. JONES, Western Traffic Mgr. 
1646 Transportation Bldg., Chicago 









HARVEY C.MILLER Fresident 





COMMERCIAL TRUST BLDG. PHILA. PA. Ais ZA \O 
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NI} Che Same SUPERIOR SERVICE 


Binghamton 
Buffalo 
Cedar Rapids 
Chicago 
Cincinnati 
Cleveland 
Columbus 
Cortland 
Council Bluffs 
Decatur 
Des Moines 
Detroit 
East St.Louis 
* Elmira 
Erie 
Fort Wayne 
Fostoria 
Grand Rapids 


Saint Louis 
Saint Paul 
San Francisco 
* Scranton 
Seattle 
Sheboygan 
South Bend 


*First Morning from New York Piers and Hoboken City. 


Ampere 

Bloomfield 

Boonton 

Clifton 

Delawanna 

Harnson 

Hoboken City 

Hoboken Shore Railroad 
Jersey City 

Lyndhurst 

Newark 

Orange 

Passaic 

Paterson 

Watsessing 

And other New Jersey points 


Fourth 
Second 
Third 
Fourth 
Third 
Fourth ” 
Fifth ” 
Fourth ” 
Second Afternoon 
Fourth Murning 
Fifth 25 
Twelfth 

Fourth 

Sirth - 
Fith . 
Sixth ” \ j /f (3 
Fourth ” \ / « ’ fee ag 
Fifth ” \ NY 3 tsenect Transfer 
Sixth ‘ 
Second Afternoon 
Fourth Morning 
Third ‘i 


135 th 
Harlem Transfer 


Long Istand Cty 


Wallabout 


” 


Thirteenth ” 
Second ™ 
Fourth ”™ y 
Sixth ss 

Fourteenth” 
Second ss 
Thirteenth “ 
Fifth " 
Fourth 
Eleventh 
Second 
Fourth 
Third 
Second 


” oe 


CORRESPONDING SERVICE given to 
shipments loaded to the platforms of 
connecting roads destined to points be- 
yond those named above. 


Similar service is effective via LACKA- 
WANNA from Philadelphia Stations of 
the Reading Company, and other larger 
Reading Company stations, and from 
stations on the Central Railroad of 


ACKAWANNA fast freight 

trains are operated on sched- 

ules and time tables as carefully 

prepared and as precise and 

inflexible as those for passenger 
service. 


Market conditions, railroad and 
steamship connections and other 
important factors are better 
served when traffic handled in 
freight trains is moved with the 
utmost regularity and despatch. 


The Lackawanna has a well- 
merited reputation for the 
excellence, dependability and 


. regularity of both its passenger 


and freight service. Its high 
standards also apply to through 
schedules via all connecting lines. 


New Jersey, via SCRANTON TRANS- 
FER. 


Also from New York, New Haven & Hart- 
ford Railroad points via Port Morris (N. 
J. Transfer). 


Passing reports in the possession of all 

WANNA RAILROAD agents 

enable them to give immediate and 
complete information to customers. 


Not necessary to designate any cial 
station, pier or train number. Simply 
route LACKAWANNA. 


LACKAWANNA RAILROAD 


The Pioneer in Fast Through Merchandise Service 
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The freight service of the Illinois Central 
System is provided by a capable, experienced 
organization numbering tens of thousands of 
employes and utilizing an «nvestment in road and 
equipment of hundreds of millions of dollars. 
It is qualified in every way to fill efficiently all 
needs for commodity transportation. Here are 
some of its distinctive merits: 


It is speedy, because time means nearly as 
much nowadays in freight as in passenger serv- 
ice. It is economical, having increased less in 
price than most commodities. It is dependable, 
because equipment is adequate, power is ample, 
and the track is in better condition than ever 
before. 


The freight service of the Illinois Central 
System has ample capacity to take care of any 
probable amount of traffic, and its usefulness is 
not limited to any particular kind of shipment; 
the heaviest and the lightest, the largest and the 
smallest, those going a few miles and those 
going thousands are accommodated with equal 
facility. 


Every specialized detail of service is provided 
for. Shipments requiring protection from mois- 
ture are transported in cars affording such pro- 
tection. Refrigerator cars, which also can be 
heated, are available for commodities subject to 
damage from temperature changes. The where- 


Every Shipment Helps 











abouts of shipments en route can be readily 
ascertained at any time. Shippers can rely 
upon an exceptionally high degree of safety for 
their commodities and upon being reimbursed 
for loss or damage, if any occurs. 


Freight service like this is a community asset 
of the first importance. Its availability is a 
primary consideration in the location of indus- 
trial and commercial enterprises. Its contribu- 
tion to agricultural development is indicated, 
for example, by the strides made in fruit and 
vegetable growing in the territory through which 
this railroad runs. 


The ability of a railroad to provide good 
freight service depends upon the volume of 
freight handled. Large shipments, of course, do 
most to swell the volume of traffic, but every 
shipment, even the smallest, helps to keep the 
railroad busy and to make possible good service 
at low prices. The Illinois Central System there- 
fore heartily solicits and appreciates shipments 
of every size and kind. 

Constructive criticism and suggestions 
invited. 


are 


L. A. DOWNS, 


President, Illinois Central System. 


Chicago, November 1, 1928. 
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Unexcelled Warehousing Facilities 


= Southwest, comprising 

Texas, Oklahoma, Arkan- 
sas and Louisiana, is recog- 
nized as one of America’s 
major markets. Executives of 
national concerns have in the 
majority of instances selected 
Dallas as a central base of 
operations in serving the rich 
Southwest market of 12 mil- 
lion population and 6 billion 
dollars annual purchasing 
power. 1,638 national con- 
cerns are now maintaining 
branches at Dallas — manu- 
facturing plants, distributing 
branches, or district sales and 
service branches. In addition, 
more than 500 manufactur- 
ers are serving this market 
through public warehouses, 
making carload shipments to 





Dallas 


Dallas and redistributing L. 
C. L. to points throughout 
the territory. Warehousing 
facilities are unexcelled and 
transportation facilities are 
most complete—21 rail out- 
lets, a network of paved 
highways, air mail and ex- 
press lines. Executives are 
invited to write for the com- 
prehensive booklet entitled, 
“Dallas: Distribution Center 
—Serving the Southwest,” 
described at the right. A 
complete analysis of market- 
ing, distribution and ware- 
housing facilities. 


Industrial Dallas, Inc. 
1187 Chamber of Commerce Bldg. 
Dallas 





aE and Distribution Center of 
the Southwest-Twelve Million People 


FE Billion Dollar Market « « « ¢¢ 


pallas 


= 


“DALLAS: Distribution Center—Serving 
the Southwest,” is a complete analysis of the 
Southwestern Market plus a detailed report 
of the facilities offered by Dallas to serve 
it economically, profitably. There are six 
other distinctive reports available on request. 
They are all based on facts supplied by ex- 
haustive surveys of two leading firms of 
Industrial and Market Engineers. Write for 
them. 





1. MARKET MAP OF 


THE SOUTHWEST 
*—seven colors. A 
Graphic Market Chart. 


. THE SOUTHWEST 


— Six Billion Dollar 
Market. A Market an- 
alysis and comparison 
with other major mar- 
kets. 


- DALLAS — DIS 


TRIBUTION CEN- 
TER. Showing the 
facilities of Dallas for 
serving the entire 
Southwest. 


. INDUSTRIAL SUR- 


VEY OF DALLAS. 





Showing opportunities 
for specific “Industrial 


Investment.” 


- DALLAS AS A CITY 


IN WHICH TO 
LIVE, proving that it’s 
not all work and no 
play in Dallas. 


. TH E GROWTH OF 


DALLAS. Showing a 
trend of progress that 
safeguards Industrial In- 
vestment. 


TEXAS CORPORA- 
TION LAWS. An 
analysis of Texas Laws 
as they affect foreign 
corporations entering 
the State. 
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GAIN TIME aNnD COMFORT IN CHICAGO 


~at this centrally located, dowtown hotel 


‘ie PALMER HOUSE has every facility 
for conserving your time and adding 
to the comfort of your visit. 


It is so centrally located that you 
may walk to any place downtown. All 
forms of transportation to all outlying 
points go past the door. 


From the standpoint of service, too, 
this hotel is equipped to eliminate de- 
lays. A clerk’s office on every floor, 
instead of a central business office, at- 
tends your requirements and transforms 
your heart into a small, efficient, exclu- 
sive hotel. Room service via the Servi- 
dor furthers prompt- 
ness and eliminates 





personal contact with attendants. 

A reception room on every floor 
serves as a meeting place for callers and 
dislodges the old, time-wasting method 
of secking out or paging visitors in the 
public rooms. 

Five restaurants, comfortably cooled 
in warm weather, assure prompt ser- 
vice at any time of the day. 

Quiet, commodious rooms—for one, 
$4. to $10.; for two—$7. to $12. Suites 
{one to five rooms} per room, $9 to 
$11—with reductions for monthly or 
seasonal occupancy. 


Watrer L. Gescorr 


Broadcasting from Stations WJJD 


Two OrcHestTras *- Two LIBRARIES * HosprTaL * CHILDREN’S PLAYGROUND 
See SSS 
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YOUR FREIGHT 


Receives Careful Handling and Prompt Shipment 
via the 














Great Northern Railway 


From and to St. Paul, Minneapolis, Duluth, Superior, 

Sioux City, Winnipeg, Billings, Butte, Spokane, Seattle, 

Tacoma, Portland and intermediate points—with 

through daily merchandise cars to Pacific Northwest 
and intermediate points. 


Serving the Northwest with a Dependable 
Passenger Service Including the 


Luxurious—Faster Time—No Extra Fare 


Oriental Simited 


Between Seattle and Chicago Without Change of Cars 












H. H. Brown M. J. Costello A. J. Dickinson 
General Traffic Manager Western Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. Seattle, Wash. t. Paul, Minn. 

H. G. Dow T. J. Shea 


Eastern Traffic Manager Asst. General Freight Agent 
New York City 105 W. Adams St., Room 620, 
Chicago, ill. ~ 
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SOUTHERN PACIFIC LINES 
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The World’s Pear Center ie e 
* e « 
z 2 HE fame of Rogue River Valley pears has travelled time the heaviest producer, although the tonnage of the ® ® é 
=e 8 | over the entire civilized world, and that fame is justi- Bosc and the D’Anjou is rapidly increasing each year. n mM 5 
at fied by the excellence of the product produced in this The great majority of this fruit is shipped to the en oF 
3 : wonderful valley. So far as flavor, keeping qualities, and Eastern United States markets, principally New_York, 5 a5 t 
Ss zs texture are concerned, the fruit grown in this section is by rail, originating on the lines of the Southern Pacific, Oa 
ay ro) unexcelled, and the general price level obtained by the through the city of Medford, which is the principal Sasc V 
x sales of Rogue River products, bears out the popularity shipping center for this fruit. Distribution of approxi- Bm so 
oe oo of this fruit. mately 3,000 carloads is obtained through a number of ow I 
os The principal varieties of pears grown in this section fruit brokerage houses, both local and national organiza- = mM 
® ® are Bartlett, Buerre Bosc, D’Anjou, Winter Nellis, and tions. There are no co-operative fruit marketing houses a © 1 
Comice. The first named of this list is at the present in Medford. 
Write, telegraph or 'phone ® ® 
. < 
2 ® “General Agent, Southern Pacific Lines’’ ® eras 
Sa . The Postman Knows Him pee 
— 
Agas , Eze: 
She hos 7” py 
< = ~ 
® ®@ rs) 


‘oD 









